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LIST  OF  CONVENTIONS. 


CVVMCELLEO 

FROM 


niv6ntiO] 


BAKER  LIBRARY^'^'^^'^^^o'^s  have  been  held  at  the  following  places  on  the  dates, 

"""  """and  with  presiding  officers,  as  given. 

A  general  convention  preparatory  to  organization  was  held  at 
Springfield,  Mass.,  on  May  15,  1867,  when  John  Mulligan  was  Chair- 
man. 

,  Convention.  President.  Date.'  Place. 

1MK    1  1    iSol^t  I.  W.  Van  Houten 1867,  Altoona,  Pa. 

Second I.  W.  Van  Houten 1868,  Dayton,  Ohio. 

Third   ,. .  .1.  W.  Van  Houten 1869,  Chicago,  111. 

Fourth  ,.  . . ..... . . .  ^.I.  W.  Van  Houten 1870,  New  York,  N.  Y. 

Fifth F.  D.Adams 1 871,  Richmond,  Va. 

Sixth M.  C.  Andrews 1872,  St.  Louis,  Mo. 

Seventh M.  C.  Andrews 1873,  Boston,  Mass. 

Eighth I.  W.  Van  Houten 1874,  Cincinnati,  Ohio. 

Ninth Leander  Garey 1875,  New  York,  N.  Y. 

Tenth Leander  Garey 1876,  New  York,  N.  Y. 

Eleventh Leander  Garey 1877,  Qeveland,  Ohio. 

Twelfth Leander  Garey 1878,  Niagara  Falb,  N.  Y. 

Thirteenth Leander  Garey 1879,  Chicago,  111. 

Fourteenth Leander  Garey 1880,  Detroit,  Mich. 

Fifteenth Leander  Garey 1881,  New  York,  N.  Y. 

Sixteenth   Leander  Garey 1882,  Philadelphia,  Pa. 

^^^M:'.(ion!'."}Le«°<l"  Garey ,88.,  Niagara  Falls,  N.  Y. 

Seventeenth Leander  Garey 1883,  Chicago,  111. 

Eighteenth Leander  Garey 1884,  Saratoga,  N.  Y. 

Nineteenth Leander  Garey 1885,  Old  Point  Comfort,  Va. 

Twentieth B.  K.  Verbryck i886,  Niagara  FaUs,  N.  Y. 

Twenty- first .B.  K.  Verbryck 1887,  Minneapolis,  Minn. 

Twenty-second   . : .  .William  McWood 1888,  Alexandria  Bay,  N.  Y. 

Twenty-third ,  William  McWood 1889,  Saratoga,  N.  Y. 

Twenty-fourth William  McWood 1890,  Old  Point  Comfort,  Va. 

Twenty-fifth John  Kirby 1891,  Cape  May,  N.  J. 

Twenty-sixth John  Kirby 1892,  Saratoga,  N.  Y. 

Twenty-seventh  . . .  .E.  W.  Grieves 1893,  Lakewood,  N.  Y. 

Tweniy-eighth E.  W.  Grieves 1894,  Saratoga,  N.  Y. 

Twenty-ninth John  S.  Lentz   1895,  Alexandria  Bay,  N.  Y. 

Thirtieth John  S.  Lentz    1896,  Saratoga,  N.  Y. 

Thirty.first S.  A.  Crone 1897,  Old  Point  Comfort,  Va. 

Thirty-second    S.  A.  Crone 1898,  Saratoga,  N.  Y. 
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OFKICERS   KOR  1898-9. 


PRESIDENT. 
C.  A.  SCHROYER,  Chicago  &  North-Westem  Railway,  Chicago. 

VICE-PRESIDENTS. 

J.  T.  CHAMBERLAIN,  Boston  &  Maine  Railroad,  Boston,  Mass. 

J.  J.  HENNESSEY,  Chicago,  Milwaukee  &  St.  Paul  Railway,  Milwaukee,  Wis. 

W.  J.  ROBERTSON,  Central  Vermont  Railroad,  St  Albans,  Vt. 

TREASURER. 
G.  W.  DEMAREST,  Northern  Central  Railway,  Baltimore^  Md. 

EXECUTIVE  MEMBERS. 

fW.  S.  MORRIS,  Chesapeake  &  Ohio  Railroad,  Richmond,  Va. 
fSAMUEL  IIIGGINS,  Lehigh  Valley  Railroad,  Bethlehem,  Pa. 
fC.  M.  MENDENHALL,  Philadelphia,  Wilmington  &  Baltimore  Railroad,  Phila- 

delphia.  Pa. 
*E.  D.  BRONNER,  Michigan  Central  Railroad,  Detroit,  Mich. 
♦J.  H.  McCONNELL,  Union  Pacific  System,  Omaha,  Neb. 
*  WM.  APPS,  Canadian  Pacific  Railway,  Montreal,  Canada. 

SECRETARY. 
JOHN  W.  CLOUD,  974  Rookery,  Chicago,  111. 


fTenn  of  office  eipires  June,  1899. 
•Term  of  office  expires  June,  1900. 
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STANDING  COMMITTEES. 


ON   ARBITRATION. 

G.  W.  RHODES,  Chairman. 
JOHN  MACKENZIE,  G.  L.  POTTER, 

M.  M.  MARTIN,  J.  N.  BARR. 


ON   SUPERVISION  OF  STANDARDS  AND  RECOMMENDED  PRAC- 
TICE OF  THE  ASSOCIATION. 

A.  M.  WAITT,  Chairman. 
G.  L.  POTTER,  WM.  APPS. 


ON   TRIPLE  VALVE  TESTS. 
G.  W.  RHODES.  Chairman. 
A.  W.  GIBBS,  W.  S.  MORRIS. 


ON   STANDARD  WHEEL  AND  TRACK  GAUGES. 

To  confer  with  American  Railway  Association. 

J.  N.  BARR,  Chaiiman. 

G.  W.  RHODES,  C.  M.  MENDENHALL, 

G.  L.  POTTER. 


ON   BRAKE  SHOE  TESTS. 

S.  P.  BUSH,  Chairman. 
GEO.  GIBBS,  R.  P.  C.  SANDERSON. 


ON   PRICES   IN   MASTER   CAR  BUILDERS'  RULES. 

To  report  what  changes  may  be  desirable. 

J.  N.  BARR,  Chairman. 

S.  P.  BUSH,  S.  A.  CHARPIOT, 

J.  H.  McCONNELL,  T.  B.  PURVES,  Jr. 
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SUBJECTS  AND  COMMITTEES  FOR   1899. 


r.  —  Trains  Parting, 

G.  N.  Dow, 

J.  M.  Holt,  D.  Hawksworth, 

Jno.  Hodge. 

2,  — Square  Bolt  Heads  and  Nuts, 

B.  Haskell, 
W.  H.  Lewis,  Thos.  Fildes. 

J.  — Should  any  additional  compensation  be  paid  for  car  repairs  done 
west  of  the  lo^th  meridian? 

J.  N.  Barr, 
S.  P.  Bush,  J.  H.  McConnell, 

L.   C.   HaYNES,  T.   B.    KlRBY. 

^. — M,  C.  B.  Couplers;  to  define  contour  lines  more  fully y  when  new 
and  when  worn,  and  propose  specifications  for  couplers, 

W.  W.  Atterbury, 
W.  P.  Appleyard,  W.  S.  Morris. 

J-. — Air  Brake  Appliances ;  to  pr0pose  complete  standards,  including 
piping,  with  a  view  to  reducing  the  joints  to  a  minimum, 

A.  L.  Humphrey, 
A.  M.  Parent,  H.  C.  McCarty. 


6.  — Ladders  and  Running  Boards, 

A.  E.  Mitchell, 
P.  fl.  Peck,  S.  Higgins. 
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7-  —  Wheels  and  Axles;  specifications  for  Wheels  and  Axles  for 
60,000,  80,000  and  100, 000  pound  cars, 

E.  D.  Nelson, 
P.  Leeds,  Wm.  Garstang. 

H. — Uniformity  of  Section  for  Car  Sills;  to  consider  the  practicability 
of  adopting  a  standard, 

R.  P.  C.  Sanderson, 
J.  S.  Lentz,  N.  Frey. 

g. — Heights  of  Couplers;  to  confer  with  the  American  Railway 
Association  and  with  the  Interstate  Commerce  Commission  if 
necessary, 

Saml.  Higoins,  Chairman. 
J.  H.  McConnell,  C.  M.  Mendenhall. 

10. — Subjects, 

G.  L.  Potter, 
J.  J.  Hennessey,  R.  P.  C.  Sanderson. 
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LIST  OF  MEMBERS. 

The  names  of  Active  members  are  printed  in  Roman  type.  Representative  members  in 
Italics  and  Associate  ntemhers  in  Small  Capitals, 


Name. 


No.  OF 

Cars 

OWNBD. 


Railroad  Company  and  Address. 


18S2 
1896 
1892 
1898 
1889 
1889 
1897 
1897 
1887 
1896 

1894 
1895 
1896 
1887 
1896 


1897 
1888 
1897 

1895 
1884 
1883 
1892 

1895 
1890 

1895 
1896 

1893 
187 1 

1882 
1880 

1887 
1890 
1896 

1891 
1897 
1897 

1898 


Adams,  F.  D 

Adams,  T.  W 

Aldcorn,  Thos 

AUen.A.J 

Anderson,  Thos, . . . 
Anderson,  Geo.  T, . 

Angevine,  F 

Applcyard,  W.  P. . . 

AppSy  William 

Arp,  W,  C 


3.824 


6,296 


20,893 
6,274 


Ashley,  W.E 

Atmur,  W.  J 

Atterbury,  IV,  IV. . 
Augustus,  fVillis. . 
Austin,  Stuart . . . . 


Bailey,  W.  E, 
Baker,  J.  W... 
Ball,  H.  F. . . . 


54,319 
989 
232 


743 


IV . 


2.850 
29.434 


Ballentine,  D. 
Barr,  J,  N. , 
Barber,  J.  C 
Bartlett,  H... 
Baiy,  J.  A  . . . 
Bean^  John '    2,389 


Benson,  £.  A . . . 
Bentley,  W.  F. . 
Billingham,  Jos 
Blackall,  R.  C  . 


Blackwell,  Charles 
Blackwell,  K.  W,.. 

Boatman,  F.  P.  . ,  . 
Bossinger,  H.  C. . . 
Bossm^er,  J.  J. .  .< 


2,213 


Bowen,  H.  A  ... 

Bowles,  H.  G 1,673 

Braden,  /  B 5,617 


Brand  w,  B,  R. . 


54; 


Boston  &  Albany,  Newton,  Mass. 

M,  C.  B.,  New  England,  Norwood,  Mass. 

New  Durham,  N.  J. 

G.  F.,  South  Side  Elevated,  Chicago,  111. 

M.  C.  B.f  Pittsburg  <Sr»  Western^  Allegheny,  Pa. 

Supt.,  C.  N.  Y.  &  B.  Refir.  Co.,  Elsdon,  111. 

F.  C.  D.,  Terre  Haute  &  Indianapolis,  St.  Louis,  Mo. 
M.  C.  B.,N.  Y.  N.  H.  &  H.  R.  R.,New  Haven, Conn. 
M.  C,  B.y  Cancuiian^acific,  Montreal,  Can. 

S,  M.  P.,  Terre  Haute  6*  Indianapolis,  Terre  Haute^ 

Ind. 
Supt.,  North  Carolina  Car  Co.,  Raleigh,  N.  C. 
Supt.,  Illinois  Car  &  Equipment  Co.,  Hegewisch,  111. 
S.  M.  P.  Penna.  R.  R.,  Altoona,  Pa. 
S.  M,,  Keokuk  dH  Western,  Centreville,  Iowa. 
Mech.   Supt.,  Lake  Erie  <Sr*  Detroit  River,  Walker- 

ville,  Ont. 

Supt.,  Lehigh  iSr*  Hudson  River,  Warwick,  N.  V. 
Del.  Lackawanna  &  Western,  Dover,  N.  J. 

G.  C.  I.,  Lake  Shore  &  Michigan  Southern,  Cleveland, 
Ohio. 

M.  C.  B. ,  Seaboard  Air  Line,  Portsmouth,  Va. 

S.  M.  P. ,  Chi.  Mihvaukee  ^  St.  Paul,  Milwaukee,  Wis. 

St.  Paul,  Minn. 

S.  M.  P.,  Boston  &  Maine,  Boston,  Mass. 

F.  C.  I ,  N.  Y.  Cent.  &  Hudson  River,  Syracuse,  N.  Y. 
M.   C.  B.,  Cleveland,   Canton  &*  Southern,    Canton, 

Ohio. 
Mgr  ,  Wagner  Palace  Car  Works,  Buffalo,  N.  Y. 

G.  C.  I.,  Baltimore  &  Ohio,  Baltimore,  Md. 

M.  M  ,  Baltimore  &  Ohio,  Glenwood.  Pittsburg,  Pa. 
Supt.  Mchy.,  Delaware  <Sr*  Hud.  Canal  Co.,  Albany, 

N.  y. 

4400  St  Catharine  St.,  Montreal,  Can. 

Prest.,  Canada  Switch  &  Spring  Co.,  Canal  and  Conde 

Sts.,  Montreal,  Can. 
Stanberry,  Mo. 

G.  F..  Chesapeake  &  Ohio,  Huntington,  W.  Va. 
x\f.  C.  B. ,  Florida  Central  <Sr»  Peninsular,  Fernandina, 

Fla. 
Chicago,  111. 

G.  S.,  Monongahela  River,  Monom^ah,  W.  Va. 
S.    M.    P.   ^-   C,    Wheeling  ^  Lake  Erie,    Toledo, 

Ohio. 
M.  M.,   Leavenworth,   Kansas  v5-   Western,    Leaven- 

worth,  Kansas. 
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LIST  OF  MEMBERS.— Con/iHu^d. 


Name. 


1873 
1893 
1891 
1897 
1889 
1S96 
1891 

1882 

1885 


1892 
1883 
1882 

1896 

1886 

1886 
1894 
1893 
1898 
1890 
1883 

i8r 

1897 

1895 

1890 

1894 

1896 

1887 

1895 

1883 
1889 
1896 


1893 
1897 

1898 
1890 

189s 
1893 

1895 


Bray,  F.O 

Brazier,  F.  JV, . . 
Brimson,  W.  G. . . 
Brooke,  George  D. 
Bronmr,  £.  D, . , 

Brown,  W.  A 

BrUck,  H.  T..,., 


Bryan,  H,  S..,. 
Buchanan,  IVm, 


Buker,  Joseph . . . 

Bush,  S.  P 

Bushnell,  R.  fV. 

Butcher,  G.  W... 

Bu//fr,  C.  J 


No.  OF 

Cars 

Owned. 


Cade,  J.  R 

Cameron,  J.  E 

Canda,F.  E. 

Capps,  J.  E 

Carlton,  E.  T 

Carlton,  Howard  . . 

Carr,  W.  K 

Carroll,  C.  ff.,.,, 

Carson,  H.  M 

Carson,  M.  T, 

Casanave,  F.  D . . . . 

Case,  S.  T 

Casey,  J.  J 

Chaffee,  F.W 

Chamberlain,  J.  T. 

Charpiot,  S.  A 

Chase,  F.  A , 


Child,  Alfred . 
Chubb,  T.  L. . 


Clark,  C.  S.... 
Clark,  Isaac  W. 

Qeaver,  F.  C. . . 
Clifford,  C.J.. 

Close,  Henry  . . 


33.527 


15404 
858 
498 

3.029 
45,769 


12,280 
4,930 


3,993 


1,234 


5»3 


5,032 


11,412 


3,895 
18,673 


3,086 


Railroad  Company  and  Address. 


M.  C.  B.,  Lake  Shore  &  Mich.  Southern,  Adrian,  Mich. 
Asst.  Supt.  Machy.,  Illinois  Central,  Chicago,  III. 
Prest.,  Chicago,  Lake  Shore  &  Eastern,  Chicago,  III. 
M.  C.  B.,  St.  Paul  &  Duluth,  Gladstone,  Minn. 
Asst.  S.  M,  P. ,  Michigan  Central,  Detroit,  Mich, 
M.  M. ,  Buffalo  <Sr»  Susquehanna,  Galeton,  Pa. 
M.  of  M„  Cumberland  «Sr»  Pennsylvania,  Ml,  Savage, 

Md. 
Master  Mech.,  Duluth  iSr*  Iron  Range,  Two  Harbors, 

Minn. 
Supt.,  M.  P.  &>  R.  S.,  N.  Y.  Cent,  6-  Hudson  River, 

IVest  Shore  and  Rome,  Wat.  ^  Ogdensburg,  Grand 

Central  Depot,  New  York  City. 
Supt.,  Consolidated  Cattle  Car  Co.,  Chicago,  111. 
Suj>t.  M.  P.,  P.  C.  C.  <S^»  St.  L.,  Columbus,  Ohio. 
M.  C.  B.,Bur.  Cedar  Rapids  <5r»  Nor.,    Cedar  Rapids, 

Iowa. 
S.  M.  P.  &  M.,  San  Antonio   &  Aransas    Pass,   San 

Antonio,  Texas. 
M.  C.  B.,  Fall  Brook,  Corning,  N,  Y. 

M.  C.  B.,  Southern  Pacific,  Houston,  Texas. 

G.  F.  C.  D.,  Georgia  &  Alabama,  Americus,  Ga. 

Canda  Mfg.  Co.,  11  Pine  St.,  N.  Y. 

Georgia  Southern  &*  Florida,  Macon,  Ga. 

Joliet,  111. 

South  Baltimore  Car  Works,  Baltimore,  Md. 

G.  F.,  Norfolk  &  Western.  Roanoke,  Va. 

Pittsburgh  <5^»  Eastern,  Mahaffay,  Pa. 

Asst.  Engr.  M.  P.,  Pennsylvania  R.  R.,  Altoona,  Pa. 

Supt.  Machinery,  Mobile  dr*  Ohio,  Mobile,  Ala. 

Gen.  S.  M.  P.,  Pennsylvania,  Altoona,  Pa. 

M.  C.  B.,  N.  Y.  C.  &  H.  R.,  New  York  City. 

Supt.,  Haskell  &  Barker  Car  Co.,  Michigan  City,  Ind. 

M.  C.  B.,  N.  Y.  Cent.  &  Hudson  River,  West  Albany, 

N.  Y. 
M.  C,  B,,  Boston  <Sr»  Maine,  Boston,  Mass. 
Central  of  Georgia,  Macon,  Ga. 
G.  M.  M.,  H.  6-  St.  J.,  St.  Z.  IC.  6-  N.  W.,  K.  C. 

St.  J.  6*  C.  B.,and  C.  B.  &*  K.  C.  R'ys,  St.  Joseph^ 

Mo. 
G.  C.  F.,  Northern  Pacific,  St.  Paul,  Minn. 
Loco.  Car  and  Wagon  Supt.,  Buenos  Aires  Western, 

Talleres,  Tolosa,  Buenos  Aires,  S.  A. 
G.  F.,  H.  C.  Frick  Coke  Co.,  Scottdale,  Pa. 
M.   M.,  Cape   Fear  &  Yadkin   Valley,   Fayetteville, 

N.  C. 
M.  M.,  L.  E.  &  St.  L.  Con.,  Princeton,  Ind. 
S.  M.  P. ,  Chicago,  Lake  Shore  <Sr*  Eastern,  So.  Chicago, 

III. 
M.  E.,  Allison  Mfg.  Co.,  Philadelphia,  Pa. 
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LIST   OF    MEMBERS— Con/inu^if. 


1886 
1890 

1897 
1897 

1889 
1887 

1893 
1897 
1887 
1888 
1891 
1897 
1886 
1887 
1891 

1898 

1891 

1894 
"  1889 
1887 
1895 
1897 
1896 

189s 
1897 
1868 

1873 
1888 
1881 

1897 
1898 
1891 
1882 
1894 

1892 

1891 
1892 
1896 
1883 
1897 

1894 


Name. 


Coghlan,  John  . . 
Co/ler,  Chas 


CcilinsoHt  Jas. . 
Connelly^  Af,  J . 

Connolly,  J.  J . 
Cook,  John  S. . . 
Cooke.  W.I... 
Corinth,  A.  B  . . 
Cormack,  fVm. , 
Cory,  Chas,  H. . 

Coulter,  H 

Courson,  J.  F. . . 
Cowany  Jno  .... 
Cox,  Liewis  J . . . 
Crone,  S.  A. . . . 


Crossman,  W.  D. 


Cullen,  Jas  . 


No.  OF 

Cars 

OWNKD. 


5.999 

2,134 
246 

1,205 


7,811 
8,750 


3.098 


Cunningham,  Jas. . 
Davenport,  C.  W  . .  | 

Davis,  Jno.  H ! 

Davis,  Thos 

Dawson,  E j 

Deacon,  Edw 


5.790 
1,345 


Dem,  C,  G 

De Haven,  C,  A,,,. 
Demarest,  G.  W... 

Denver,  Jas 

Dickerman,  C.  H  . . 
Divine,  Jno.  F 


303 
no 


Doerr,  H.  C 

Dolan,  S.  M 

Donaldson,  Morley, 

Doran,  J.  E 

Dow,  Frank 


2,800 


Dow,  Geo.  N 


Downing,  T. , . 
Doyle,  John. . . 
Duff,  J.N  .... 
Duncan,  T.  G. 
Dunn,  J.  F  ,. 


Durborow,  R.  N. 


4.546 


Railroad^  Company  and  Address. 


M.  C.  B.,  Boston,  R.  B.  &  Lynn,  E.  Boston,  Mass. 

M.  C.  B. ,  Chicago,  Indianapolis  ^  Louisville,  Lafay- 
ette, Ind. 

S.  M.,  Gulf,  Colo.  ^  Santa  Fe,  Galveston^  Tex. 

F.  S,  6f  E.,  Chattanooga,  Rome  ^  Southetn,  Rome, 
Ga. 

M.  Af.,  DuL  So.  Shore  &»  Atlantic,  Marquette,  Mich. 

Af.  M.,  Georgia  end  G.  J.  ^  S.,  Augusta,  Ga. 

Chicago  &  Eastern  Illinois,  Momence,  Ind. 

F.  C.  R.,  Southern,  Knoxville,  Tenn. 

M.  C.  B.,  Wisconsin  Central,  Stevens  Point,  Wis. 
S.  Af.  P.,  Cin. ,  Hamilton  6*  Dayton,  Lima,  Ohio. 

G.  C.  I.,  Phila.  Wil.  &  Balto.,  Philadelphia,  Pa 
G.  F.,  Pennsylvania,  Pitcaim,  Pa. 

M.  C.  B.,  Allegheny  Valley,  Verona,  Pa. 
Terre  Haute  Car  &  Mfg.  Co.,  Terre  Haute,  Ind. 
Asst.Supt.  M.  P.  &  R.  S.,N.  Y.  C.  &  H.  R.,  Grand  Cen- 

tral  Station,  New  York. 
Editor,    Railway   Master    Mechanic,   Chicago, 

III. 
S.  M.  P.,  Nashville,  Chatt.  <&•  St.   Louis,  Nashville, 

Tenn. 
M.  M.,  Choctaw,  Oklahoma  <Sr-  Gulf,  Shawnee,  /.  T. 
317  Superior  St.,  Cleveland,  Ohio. 
M.  C.  b.,  Wilmington  8s.  Weldon,  Wilmington.  N.  C. 
Ferro  Carril,  Verapaz,  Panzos,  Guatemala,  C.  A. 
Pittsburg.  Kan. 
Acting    Supt.,    Consolidated     Rolling     Stock     Co., 

Bridgeport,  Conn. 
G.  C.  F,  Chicago  Junction,  U.  S.  Yards,  Chicago,  III. 
M.  M.,  Kansas  Midland,  iVichita,  Kan. 
M.  C.  B.,  Northern  Central,  Baltimore,  Md. 
N.  Y.  N.  H.  &  Hartford,  New  Haven,  Conn. 
Milton  Car  Works,  Milton,  Pa. 
Genl.    Supt..    Wil.    &    Wei.,  Wil.  Col.  &    Aug.  and 

N.  E.  of  S.  C,  Wilmington.  N.  C. 
M.  M.,  Eastern  R'y  of  Minn.,W.  Superior,  Wis. 
F.  C.  D.,  Wiggins  Ferry  Co.,  East  St.  Louis,  111. 
Supt.,  Canada  Atlantic,  Ottawa,  Can. 
F,  C.  R.,  Boston  &  Albany,  E.  Albany,  N.  Y. 
Supt.,  Pacific  Transp.  Co.,  Boston  Live  Stock  Line, 

Chicago  Furniture  Co. ,  Boston,  Mass. 
M.  C.  B.,  Lake  Shore  &    Mich.  Southern,  Develand, 

Ohio. 
Station  E,  Minneapolis,  Minn. 
M.  C.  B.,  Mo.  Kan.  &  Tex.,  Denison,  Tex. 
M.  C.  B.,  Burton  Stock  Car  Co.,  Chicago,  111. 
Chillicothe,  Ohio. 
S.  M.  P.tSr*  M.,  Oregon  Short  Line,  Salt  Lake  City, 

Utah. 
M.  M.,  Penna.  R.  R.,  Philadelphia,  Pa. 
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LIST  OF  MEMBERS  —  Condnu^d. 


< 

Q 


Name. 


No.  OF 
Cars 

OWNKD. 


Railroad  Company  and  Address. 


1896 
1895 
1894 
1896 

1893 
1891 
1897 


1896 
1897 
1893 
1897 
1896 
1898 
1894 

1873 
1882 

1897 
1886 
1896 
1895 
1898 
1887 
1897 
1897 

1890 
189I 

1893 
1890 

1893 
1892 
1888 

189I 
189Q 
1894 
1894 

1897 

1897 
1891 
1897 
1897 

1873 
1895 
1889 
1898 
1885 


Eaton,  F.  H 

Eckhart,  Jno.,  Jr. 

Eddy,  F.  H 

jEMfr,  Joi 

Elliott,]:  M.,Jr. 
Emerson  y  R.  H, . 
Emmert,  PV.  B,, 


Ennis,W.  C. 


Fay,  A.  R 

Fergusson,  H.  A  . . 

Fildcs,  Thos , 

EisAfr,  E 

Fitzgerald,  John.. . 

Fleming,  J.  W 

Ford,  C.  H 

Forney,  M.  N 

Forsyth,  Wm 

Foster,  Geo.  F 

Foster,  Wm.  A. . , . 

Eaw/er,  IV.  E 

Fox,  Frank  L 

Fox,  P 

Fraser,  Thomas  A, 

Ergy,  N 

Friese,  N.  L , 


Gage^  C.  M 

Galbraiih,  R.  M. 
Garland,  R.  T.  . . 
Garrett,  M.  A. .. 

Garrick,  J.  R 

Garrison,  P.  E . . . 
Garstangy   Wm . . 


Gibbs,  A.  W  . . . . 

Gibbs,  Geo 

Gibson,  Orlando  . 
Gilbert,  E.  B  . . . 


Givin,  E.  A 

Glaser,  J 

Glover,  J.  B.,  Jr    . 

Goehrs,  W.  H 

Gorrell,  W.  G  . . . . 
Graham,  Chas . . . . 
Graham, J.  E . , .. 
Greatsinger,  J.  L  . 
Greene,  M.  1). . , . 
Grieves,  E.  W 


520 

207 
3 


3»I44, 


3*35o| 

2,645; 
5. HO 


17,488 


3»6i4 
266 


3»oS5, 


Prest.,  Jackson  &  Woodin  Mfg.  Co.,  Berwick,  Pa. 
Erie,  Bradford,  Pa. 

F.  C.  S.,  Fitchburg,  Fitchburg,  Mass. 

Af.  M.,  Rock  Island  <5r»  Peoria,  Peoria,  III. 

Prest.,  The  Elliott  Car  Co.,  Gadsden,  Ala. 

Ja.  C,  B.,  Mason  City  &*  Et.  Dodge,  Et.  Dodge,  Iowa. 

Supt.,  Bristol,  Elizabethtoivn  6-  Nor.    Car,   Bristol^ 

Tenn. 
North  Paterson,  N.  J. 

G.  A.,  Swift  Live  Stock  Trans.  Co.,  Chicago,  111. 
A.  M.  M.,  Pennsylvania,  Jersey  City,  N.  J. 

M.  C.  B.,  L.  S.  &  M.  S.,  Englewood,  111. 

G.S.,  Toronto,  Hamilton^  Buff., Hamilton,  Ont.,Can, 

F.  C.  R.,  Erie,  Deposit,  N.  Y. 

G.  F.  C.  D.,  Ches.  &  Ohio,  Richmond,  Va. 

G.  F.  C.  D.,  Boston  &  Maine,  Worcester,  Mass. 

501  Fifth  Ave.,  New  York  City. 

Supt.  M.  P.,  Northern  Pacific,  St.  Paul,  Minn. 

Lexington,  Ky. 

S.  M.  P.  &  M  ,  Fall  Brook,  Coming,  N.  Y. 

M.  C,  B.,  Union  Pacific,  Denver  &>  Gulf,  Denver,  Colo. 

F.  C.  R.,  Detroit,  Lansing  &  Northern,  Ionia,  Mich. 

F.  C.  R.,  Erie,  Huntington,  Ind. 

Supt.,  Wells  &  French  Co.,  Chicago,  111. 

Chicago,  Burlington  *Sr»  Northern,  La  Crosse,   fVis. 

G.  F.  C.  W.,  Norfolk  &  Western,  Roanoke,  Va. 

G.  Af,,  Hunt  ^  Broadtop,  Huntingdon,  Pa. 

G.  M.  M.,  St.  Louis,  South- Western,  Pine  Bluff,  A rh. 

A.  G.  F.,  Pennsylvania,  W.  Philadelphia,  Pa. 

1434  Monadnock  Building,  Chicago,  111. 

Foreman,  Texas  &  New  Orleans,  Beaumont,  Tex. 

M.  M.  ,Fonda,Johnstown  &  Gloversville,Gloversv'e,N.  Y. 

Supt.  Af.  P.,  Clev.,  Cin.,  Chicago  <5r*  St,  Louis,  Ifidi- 
anapolis,  InJ. 

Pennsylvania,  Altoona,  Pa. 

Baldwin  Loco.  Works,  Philadelphia,  Pa. 

F.  C.  S.,  Pennsylvania,  Huntingdon,  Pa. 

Af.  Af.,  Pittsburgh,  Bessemer  &^  Lake  Erie,  Green- 
ville, Pa. 

Buffalo,  St.  Atary's  Crr*  S.-  IV.,  St.  Mary's,  Pa. 

M.  M.,  Cleveland  &  Marietta,  Cambridge,  Ohio. 

Supt.  M.  P.,  Marietta  &  Nor.  Ga.,  Marietta,  Ga. 

M.  S.,  Continental  Fruit  Express,  Chicago,  111. 

M.  C.  B.,  Phila.  &  Reading,  Reading,  Pa. 

M.  M.,  Del.  Lackawanna  &  Western,  Kingston,  Pa. 

Af.  M.,  Oregon  Ry  &^  Nav.  Co.y  Albina,   Ore. 

Prest.  &  G.  M.,  Duluth  &  Iron  Range,  Duluth,  Minn. 

Aci'g  Supt.  National  Car  Co.,  St.  Albans,  Vt. 

1756  Park  Ave,  Baltimore,  Md. 
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LIST  OF   UEMBEKS—Coniinu^d. 


Name. 


No.  OF 

Cars 

OWNKD. 


Railroad  Company  and  Address. 


c886 
1889 
^892 

■870 
C882 
■896 
1894 
J896 

MS94 
■887 
1896 
•893 

J893 
■891 

J898 
X889 
1891 
•897 

■893 
C883 
£890 

€897 

•897 

■897 
MS97 
mSgz 
mSgS 
■893 

««79 
■890 

€890 
1894 
•898 
C889 
1897 

■806 

J[89i 
1884 

1882 
■897 
•897 


Griffith,  Fred  B. 
Grcvfs.  /.  A*. . . 
Gunn,  Robt. . . . 


6.350 


Hackctt,  Geo  .... 
Hackney,  Clem  . . , 
Hanglin,  J.  A.. . . 
Hannaford,  P.  W. 
Harris,  E.  W  . . . . 
Harris,  WelU  .... 
Harrison,  W.  H.. 

Harrity^  A 

Haskell,  B 


460 
5.412 


Hassman,  Wm 

Hatswell,  T.J.,., 

Hatswell,  T.  J.,  Jr. 
Hawksworth,  D. ,, 

Hayes,  R.  T 

Haynes,  L.  C 

Hay7uar(i,  H.  S. .  . 
Heckcr,  Frank  J. . . 
Hennessey,  J.  J 


Henney^  John. 
Herbert,  R,L, 


Herr,  E.  M 

Hickey^Jno 

Higgins,  Sam'l. . 

Hill,  J.  W 

Hinekley^A.  C, , 
Hodge,  John . , . , 
Hoflrecker,W.  L. 

Holt,  J.  M 

Holtz,  David 

HorrigaH,  Jno  . . 
Howard,C.  H... 
Hubbell,Ira  C. 

Huf smith,  F. . . . 


Humphrey,  A.   A. 
Hunter,  David  W . 


Jackson,  Job  H 
Jackson,  O.  H  . 
Jennings,    Wm 


3.316 
9.320 
10,000 


'o,953 
586 


1,200 
1,020 


715 
2,000 

6,145 
2,361 

'»572 


100 

1.493 


M.  M.,  Del.,  Lackawanna  &  Western,  Buffalo,  N.  Y. 
S,  R4  S.,  St.  Louis  <S^»  San  Francisco,  Sptin^eld,  Mo. 

F.  C.  R.,  Erie,  Buffalo,  N.  Y. 

Philadelphia  &  Reading,  Elizabeth,  N.  J. 
Mgr.,  Fox  Solid  Pressed  Steel  Co.,  Joliet,  111. 
M.  M.,  Hot  Springs,  Malvern,  Ark. 

G.  F.  C.  D.,  Maine  Central,  Waterville,  Me. 
M.  C.  B.,  Eureka  &  Palisade,  Palisade,  Nev. 
Erie,  Binghamton,  N.  Y. 

S.  M.  P.,  Baltimore  &  Ohio,  Newark,  Ohio. 

M,  M. ,  Butte,  Anaconda  dr»  Pacific,  Anaconda,  Mont. 

S,  M.  P. ,  Chicago  <5r*  IVest  Michigan;  Detroit,  Grand 

Rapids  dr»  Western,  Grand  Rapids,  Mich. 
Illinois  Central,  Paducah,  Ky. 
M.  M.,  Flint  ^  Pere  Marquette,  Saginaw,  E.   S., 

Mich. 
G.  F.,  Flint  &  Pere  Marquette,  Saginaw,  E.  S.,  Mich. 
S.  M.  P.,  Bur.  <S^•  Missouri  River,  Plaitsmouth,  Neb. 

F.  C.  R.,  Southern,  Memphis,  Tenn. 

G.  A.,  Commerce  Despatch  Line,  St.  Louis,  Mo. 

S.  M.  P.,  West  Jersey  &^  Seashore,  Jersey  City,  N.  J. 

Mich.  Pen.  Car  Co.,  Detroit,  Mich. 

M.  C.  B.,  Chicago,  Milwaukee  &  St.  Paul,  West  Mil- 
waukee, Wis. 

Supt.  M.  P.,  Ne%v  York,  New  Haven  *S-  Hartford, 
New  Haveti,  Conn, 

M.  M.,  N.  v.  r.  6*  M.  and  G.  W.  T.  <^  P.,  Vic- 
toria, Tex. 

Westinghouse  Air  Brake  Co.,  Pittsburgh,  Pa. 

5.  M.  P.,  Rio  Grande  Western,  Salt  Lake  City,  Utah. 

S.  M  P.,  Lehigh  Valley,  South  Bethlehem.  Pa. 

M.  M.,  Peoria  &  Pekin,  Union,  Peoria,  III. 

M.  M. ,  St.  Joseph  <Sr»  Grand  Island,  St.  Joseph,  Mo. 

M.  C.  B.,  Atchison,  Topeka  &  Santa  Fe,  Topeka,  Kan. 

Asst.  S.  M.  P.  and  R.  S.,  Central  of  New  Jersey,  Eliza- 
bethport,  N.  J. 

G.  F.  C.  R.,  Southern  Railway,  Washington,  D.  C. 

M.  of  M. ,  Western  Maryland,  Union  Bridge,  Md. 

Elgin,  Joliet  ^  Eastern,  Joliet^  III. 

Safely  Car  Heat  &  Light  Co;,  St.  Louis,  Mo. 

P.  A.,  K.  C.  Pittsburgh  ^^  Gulf;  Omaha,  Kansas  City 
&^  Eastern  ;   Omaha  &'  St.  Louis,  Kansas  City,  Mo. 

S.  M.  P.  and  R.  S. ,  International  &^  Great  Northern, 
P.ilestine,  Tex. 

S.  M.  P.,  Colorado  Midland,  Colorado  Springs,  Colo. 

New  England,  Norwood,  Mass. 

Prest.,  Jackson  &  Sharp  Co.,  Wilmington,  Del. 
M.  M.,  S.  F.  P.  6-  /'..  Presiott,  Arizona. 
S.  M.  />..    Mexican  International,    Ciudad   Porfirio, 
Diaz,  Mex. 
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LIST  OF  MEMBERS.— CV;«//Vf«^</. 


1887 
18S2 
1894 
1895 

1895 

1894 
1894 

1894 
1883 
1896 
1882 
1895 
1896 
1894 


1898 
1897 
1883 
1892 
1887 
1897 
1897 

1898 
1895 
1896 
1897 
1897 

1895 
1896 

1889 
1879 
1867 
1889 
'1890 
1896 
1892 
1894 
1896 
1897 

1891 
1894 
1891 
1882 


Name. 


No.  OP 

Caks 

Owned. 


Johann,  Jacob... . 

JohnsoOrF , 

Johnstone,  F.  W , 
Johnson,  R.  H,,» 

Joughins,  G.  R  .. 


Kearney,  Alex . 
Keegan^  J.  E . 


Keiber,  Geo 

Keiih,  Isaac 

Kells,  WiUard.... 
Kenison,  C/ias.  H, 
Kentierdell,  Edw. 
JCemtey,  G.  IV.  . , 
ICtllen,  IV.  E  ,.., 


King,  Samuel  .... 
/Ting,  Sidney  D  . . 

Kirby,  John 

Kirby,T.  B 

Kittriedge,  A.  M  . . 
Kline,  Theo.  D.., 
Knox,  J.  S 


Lake,  E.  Af. . 
La  Lime,  E  . 
Lane,  F.  W  . 
Lane,  J.  R.., 
Lauer,  F.  G.. 


Lavery,  W. . . 
Lawes,   T.  A. 


Leeds,  Pulaski  . . . 
LeniZf  John  S  , ,, 

Levan,  J.  P 

Lewis,  W.  H 

Lilley,  Geo.  W... 
Lindstrom,  Chas  . , 

Lord,  E.  P 

Love,  W.  A 

Loiviher,  B.  F. , , . 
Lucas,  W.  O 


Lungren,  W.  H. . 

Lyon,  Tracy 

McAlpine,  A.  R. 
McCarthy,  H.  C. 


4,194 
770 


3i"6 


3»968 

1,020 

850 

3,900 


1,200 


5,348 


25 
1,694 


150 


9.548 

20,749 
39,068 

18,460 


Railroad  Company  and  Address. 


48 


5,703 


1003  South  Seventh  St.,  Springfield,  111. 

Supt,  Buffiaao  Car  Mfg.  Co.,  Buffalo,  N.  Y. 

S.  M.  P.  and  M.,  Mexican  Central,  City  of  Mexico,  Mex. 

M.  M.,  Atlanta  &*  IVest  Point  and  Western  of  Ala,, 

Montgomery,  Ala. 
S.  A/.,  Intercolonial,  Moncton,  N.  B.,  Can, 

Asst.  E.  M.  P.,  Penna.,  Jersey  City,  N.  J. 

M,  M.,    Grand  Rapids  6r*  Inaiana,    Grand  Rapids^ 

Mich. 
Reading,  Pa. 

Prest.,  Keith  Mfg.  Co.,  Sagamore,  Mass. 
M.  M.,  Erie,  Cleveland,  Ohio. 
M,  C.  B„  Maine  Central,  Waterville,  Me. 
G.  F,  Cleveland  Terminal  <S^'  Valley,  Cleveland,  Ohio. 
S.  M,  P,  Rutland,  Rutland,  Vt. 
M.  C.  B.,  St.  Louis,   Chicago  ^   St.  Paul;    Chicoj^o, 

Peoria  dr»   St.    Louis,  Springfield,   111.,  and  Alton 

Terminal,  Jerseyville,  III, 
M.  C.  B.,  Grand  Trunk,  London,  Ont.,  Can. 
Erie  <Sr*  Wyoming  Valley,  Dunmore,  Pa. 
Lake  Shore  &  Michigan  Southern,  Adrian,  Mich. 
Supt.,  Armour  Refr.  Line,  Chicago,  III. 
Barney  &  Smith  Mfg.  Co. ,  Dayton,  Ohio. 
G.  S.,  Central  of  Ga.,  Savannah,  Ga, 
T.  M.,  Cudahy  Refr.  Line,  So.  Omaha,  Neb. 

M.  M. ,   Gulf  6-  Ship  Island,  Gulf  port.  Miss. 

M.  M.,  Ohio  River,  Parkersburg,   W,  Va. 

Mech.  Editor,  Railway  Age,  Chicago. 

G.  M. ,  Macon  ^^  Birmingham,  Macon,  Ga. 

M.  C.  B.,  Buffalo,  Rochester  &  Pittsburgh,  Dubois 
Pa. 

Asst.  S.  M.  P.,  Erie,  Cleveland,  Ohio. 

S.  M.  P.  and  M. ,  Chicago  <&*  Eastern  Illinois,  Dan- 
ville, III. 

S.  M,,  Louisville  c?*  Nashville,  Louisville,  Ky, 

S,  C.  D.,  Lehigh  Valley,  Packerton,  Pa. 

F.  C.  S.,  Pennsylvania,  Altoona,  Pa. 

5.  M.  P.,  Norfolk  6r*  Western,  Roatvoke,  Va. 

Mgr.  Cauda  Cattle  Car  Co.,  Chicago,  111. 

A.  E.  M.  P.,  Penna.  R.  R.  Co.,  Altoona,  Pa. 

Supt ,  H.  K.  Porter  &  Co.,  Pittsburg,  Pa. 

Rome,  Ga. 

Supt.  East  ^  West  R.  R.,  Cedartown,  Ga. 

Loco.  Supt. ,  Central  Argentine,  Rosario,  Arg.  Rep., 
S.  A. 

F.  C.  S.,  Phila.,   Wil.  &  Baltimore,  Wilmington,  Del. 
M.  M. ,  Chicago  Great  Western,  St.  Paul,  Minn. 
Western  Car  Co's  Shops,  Indianapolis,  Ind. 

G.  C.  I.,  Philadelphia  &  Erie,  Williams|xjrt  Pa. 
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LIST  OF  MEMBERS— C^«//>i«^^. 


1891 
1895 

1897 
1897 
1882 
1880 
1882 
1893 

1883 
1895 

1894 
1894 
1875 
1889 
1883 

1896 

1896 
1895 
1897 
1895 

1895 
1882 
1893 
1897 
1886 
1898 
1887 

1895 
1897 

1891 
1891 
1896 
1892 
1886 

1896 
1895 
1884 
1877 
1895 
1898 
1896 
1891 


Namb. 


No.  OF 

Cars 

OWNBD. 


McConnell.J.  H .. 
McCuen,  J.  P  ,.\. 

McCuni,  R.  E  , , . . 
McCullough,  C.  B  . 
McGee,  James . , . . , 
McGregor,  James  . . 

Mcllwain.  f.  D 

McKcen,  W.  R.,  Jr. 

McKenna^  Robt  . . . 
McKenna,  R.  F 


«3»953 
4.506 

378 

43 

3.075 


Mc Masters,  C.  J. . , 
McNaughton,  Jas  . . 

MclVood,lVm 

Macbeth,  James. . ., 
Mackenzie^  John. . . 

Maguire,  P.  J 


27,000 


224 

26,467 

7,166 


Maher,  P , 

Mahl,  F.  W..., 
Mailer t  Jno. . . , 
Manchee,  S.  H 


Manning,  J.  H  . . . , 
Marden/j.  W  ,,,. 

Maris,  J.  M 

Marshall,  B.  F 

Martin,  M.  M ,,. 

Mather,  A.  C 

Meehan^  Jatnes ... 

Mendenhall,  C.  M, 
Mertsheimer,  F  . . . 


Michael,  J.  B 

Middagh,D.B 

MiddUton,  H 

Mileham,  C.  M 

Millen,  Thos 

Miller.  A.  T 

Miller,  G,  A 

MiUer,  G.  W 

Miller,  Robt 

Miller,  Wm 

Millholland,  /  K. . 

Milliken,J 

Milb,  Stott 


308 


5,605 

12,781 

1.395 
10,000 


37.298 


576 


916 


Railroad  Company  and  Address. 


S.  M.  P.  and  M.,  Union  Pacific,  Omaha,  Neb. 

S.    M.    P.    and    M.,   Cin.,   New    Orleans  &»   Texas 

Pacific,  Ludlow,  Ky. 
Lexington  ^  Eastern  Lexington,  Ky. 
Mgr.  Cammal  &*  Black  Forest^  Cammal,  Pa. 
M.  C.  B.y  Houston  ^  Texas  Central,  Houston,   Tex. 
Home  Bank  Bldg..  Detroit,  Mich. 
12  Alpha  Terrace,  East  End,  Pittsburg,  Pa. 
G.  F.  C.  R.,  Terre  Haute  &  Indianapolis,  Terre  Haute, 

Ind. 
M.C.  B.,  Del.,  Lackawanna  ^Western,  Scranton,  Pa. 
Inspector,   Del.,   Lackawanna  &   Western,   Scranton, 

Pa. 
S.  M.  P.,  Bennington  &"  Rutland,  Rutland,  Vt. 
Brooks  Loco.  Works,  Dunkirk,  N.  Y. 
S.  C.  D.f  Grand  Trunk  System^  Montreal,  Canada. 
M.  C.  B.,  N.  Y.  C.  &  H.  R.,  E  Buffalo,  N.  Y. 
S.  M.   P.,  N.    v.,  Chicagj  6*  St.  Louis,  Clevelan ,, 

Ohio. 
M.   C.   B..   Southern  Pac.  (Atlantic  System),  Algiers, 

La. 
M.  M. ,  Indiana,  Illinois  &  Iowa,  Kankakee,  111. 
Mch.  Engr.,  Southern  Pacilic  Co.,  Sacramento,  Cal. 
Af.  M.,  Winona  ^  Western^  Winona,  Minn. 
Car  Acct.,   Hammond   Refrigerator  Line,  Hammond, 

Ind. 
Div.  M.  M.,  Union  Pacific,  Omaha,  Neb. 
5.  C.  D,,  Fitchburg,  Boston,  Mass. 
G.  M.,  Illinois  Car  &  Equipment  Co.,  Chicago,  111. 
M.  M.,  C.  A.  &  C,  Mt.  Vernon,  Ohio. 
S.  C.  D.,  Wabash,  Decatur,  III. 
Prcst.  Mather,  Stock  Car  Co.,  Chicago,  111. 
S.  M,  P.  and  M. ,  South  Carolina  &>  Georgia,  Charles- 
ton, S.  C. 
S.  M,  P.,  Phil.,  Wil.  ^  Balto.,  Philadelphia,  Pa. 
Supt.  M.  P.  &  E.,  Kansas   City,  Pitteburg  &   Gulf, 

Kansas  City,  Mo. 
M.  M.  Southern  Railway,  Knoxville,  Tenn. 
G.  F.,  Norfolk  &  Western,  Roanoke,  Va. 
G.  S.  M.  P. ,  Baltimore  &>  Ohio,  Baliimore,  Md. 
M.  M.,  Street's  Stoble  Car  Line,  Chicago,  111. 
G.  M.  M.,  Metropolitan  Street  R'y,  106  West  Fifty-first' 

St.,  New  York  City. 
Everson,  Pa. 

Af.  M.,  Florida  East  Coast,  St,  Augustine,  Fla. 
Buffalo,  N.  Y. 

S.  M.  P.  &  E.,  Michigan  Central,  Detroit,  Mich. 
M.  C  B.,  Nelson  Morris  &  Co.,  Chicago,  111. 
M.  M., George's  Cr/ek  &>  Cumberland,  Cumberland,  Ma. 
A.  E.  M.  P.,  Phila.,  Wil.  &  Balto.,  Philadelphia,  Pa. 
Warwick,  N.  Y. 
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LIST  OF   MEMBERS—  Coft/inu^if. 


1895 
1889 
1892 

1897 
1894 
1893 
1893 
1889 
1898 
1896 

1885 

1895 

1894 

1897 
1898 
1897 
1897 

1888 
1897 
1896 
1897 
1893 

1896 

1897 
1896 
1890 
1889 
1896 
1889 

1898 
1896 
1896 
1898 
1896 
1895 
1898 
1890 
1896 

1890 

1893 
1896 


Name. 

Miner,  W.  H  .... 

Minton,W.  D 

Mitchell,  A.  E.., 

Mitchell,  IV,  M,, 

Monkhouse,  H 

Mooney,  P.  T, , , , 
Af organ,  J.  B, . ., 
Morris t   W,  S, . . . 

Morse,  F.  H 

MussoD,  J.  W.... 

Nelson,  E.  D 

NtttUton,  W.  A,, 

Neuffer^J.  G,... 


Ne^vard,  F.  H 

Newell,  T.  W,.,.. 
Nicholas,  R.  H.,.. 
Nuttall,  W.  H 

O'BrienJno.  H.... 
O'Donnell,  Thos... 

O'Herin,  W 

O'Leary,  D 

Orchard,;.  H 


Page,  W.  B  . . . 

Parent,  A.  M.. 
Parker,  T.  E. . 
Pattee,Jos,  O. 
Paxson,  L.  B  . 
Pease,  F.  J ,., 
Peck,  Peter  H. 


Peddle,  W.  H.... 
Pennock,  Willard. 

Petrie,  J.  R 

Pettingill,  Waldo. 

Pew,  R.  C 

Pflager,  H.  M.... 
Phillips,  E.  A... 

Player,  John 

PoUitt,  Harry 


Porcher,  Sam'l.. 
Potter,  G.  Z... 
PrescoU,  C.  //. . 


No.  OF 

Cars 

Owned 


48.915 
68 


233 
6,600 

15.572 


10,090 

9.553 
7,000 

122 

1.405 
608 
295 


538 


Railroad  Company  and  Address. 


M.  E.,  Hutchin's  Refr.  Car  Co.,  Chicago,  111. 

M.  C.  B.,  Texas  &  Pacific,  Marshall,  Tex. 

5.  M.  P.,  Erie^  New  York,  Susquehanna  <Sh  Western^ 

Nerv  York  City, 
St.  L,,  K.  C.  6-  Colo.,  St.  Louis^Mo. 
S.  M.  P.,  Chicago  &  Alton,  Bloomington,  111. 
M.  C.  B.,  Texas  Central,  Walnut  Springs,  7 ex. 
G,  M.  M.,  Toledo  6-  Ohio  Central,  Bucyrus,  Ohio. 
S.  M.  P. ,  Chesapeake  <Sk  Ohio,  Pichnumd,  Va. 
Supt.,  Georgia  Car  &  Mfg.  Co.,  Savannah,  Ga. 
G.  S.  C.  D  ,  Mer.  Desp.  Trans.  Co.,  Rochester,  N.  Y. 

S.  M.  P.,  P.  6*  E.  DiV.  Pennsylvania,  Williamsport, 
Pa. 

S.  M,  P.  ^M.,  K.  C,  Ft.  Scott  tSr»  Memphis,  Kansas 
City,  Mo. 

G.  M.  M.,  Baltitnore  iSr*  OJtio  South- Western,  Cincin- 
nati, Ohio. 

M.  M.,  PoHtiac,  Oxford  6-  Northern,  Pontiac,  Mick. 

Atlanta,  Knoxville  &"  Nortliem,  Blue  Pidge,  Ga. 

Supt.,  N.  Y.,  Phila.  6-  Norfolk,  Cape  Charles,  Va, 

M.  M.,  Manistee  ^  North- Eastern,  Manistee,  Mick. 

M.  C.  B.,  Mexican  Central,  City  of  Mexico,  Mex. 

G.  F.  C.  D.,  Houston,  East  &  W.  Tex.,  Houston,  Tex. 

S.  M.  &  £.,  Mi.ssouri,  Kansas  &  Texas,  Parsons,  Kan. 

M.  M. .  Seattle  ^  International,  Seattle,  Wash. 

M.  C.  B  ,  Delaware  &  Hudson  Canal,  Carbondale,  Pa. 


18,0281 

30,228 

4.164 

150I 


A.  E.  M.  P.,  Phila.  &  Erie  Div.,  P.  R.  R.  &  Nor.  Cen- 
tral, Williamsport,  Pa. 

Mgr.,  Pullman  Car  Works,  Pullman,  111. 

M.  C.  B.,  Armour  Packing  Co.,  Kansas  City,  Mo. 

S.  M.  P.,  Great. Northern,  St,  Paul,  Minn. 

S.  M.  P.  and  R.  E.,  Phila.  &>  Reading,  Reading,  Pa. 

Toledo,  St,  Louis  ^  Kansas  City,  Frankfort,  Jnd, 

M.  M.,  Chicago  &-  West'n  Ind.  ^  Belt,  Sjd  St.,  Cki- 
cago.  III. 

Gen'l  Supt.  Maintenance,  Southern,  Washington, D.  C 

Prest,,  Minerva  Car  Works,  Minerva,  Ohio. 

Chief  Joint  Car  Insp.,  Buffalo,  N.  Y. 

Portland  &*  Rumford  Falls,  Rumford  Falls,  Me. 

S.  C.  D.,  Bay  Terminal,  Toledo,  Ohio. 

M.  E.,  Pullman  Palace  Car  Co.,  Chicago,  111. 

Editor,  Railroad  Car  Journal,  New  York  City^ 
25,1 27 1   S.  M.,  Atch.,  Topeka  ^  Santa  Fe,  Topeka,  Kan. 

Loco,  and  Marine   Engineer,  Great  Centra],  Gorton^ 

I       Manchester,  England. 
\  Asst.  P.  A.,  Pennsylvania,  Philadelphia,  Pa. 

S.  M,  P.,  Pennsylvania  Co.,  Ft,  Wayne,  Ind. 

M.   M.,  Spokane  Falls  ^  Northern,  Spokane,  Wask^ 


119! 


.1 


40,7171 
300I 
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LIST  OF   MEMBERS  — Ct7/f//V«W. 


Naub. 


No.  OF 
Cars 

OWNkD. 


Railroad  Company  and  Address. 


1885 
1891 

1896 
1897 

1896 
1898 

1895 
1894 
1896 
1892 

1885 
1897 
1883 
1896 
1896 
1896 

1896 
1895 

1885 
1897 
1897 
1873 
1896 
1882 
1896 
1894 
1897 

189I 

1895 

1892 
1889 
1897 

1892 
1885 
1887 
1896 
1890 
1898 
1897 
1897 
1891 


Preston,  H.  Z. 
Prout,  H.  G.  . 


8.775 


Purves,  T.  B.,  Jr. 
Quacftenhushy  A.  W. 

Pamsey^  J.  C 

Pamsey,  Jno.  P  . . . 

Rasbridge,  R.  B... 
Peardtftf  Frank  . . . 

Rcid,  M.  M 

Reynolds,  O.  H  . . . 


6.129 
116 

189I 

227 


14,000 


Rhodes,  Godfrey  IV. 

Reiley,  B 

Rielly,  Patrick 

Riley,  G.  Af.  D  ... 

Riley,  J.  C 

Roberts,  Chas 


22,925 
2,033 


4,750 


2,814 


Roberts,  E.  M. 
Roberts,  Mordi 


Robertson,  W.  J. 
Robinson,  C.  C  . . 
Robinson,  W.  L  . 
Robson,  A.  C  . . . 
Rogers,  M.  J. . . . 
Rommeli,  Geq. . . 

Roof,  C.  S 

Roope,  Thos 

Ruwntey,  Thos. . . 


Ryan,  j:  J 

Sanborn,  J.  N. 


Sanderson,  R.  P.  C 
Sample,  N.  W. . 
Schaefer,  Hugo. 
\ 
Schaffer,  M.  B.. 
Schlacks,  Henry 
Srhroyer,  Chas.  / 
Sehrt,H.  M ... 
Setchel,  J.  H  . 
Sharp,  W.  E  . . . 
Shearer,  R.  D  . . 
Shields,  Alex. . . 
Simons,  J.  E  . . . 


3»72o 


462 

500 
1,041 


376 

7,881 
524 


36,743 
4,700 


300 


M.  C.  B.,  Chi.,  St.  P.,  Mtnn.  6-  Omaha,  Hudson,  fVis.^ 
The   Railroad   Gazette,  32   Park   Place,  New 

York. 
S.  R.  S. ,  Boston  6^  Albany,  Springfield,  Mass. 
St.  Louis,  Cape  Girardeau  <Sr*  Ft.  Smith,  Cape  Girar- 
deau, Mo. 
K.  C,  IVatkins  &>  Gulf,  Lake  Charles,  La. 
G.  M. ,   Rio    Grande,   Sierra   Madre  &"  Pacific,  El 

Paso,  Tex. 
G.  F.,  Philadelphia  &  Reading,  Newberry,  Pa. 
S.  L.  and  C.  £>.,  Missouri  Pacific,  St.  Louis,  Mo. 
M.  M.,  Atlantic  &  Danville,  Lawrenceville,  Va. 
Assoc.  Editor,  Locomotive    Engineering,    New    York 

City. 
S.  M.  P.,  Chicago,  Burlington  &"  Quincy,  Aurora,  111, 
Iowa  Central,  Marshalltown,  Iowa. 
Lake  Erie  &  Western,  Lima,  Ohio. 
Plant  System,  Savannah,  Ga. 
Supt.  Trans.,  Manliattan  Oil  Co.,  Lima,  Ohio. 
G.   F,,  Cleveland,  'Akron  &*  Columbus,  Mt.  Penion^ 

Ohio. 
M.  M.,  South  Atlantic  &  Ohio,  Bristol,  Tenn. 
M.  M.,  St.  Louis,  Iron  Mt.  &  Southern,  Little  Rock,. 

Ark. 
M.  C.  B.,  Central  Vermont,  St.  Albans,  Vt. 
M.  M.,  Peoria,  Decatur  &  Evansville,  Mattoon,  111. 
G.  C.  I.,  Ind.,  111.  &  loWa,  Kankakee,  III. 
M.  C.  B.,  Lake  Shore  &  Mich.  South'n.  Buffalo,  N.  Y. 
M.  M.,  Kansas  City  Belt,  Kansas  City,  Mo. 
M.  M.,  Wilmington  6r*  Northern,  Wilmington,  Del. 
C.  F.,Clev.,Cin., Chicago  &  St.  Louis,  Delaware,  Ohio. 
M.  M.,  Sioux  City  iS^»  Northern,  Sioux  City,  Iowa. 
M.   M.,    Ogdensburgh  &*  Lake    Champlain,   At  alone, 

N   Y. 
S.  M.  P.,  Southern  Pacific  Co.,  Houston,  Tex. 

M.  M.,  Brainerd  6r*  Northern  Minnesota,  Brainerd^ 

Minn. 
Div.  M.  M.,  Norfolk  &  Western,  Roanoke,  Va. 
GenU  Supt.,  Denver  dr*  Rio  Grande,  Denver,  Colo. 
M.  M.,  Phila.,  Reading  6*  New  England,  Hartford, 

Conn. 
G.  F.  C.  D.,  Missouri  Pacific,  St.  Louis,  Mo.     " 
S.  M. ,  Denver  &  Rio  Grande,  Denver,  Colo. 
S.  C  D.,  Chicago  6-  North-  Western,  Chicago,  III. 
M.  M.,  Ohio  Southern,  Springfield,  Ohio. 
Pittsburgh  Locomotive  Works,  Pittsburgh,  Pa. 
G.  C.  F.,  Chicago  &  Erie,  Chicago,  111. 
Foreman,  N.  Y.  C.  &  H.  R.,  Rochester,  N.  Y. 
Southern  Indiana,  Bedford,  Ind. 
A.  M.  C.  B.,  Pitts.  &  Lake  Erie,  McKee's  Rocks,  Pa. 
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LIST  OF  MEMBERS.— CWf/iVfw^^. 


H 

■< 


Ni^MB. 


No.  OF 

Cars 

OwirsD. 


Railroad  Company  and  Addrbss. 


1889  Sinclair,  Angus 
1897  I  Skinner,  Calvin 
1884  '  Skinner.  J.  R  . . 
1890,  Small,  H.  J.... 
1893  ,  Smith,  A.  D.,. 
1870  I  Smith,  C.  A 


1893  Smith,  F.  B 

1898  I  Smith,  Geo,  W . 

1897  Smith,  R.  E 

1896,  Smith,   Van.    .. 

1898  I  Smitham,  N,  L 

1894  '  Sollera,  Geo.  B  . 
1891  I  Soule,  R.  H 


1897    Spalding,  E.  C  . 

1897  ;  Spoor,  C.  E 

1895    Sptigg,  Z.  T. . . . 
18921  Stark,  F.  ff  ,.. 

1895  I  Siarr,  P.  F 

1893  I  Steinbrenner,  A. 

1895  1  Stewart,  O 

1897  I  Stiffey,  S.  S 


1893  '  Stover,  C.  W. . . 
1892  I  Summer  ski II,  T.  A 

I 
1895    Swift,  H.  H 


1897 
1895 
1880 
1895 
1894 
1896 
1898 
1888 
1894 
1892 

1896 
1892 
1895 


1894 
1894 

1882 
1892 


Tawse,  R 

Taussig,  J.  E . 
Taylor,  Jos. ... 
Teufer,  Jno  ... 
Thoma,  Frank 
Thomas,  C.  F  . 
Thomas,    /• /-,  Jr 
Thomas,  'fV.  H, . 
Thomson,  B.  E . . 
Thompson,  C.  A. 


Thompson,  Geo, . 
Tomlinson,  J.  J. , 
Tomlinson,  J.  G 


Tonge,  John 

Torrance,    John, . 

Toivnsend,  Joseph . 
Toy,  E.  L 


3420 
520 


1.843 
290 


4,000 


i»37S 


276 


\2 


500 


330 

21.933 


19,909 

4,830 
2,908 


2,440 
4,162 

7,660 
30 


Locomotive  Engineer,  256  Broadway,  New  York. 
Alabama  Great  Southern,  Bit  mingham,  Ala. 

F.  C.  R.,  Del.  &  Hudson  Canal  Co.,  Oneonta,  N.  Y. 
S.  M.  P.  and  E. ,  Southern  Pacific,  Sacramento,  Cal. 
GenU  Supt.,  Cornwall  6f  Lebanon,  Lebanon,  Pa. 

M.  C.  B.,  Union  Tank  line,  26  Broadway,  New  York 
City.       .       ^ 

G.  M.  M.,!n.  V.  N.  H.  &  H.,New  Haven,  Conn. 
Santa  Fe  Pacijic,  Albuquerque,  N.  M. 

S.  M.  P.,  Atlantic  Coast  Line,  Wilmington,  N.  C. 

Zanesville  tSr*  Ohio  River,  Zanesville,  Ohio, 

Af.  M.,  Texas  Midland,  Terrell,  Texas. 

Toledo  &  Ohio  Central,  Kenton,  Ohio. 

Baldwin  Loco.  Works,  1217  Monadnock  Bldg.,  Chi- 
cago, 111. 

G.  M.,  Southern  Iron  Car  Line  &  Express  Coal  Line, 
Atlanta,  Ga. 

F.  C.  D.,  Buffalo  &  Susquehanna,  Galeton,  Pa. 
Div.  M.  M.,  Union  Pacific,  Denver,  Colo. 

M.  C.  B.,  Cleveland,  Lor.  6-  Wheeling,  Lorain,  Ohio. 
Florida  East  Coast,  St.  Augustine,  Fla. 
M.  C.  B.,  Am.  Rcfrig.  Transit  Co.,  St  Loub,  Mo. 
S.  Af.  P.,  Bangor  <Sr»  Aroostook,  Oldtown,  Me. 
M.  M.,  Col.,  Hocking  Valley  &   Toledo,  Columbus, 
Ohio. 

G.  M.,  Chicago  &  South  Bend,  South  Bend,  Ind. 

M.  Af.,  Afan.  ^  North-Western,  Portage  la  Prairie, 

Afan. 
G.  F.  C.  R.,  Cin.,  Hamilton  &  Dayton,  Lima,  Ohio. 

• 
^f.  Af.,  Ann  Arbor,  Owosso,  Afich. 
Suft.  Wheeling  Bridge  dr»  Ter.,  Wheeling,  W.  Pa. 
Michigan  Peninsular  Car  Co.,  Detroit,  Mich. 
F.  C.  D.,  West  Shore,  Frankfort,  N.  Y. 
Supt.,  Madison,  Alton  6t*  Chicago,  St.  Lmis,  Afo. 
M.  M.,  Southern,  Alexandria,  Va. 
Af.  Af. ,  Mobile  6^  Birmingham,  Afobile,  Ala. 
S.  M.  P.,  Southern,  Washington,  D.  C. 
Chief  Joint  Car  Inspector,  WiUiamsport,  Pa. 
S.    Af.    P.    and  E.,  Central  of  N.   J.,  Jersey    City, 

A\J 
Af.  Af.,  Beech  Creek,  Jersey  Shore,  Pa. 
Mexican  Northern,  Escalon,  Chihuahua,  Mex. 
S.  Af.  P.,  New  Orleans  6r*  North-Eastern,  Alabama 

&>  Vicksburg,  and  Vicksburg,  Shreveport  &*  Pacijic, 

Meridian,  Miss. 
M.  M.,  Afinneapolis  <Sr»  St.  Louis,  Minneapolis,  Afinn. 
S.  Af.  P.   and  R.  E.,   Evansville  6*    lerre   Haute, 

Evansville,  fnd. 
Af.  C.  B.,  Chicago  &»  Alton,  Bloomington,  fll. 
Supt.,  Barber  ton  Belt  Line,  Barber  ton,  Ohio. 
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LIST  OF  MEMBERS— 0;///;/tt^^. 


Name. 


No.  OF 

Cars 

Owned. 


Railroad  Company  and  Address. 


1895 
1892 

1895 
1889 
1890 


Tubbs,F.E..., 
Turner ,  C.  £., 
Tamer,  J.  S  ,, 

Turner,  L.  H. 

Tyrrell,    Thos   , 


1883  i  Vail,  Allen 


1898  '  Van  Alstine,  D..., 
1892  .  Van  Brunt,  G.  E. , 
1894  Van  Houten,  I.  W. 


532 
6,950 
2,052 

6,818 

103 

8,000 

777 
1,299 


1892 
1889 

1890 

1896 
1896 

1896 
1887 

1893 
1894 
1871 
1897 
1887 
1890 
1897 
1895 
1886 
1898 
1882 
1897 
1886 
1891 
1890 
1897 
1895 
1898 

1897 
1890 

1895 


Vogt,A.S. 
Voss,  Wm. 


IVaitt,  A.  M. 

Wagner,  J.  R 

Waldo,  A 


20,082 
1,521 


Walton,  Geo.  S. .. 
Ward,  Chas.  F. . . 

Watts,  A.  H 

Waugbop,  Chas. . . 
Webster,  H.  A. . . 
Weir,  Henderson. 
Welch ,  Benjamin. 
West,  Geo.  W..,. 
Wcstervclt,  Jos. . . 
Whi taker,  W.  H.. 

White,  David 

Whyte,  F.  M 

Wicke,  Caspar  . . . 

Wigton,  J.  L 

Wilbur,  KollinH. 
Wilcox,  W.J..,, 
Williams,  E,  A . . 
Williams,  J.  F. . . . 
Wilson,  G.F.... 
Witmer,J.  W.... 
Wright,  F.  W.... 

Wood.  I.  E 

WorAle,  John  . . . 


16,519 
6,622 

250 


735 


318 
7.053 

16,955 


3.561 


M.  M.,  Jack.,  Tampa  ^  Key  West,  Palatka,  Fla. 

S.  M.  P.,  B.  P.  <Sr*  P.,  Rochester,  AT.  Y. 

S.    M.  P.,     West    Virginia    Central    6*   Pittsburgh, 

Elkins,  W.  Va. 
M.  of  M.,  Pittsburgh  6*  Lake  Erie,  McJCee's  Rocks, 

Pa. 
'M.  M.,  Staten  Island  Rapid  Transit,  Foot  Whitehall 

St.,  Nnv  York  City. 

G.  M.   M„    Western  New    York  6r*  Penn.,  Buffalo, 

N.  Y. 
M.  M. ,  Louisv'e,  Henderson  dr*  St.  Louis,  Clover  port,  Av. 
M.  M.,  Penna.  &»  North- Western,  Bellewood,  Pa.' 

F.  C.  R. ,  Pennsylvania,  Philadelphia,  Pa. 
M.  £. ,  Pennsylvania,  Altoona,  Pa. 
Jackson  &  Sharpe  Co.,  Wilmington,  Del. 

G.  M.  C.  B.,  Lake  Shore  6-  Mich.  Southern,  Cleve- 
land, Ohio. 

S.  M.  P.,  Dela.,  Susqu.  <S^•  Schuylkill,  Drifton,  Pa. 
G.  F.  C.  D.,  Little  Rock  &  Memphis,  North  Little 

Rock,  Ark. 
Inspector,  Pennsylvania,  Altoona,  Pa. 
M.  M.,  Dnluth,  Superior  &  Western,  Cloquett,  Minn. 
M.  M.,  Cincinnati  Northern,  Van  Wert,  Ohio. 
Chief  Joint  Car  Inspector,  St.  Louis,  Mo. 
Manhattan  Elevated,  71  Broadway,  New  York  Qty. 
Harlan  &  Hollingsworth  Co. ,  Wilmington,  Del. 
M.  C.  B.,So.  Pacific  {Pacific  System),  Sacramento,  Cal. 
S.M.P.,N.  Y,  Ontario  iS^  West'n,Middletown,  N.  Y 
M.  C  B.,  N.  Y.  C.  &  H.  R..  E.  Rochester,  N.  Y. 
Af.  M.,  Des  Moines,  Nor.  ^  Wesfn,  Des  Moines,  lotva. 
G.  C.  F.,  Intercolonial  of  Canada,  Moncton,  N.  B. 
M.  E.,  Chicago  &  North- Western,  Chicago,  111. 

F.  C.  R,,  Cumberland  Valley,  Chambersburg,  Pa. 
M.  C.  B.,  M.  K.  &  T.,  Scdalia,  Mo. 

Genl.  Supt.,  Lehigh  Valley,  Bethlehem,  Pa. 
M.  M.,  Ohio  River  &^  Charleston,  Blacksburg,  S.  C. 
M.  S.,  M.  St.  P.  6^  S.  Ste.  Marie,  Minneapolis,  Minn. 
S.  C.  S.,  Berwind- White  Coal  Min'g  Co.,  Harrisburg,  Pa. 
S.  M.  P.  and  E.,  Chicago,  R.  I.  ^  Pac,  Chicago,  111. 
M.  M.,  Detroit,  Toledo  &  Milwaukee,  Marshall,  Mich. 
C.  F.,  Great  Northern,  Great  Falls,  Mont. 

G.  C.  I.,  Baltimore  &  Ohio,  Mt.  Clare,  Baltimore,  Md. 
G.  F.  C.  D.,  Col.,  Sandusky  &*  Hocking,  Columbus, 

Ohio. 


Total  number  of  cars,  1,252,219. 
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CONSTITUTION. 


ARTICLE   I. 


Section  i.  The  name  of  the  Association  shall  be  "  The  Master  Car  Builders' 
Association.'* 

ARTICLE  II. 

OBJECTS  AND  LIMITS  OF  ACTION. 

Section  i.  The  objects  of  this  Association  shall  be  the  advancement  of  knowl- 
edge concerning  the  construction,  repair  and  service  of  railroad  cars,  by  discussions 
in  common,  investigations  and  reports  of  the  experience  of  its  members ;  to  provide 
an  organization  through  which  the  members,  and  the  companies  they  represent,  may 
agree  upon  such  joint  action  as  may  be  required  to  bring  about  uniformity  and  inter- 
changeability  in  the  parts  of  railroad  cars,  to  improve  their  construction,  and  to  adjust 
the  mutual  interest  growing  out  of  their  interchange  and  repair ;  bnt  the  action  of  the 
Association  shall  have  only  a  recommendatory  character,  and  shall  not  be  binding 
upon  any  of  its  members  or  the  companies  represented  in  it. 

ARTICLE   III. 
membership. 

Section  i.  There  shall  be  three  classes  of  members — Active,  Representative 
and  Associate  Members.  Each  member  must  sign  the  Constitution  or  authorize  the 
Secretary  to  sign  for  him. 

Sec.  2.  Any  person  holding  the  position  of  Superintendent  of  the  Car  Depart- 
ment, Master  Car  Builder,  Foreman  of  a  Railroad  Car  Shop,  Joint  Car  Inspector,  or 
one  representative  from  each  Car  Manufacturing  Company,  or  other  company  owning 
over  one  thousand  cars,  which  are  not  in  process  of  purchase  by  other  parties,  may 
become  an  Active  Member  by  paying  his  dues  for  one  year.  Unless  expelled  from  the 
Association  his  membership  shall  continue  until  his  written  resignation  is  received  by 
the  Secretary. 

Sec.  3.  Any  person  having  a  practical  knowledge  of  car  construction  may  become 
a  Representative  Member  by  receiving  a  iprUten  appointment  from  the  President, 
General  Manager  or  General  Superintendent  of  any  railroad  company  to  represent  its 
interests  in  the  Association ;  provided  that  no  Representative  Member  shall  represent 
more  than  one  railroad  or  sjrstem  of  roads  under  one  General  Manager  or  General 
Superintendent.  Such  member  shall  have  all  the  privileges  of  an  Active  Member, 
including  one  vote  on  all  questions,  and  in  addition  thereto  shall,  on  all  measures 
pertaining  to  the  adoption  of  standards  or  the  expenditure  of  money,  have  one  more 
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vote  for  each  full  one  thousand  cars  which  are  owned,  or  which  are  in  use  and  in 
process  of  purchase  by  the  road  or  system  which  he  represents.  His  membership 
shall  continue  until  notice  is  given  the  Association  of  his  withdrawal,  or  of  the 
appointment  of  his  successor.  No  railroads  or  system  of  roads,  under  one  General 
Manager  or  General  Superintendent,  shall  have  more  than  one  Representative  Mem- 
ber. In  the  enumeration  of  four,  six,  eight  or  more  wheeled  cars,  four  axles  to  count 
as  one  car. 

Sec  4.  Civil  and  mechanical  engineers,  or  other  persons  having  such  a  knowl- 
edge of  science,  or  practical  experience  in  matters  pertaining  to  the  construction  of 
cars,  as  would  be  of  especial  value  to  the  Association  or  railroad  companies,  may 
become  Associate  Members  on  being  recommended  by  three  members  not  associates. 
The  names  of  such  candidates  shall  then  be  referred  to  the  Executive  Committee, 
which  shall  report  to  the  Association  on  their  fitness  for  such  membership.  They 
shall  be  elected  by  ballot  at  any  regular  meeting  of  the  Association,  held  not  less 
than  six  months  after  a  candidate  has  been  proposed,  and  five  dissenting  votes  shall 
reject.  The  number  of  Associate  Members  shall  not  exceed  twenty.  Associate  Mem- 
bers shall  be  entitled  to  all  the  privileges  of  Active  Members,  excepting  that  of  voting 
and  being  elected  to  office  in  the  Association. 

Sec.  5.  Any  member  who,  during  the  meetings  of  the  Association,  shall  be  guilty 
of  dishonorable  conduct  which  is  disgraceful  to  a  railroad  officer  and  a  member  of 
the  Association,  or  shall  refuse  to  obey  the  Chairman  when  called  to  order,  may  be 
expelled  by  a  vote  of  two-thirds  of  the  members  present  at  any  meeting  held  within 
one  year  from  the  date  of  the  offense. 

ARTICLE   IV. 

OFFICERS. 

Section  i.  The  officers  of  the  Association  shall  be  a  President,  three  Vice- 
Presidents,  a  Treasurer,  Secretary,  and  six  Executive  Members.  The  six  Executive 
Members,  with  the  President,  Vice-Presidents  and  Treasurer,  shall  constitute  the 
Executive  Committee. 

ARTICLE  V. 

DUTIES  OF  OFFICERS. 

Section  i.  The  duties  of  all  officers  shall  be  such  as  usually  pertain  to  their 
offices,  or  may  be  delegated  to  them  by  the  Executive  Committee  of  the  Association. 

ARTICLE   VI. 

EXECimVE  COMMITTEE. 

Section  i.  The  Executive  Committee  shall  exercise  a  general  supervision  over 
the  interests  and  affairs  of  the  Association,  recommend  the  amount  of  the  annual 
assessment,  call,  prepare  for  and  conduct  general  conventions,  and  make  all  necessary 
purchases,  expenditures  and  contracts  required  to  conduct  the  current  business  of  the 
Association,  but  shall  have  no  power  to  make  the  Association  liable  for  any  debt  to 
an  amount  beyond  that  which  at  the  time  of  contracting  the  same  shall  be  in  the 
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Treasurer's  hands  in  cash,  and  not  subject  to  prior  liabilities.  All  expenditures  for 
special  purposes  shall  only  be  made  by  appropriations  acted  upon  by  the  Association 
at  a  regular  meeting. 

Sec.  2.  The  Executive  Committee  shall  make  a  report  of  the  proceedings  of 
each  of  its  meetings,  such  reports  to  be  made  accessible  to  all  the  members  of  the 
Association.  It  shall  have  the  proceedings  of  the  regular  meetings  of  the  Associa- 
tion published,  subject  to  instructions  from  the  latter.  It  shall  have  power  to  with- 
hold from  the  published  proceedings,  papers  and  reports  containing  old  matter  readily 
found  elsewhere,  those  specially  meant  to  advocate  personal  interests,  those  carelessly 
prepared  or  controverting  well-established  facts,  and  those  purely  speculative  or  for- 
eign to  the  purposes  of  the  Association,  or  any  which,  in  the  opinion  of  the  com- 
mittee, are  unworthy  of  publication ;  it  being  understood  that  this  discretion  shall 
always  be  exercised  subject  to  the  action  of  the  Association. 

Sec.  3.  Two-thirds  of  the  members  of  the  Executive  Committee  may  call  spe- 
cial meetings  of  the  Association,  to  be  held  not  less  than  thirty  days  after  a  notice 
thereof  has  been  mailed  to  each  member  of  the  Association. 

Sec.  4.  Five  members  of  the  Executive  Committee  shall  constitute  a  quorum 
for  the  transaction  of  business. 

ARTICLE  VII. 

ELECTION  AND  APPOINTMENT  OF  OFFICERS,  AND  TENURE  OF  OFnCE. 

Section  i.  The  officers,  excepting  as  otherwise  herein  provided,  shall  be  elected 
at  the  regular  meeting  of  the  Association,  held  in  June  of  each  year,  and  the  election 
shall  not  be  postponed  except  by  unanimous  consent. 

PRESIDENT  AND  TREASURER. 

Sec.  2.  The  President  and  Treasurer  shall  be  elected  by  written  ballots  by  a 
majority  of  the  votes  cast,  and  shall  hold  office  for  one  year,  or  until  successors  are 
chosen. 

vice-presidents  AND   EXECITTIVE  MEMBERS. 

Sec.  3.  The  Vice-Presidents  shall  hold  office  for  one  year,  and  Executive  Mem- 
bers for  two  years,  or  until  successors  are  chosen.  Three  Vice-Presidents  and  three 
Executive  Members  to  be  elected  each  year ;  provided,  however,  that  three  of  the 
latter  shall  be  appointed  by  the  president  holding  office  at  the  time  of  the  adoption 
of  this  amendment.  The  Executive  Members  thus  appointed  to  hold  office  until 
successors  are  chosen  at  the  annual  meeting  following. 

Sec.  4.  In  the  election  of  Vice-Presidents  each  Active  and  Representative 
Member  may  cast  as  many  votes  as  there  are  Vice-Presidents  to  be  elected.  The 
number  of  votes  may  be  given  to  one  candidate  or  distributed  among  more,  as  the 
person  entitled  to  cast  them  may  choose.  Executive  Members  shall  be  voted  for  in 
the  same  way.  The  three  candidates  for  each  of  the  offices  named  who  receive  the 
largest  number  of  votes  shall  be  declared  elected. 

SECRETARY. 

Sec.  5.  A  Secretary,  who  may  or  may  not  be  a  member  of  the  Association,  shall 
be  appointed  by  a  majority  of  the  Executive  Committee  at  its  first  meeting  after  the 
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annual  election,  or  as  soon  thereafter  as  the  votes  of  a  majority  of  the  members  of  the 
Execntive  Committee  can  be  secured  for  a  candidate.  The  term  of  office  of  the 
Secretary  thos  appointed,  unless  terminated  sooner,  shall  cease  at  the  first  meeting, 
after  the  next  annual  election  succeeding  his  appointment,  of  the  Executive  Com- 
mittee organized  for  the  transaction  of  business.  Two-thirds  of  the  members  of  the 
Executive  Committee  shall,  however,  have  power  to  remove  the  Secretary  at  any 
time.  His  compensation,  if  any,  shall  be  fixed  for  the  time  that  he  holds  office  by  a 
vote  of  a  majority  of  the  Executive  Committee.  He  shall  also  act  as  Secretary  of 
the  Executive  Committee. 

TREASURER. 

Sec.  6.  The  Treasurer  shall  be  required  to  give  bonds  to  an  amount  which  a 
majority  of  the  members  of  the  Executive  Committee  demand.  No  bill  shall  be  paid 
by  him  for  the  Association,  excepting  for  current  expenses,  until  it  has  been  certified 
by  the  person  or  persons  authorized  to  contract  it,  and  audited  by  the  Executive 
Committee. 

ARTICLE  Vni. 

COMMITTEES. 

Section  i.  At  the  first  session  of  the  annual  meeting  the  President  shall  appoint 
a  Nominating  Committee  of  five  members,  who  are  not  officers  of  the  Association, 
and  this  committee  shall  send  the  names  of  nominees  for  officers  of  the  Association 
to  fill  vacancies  for  the  ensuing  year  to  the  Secretary  before  the  election  of  officers  is 
in  order,  and  they  shall  be  announced  by  him  as  soon  as  received.  The  election  shall 
not  be  held  until  the  day  after  such  announcement,  except  by  unanimous  consent. 
Any  three  other  members  may  nominate  candidates  for  any  office. 

AUDITING  COMMITTEE. 

Sec.  2.  At  the  first  session  of  each  annual  meeting  an  Auditing  Committee,  con- 
sisting of  three  members  not  officers  of  the  Association,  to  be  nominated  by  any  mem- 
ber who  does  not  hold  office,  shall  be  elected  in  the  same  way  as  Vice-Presidents  and 
Executive  Members  are  voted  for.  This  Auditing  Committee  shall  examine  the 
accounts  and  vouchers  of  the  Treasurer  and  certify  whether  they  have  been  found 
correct  or  not.  After  the  performance  of  this  duty  they  shall  be  discharged  by  the 
acceptance  of  their  rejx>rt  by  the  Association. 

COMMITTEE  ON  SUBJECTS   FOR    INVESTIGATION  AND   DISCUSSION. 

Sec.  3.  At  each  annual  meeting  the  President  shall  appoint  a  committee  whose 
duty  it  shall  be  to  report  at  the  next  annual  meeting  subjects  for  investigation  and 
discussion,  and  if  the  subjects  are  approved  by  the  Association,  the  President,  as 
hereinafter  provided,  shall  appoint  committees  to  report  on  them.  It  shall  also  be 
the  duty  of  the  committee  to  receive  from  members  questions  for  discussion  during 
the  time  set  apart  for  that  purpose.  This  committee  shall  determine  whether  such 
questions  are  suitable  ones  for  discussion,  and,  if  so,  they  shall  so  report  them  to  the 
Association. 

COMMITTEES   OF   INVESTIGATION. 

Sec.  4.  When  the  Committee  on  Subjects  has  reported  and  the  Association 
approved  of  subjects  for  investigation^  the  President  shall  appoint  special  committees 
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to  investigate  and  report  on  them,  and  he  may  be  authorized  to  appoint  a  special 
committee  to  investigate  and  report  on  any  subject  which  a  majority  of  the  members 
present  may  approve  of. 

ARTICLE  IX. 

THE  RECOMMENDATION  OF  STANDARDS. 

Section  i  .  Any  proposition  recommending  the  adoption  of  standard  construc- 
tions or  practice  shall  be  in  writing  and  be  accompanied  by  drawings  if  the  latter  are 
necessary  for  a  clear  understanding  of  the  subject.  Such  proposition  shall  then  be 
submitted  to  the  Association  for  discussion,  after  which  a  vote  shall  be  taken  to  decide 
whether  the  proposition  shall  be  submitted  for  decision  by  letter  ballot  to  all  the 
members  entitled  to  vote.  If  decided  in  the  affirmative  the  Secretary,  within  three 
months  from  the  time  the  vote  of  the  Association  is  taken  on  such  measure,  shall 
send  by  mail  to  each  member  a  blank  ballot,  and  a  copy  of  the  proposed  recommen- 
dation, with  a  report  —  to  be  approved  by  the  Executive  Committee  —  of  the  discus- 
sion thereon.  Such  ballot  to  be  filled  up,  signed  and  remailed  to  the  Secretary,  who 
shall  count  all  the  ballots  received  within  thirty  days  from  the  date  that  they  were 
sent  to  members,  and  he  shall  then  announce  the  vote  in  such  manner  as  the  Execu. 
tive  Committee  may  prescribe.  Any  recommendation  securing  two-thirds  of  the 
votes  cast  shall  be  adopted  by  the  Association. 

Sec  2.  All  reports,  resolutions  and  recommendations  involving  the  use,  or  pro- 
posed use,  by  railroad  companies,  of  any  device  or  process  which  forms  the  subject 
matter  of  any  existing  patent,  shall  first  be  submitted  to  the  Executive  Committee, 
and  shall  be  submitted  to  the  Association  only  by  the  Executive  Committee. 

ARTICLE  X. 

ANNUAL  CONTRIBUTIONS. 

Section  i.  Every  member  will  be  subject  to  the  payment  of  annual  dues,  to 
be  assessed  at  each  annual  meeting,  to  defray  the  necessary  expenses  of  the  Associa- 
tion, provided  that  no  assessment  shall  exceed  $S.  Each  Representative  Member 
shall  pay,  in  addition  to  his  own  dues  so  assessed,  the  same  amount  for  each  addi- 
tional vote  to  which  he  is  entitled. 

Such  dues  shall  be  payable  when  the  amount  thereof  is  announced  by  the  Presi- 
dent at  each  annual  meeting,  and  no  member  who  is  one  year  in  arrears  shall  be 
entitled  to  a  voice  in  the  Association.  The  name  of  any  member  who  is  three  years 
in  arrears  for  dues  may  be  struck  from  the  list  of  members  at  the  discretion  of  the 
Executive  Committee. 

ARTICLE   XI. 

amendmeni-s. 

Section  i.  This  Constitution  may  be  amended  at  any  regular  meeting  by  a  two- 
thirds  vote  of  the  members  present,  provided  that  written  notice  of  the  proposed 
amendment  has  been  given  at  a  previous  meeting  at  least  six  months  before. 
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BY-LAWS. 


TIME  OF  MEETING. 


I.  The  regular  meeting  of  the  Association  shall  be  held  annually  on  the  second 
Wednesday  in  June. 


HOURS  OF  SESSION. 


II.  The  regular  hours  of  session  shall  be  from  lo  a.m.  to  1:30  P.M.  on  the  open- 
ing day  and  from  9  A.M.  to  1:30  p.m.  on  other  days. 

PLACE  OF  meeting. 

III.  The  place  for  each  annual  meeting  shall  be  fixed  at  least  six  months  before 
the  date  for  the  annual  meeting,  by  a  committee  consisting  of  the  President,  three 
Vice-Presidents,  and  the  Secretary,  acting  jointly  with  a  committee  of  the  American 
Railway  Master  Mechanics*  Association. 

QUORUM. 

IV.  At  any  regular  meeting  of  the  Association  fifteen  or  more  members  entitled 
to  a  vote  shall  constitute  a  quorum. 

ORDER  OF  BUSINESS. 

V.  The  business  of  the  meetings  of  the  Association  shall,  unless  otherwise 
ordered  by  a  vote,  proceed  in  the  following  order  . 

1st.  Prayer. 

2d.  Reading  the  minutes  of  the  last  meeting. 

3d.  Address  by  the  President. 

4th.  Admission  of  new  members. 

5th.  Reports  of  Secretary  and  Treasurer. 

6th.  Assessment  and  announcement  of  annual  dues. 

7th.  Appointment  of  Nominating  and  other  committees. 

8th.  Election  of  Auditing  Committee. 

9th.  Unfinished  business. 

loth.  New  business. 

nth.  Reports  of  committees. 

1 2th.  Reading  and  discussing  tjuestions  propounded  by  members. 

13th.  Routine  and  miscellaneous  business. 

14th.  Election  of  officers. 

1 5th.  Adjournment. 
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RULES  GOVERNING  THE  CONDITION  OF,  AND  REPAIRS  TO,  FREIGHT  CARS   FOR  THE 
INTERCHANGE  OF  TRAFFIC 

VI.  The  revision  of  the  Rules  of  Interchange  shall  be  the  special  order  of  busi- 
ness at  lo  o'clock  A.M.  on  the  second  day  of  each  annual  convention,  unless  other- 
wise ordered. 

QUESTIONS  FOR  DISCUSSION,  SPECIAL  ORDER  OF. 

yil.  Unless  otherwise  ordered  the  discussion  of  questions  proposed  by  mem- 
bers shall  be  the  special  order  at  12  o'clock  m.  of  each  day  of  the  annual  meeting. 

DECISIONS. 

VIII.  The  votes  of  a  majority  of  the  members  present  shall  be  required  to 
decide  any  question,  motion  or  resolution  which  shall  come  before  the  Association, 
unless  otherwise  provided. 

DISCUSSIONS. 

IX.  No  questions  or  discussions  as  to  the  regulation  of  wages,  or  the  amount 
to  be  paid  by  the  day,  week  or  month,  or  the  number  of  hours  that  shall  constitute 
a  day's  work  of  employes,  shall  be  allowed  at  the  meetings  of  this  Association. 

X.  No  patentees  or  their  agents  shall  be  admitted  in  the  meetings  of  the  Asso- 
ciation for  the  purpose  of  advocating  the  claims  of  any  patent,  or  patentee,  unless 
by  unanimous  consent. 

XI.  No  member  shall  speak  more  than  twice  in  the  discussion  of  any  question 
until  all  the  other  members  who  want  to  speak  and  have  not  been  heard  have 
spoken. 

XII.  Before  a  motion  to  close  or  end  a  discussion  is  submitted  to  a  vote,  the 
Chairman  shall  ask  the  question  whether  any  other  members  desire  to  speak  on  the 
subject  matter  now  before  the  convention,  and  he  shall  give  an  opportunity  to  any 
who  wish  to  speak  to  say  so.  The  motion  shall  then  be  submitted  to  a  vote,  and  the 
proceedings  be  governed  in  accordance  with  the  action  of  the  Association. 
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REPORT  OF  THE  PROCEEDINGS 

OF  THE 

THIRTY-SECOND  AKIUAL  COMYENTIOH 

OF  THE 

MASTER  CAR  BUILDERS'  ASSOCIATION 

HELD  AT 

SARATOGA,  NEW  YORK, 
JUNE    15,   16    AND    17,   1898. 


The  Convention  was  called  to  order  by  President  Crone  at 
10:15  A.M.,  on  Wednesday,  June  15,  1898,  in  the  Theater  Saratoga, 
Saratoga,  New  York. 

Bishop  Newman  offered  prayer. 

The  President  :  Ladies  and  Gentlemen, — We  are  honored  today 
in  having  with  us  Mr.  A.  P.  Knapp,  president  of  the  village  of  Sara- 
toga Springs,  who  will  now  address  the  convention.     [Applause.] 

Mr.  Knapp  :  Mr.  President,  and  Gentlemen  of  the  Master  Car 
Builders*  Association, — It  gives  me  great  pleasure,  and  I  deem  it  a 
privilege,  to  meet  and  welcome  you  this  morning  at  the  opening  of 
your  thirty-second  annual  convention  and  the  sixth  time  of  your 
meeting  at  Saratoga  Springs.  Speaking  for  the  citizens  of  our  village, 
I  desire  to  assure  you  that  they  feel  a  great  pride  in  being  again 
honored  with  the  presence  of  a  body  of  men  whose  work  is  of  such 
vast  importance  to  the  great  business  interests  of  this  country.  We 
regard  your  repeated  visits  here  as  a  high  compliment  to  the  attrac- 
tions and  the  advantages  of  Saratoga  as  a  convention  town,  and  coming 
from  men  who  are  accustomed  to  having  good  things — men  who  know 
a  good  thing  when  they  see  it — the  compliment  is  thoroughly  appre- 
ciated.    The  freedom   of  the  village  has  been  extended  to  you  in 
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former  years,  and  I  desire  to  assure  you  that  the  same  holds  good 
today,  with  all  the  word  "  freedom  "  implies.  You  may  interpret  the 
word  to  mean,  "  Go  where  you  will,  do  what  you  will,"  only  strive 
to  extract  all  the  pleasure  possible  from  your  stay  in  Saratoga. 
[Applause.]  I  believe  it  is  customary  for  speakers  on  an  occasion  of 
this  kind  to  point  out  the  various  attractions  of  the  town,  but  your 
acquaintance  with  Saratoga  renders  this  unnecessary.  Many,  or  all  of 
you,  have  been  here  before  and  know  all  about  our  town — our  pleasant 
drives,  our  lovely  parks,  our  lakes  and  our  immense  and  splendidly 
conducted  hotels  are  all  familiar  objects  to  you.  You  know  where  the 
pleasant  and  invigorating  waters  are,  and  when  and  how  much  and 
how  often  to  imbibe.  [Laughter.]  For  prescriptions  ismd  advice  as 
to  the  use  of  other  liquids  we  refer  you  to  the  ladies.  [Applause.]  I 
am  gratified  to  see  so  many  ladies  with  you.  Their  presence  is  a 
benediction,  and  I  wish  I  could  express  to  them  a  sentiment  clothed 
in  words  as  gracious  and  as  eloquent  as  were  those  spoken  by  the 
Governor  of  Virginia  a  year  ago,  but  my  extreme  difl&dcnce  will  only 
permit  me  to  assure  them  that  the  same  sentiments  are  in  my  heart. 
[Applause.]  I  trust,  gentlemen,  that  your  stay  in  Saratoga  will  be 
altogether  pleasant  to  you,  and  that  this  meeting  of  1898  will  be  the 
most  successful  in  the  history  of  your  Association,  and  in  closing  I 
desire  to  express  the  hope  that  the  years  to  come  may  be  years  of 
abundant  prosperity  to  you,  and  that  each  succeeding  year  will  find 
you  meeting  in  convention  in  Saratoga  Springs.  Mr.  Resident  and 
gentlemen,  I  thank  you.     [Applause.] 

The  President  :  President  Knapp,  your  cordial  words  of  greet- 
ing have  but  confirmed  the  assurance  of  a  hearty  welcome  of  which 
all  were  conscious  even  before  you  spoke,  for  no  formal  speech  was 
needed  to  make  us  feel  at  home  in  Saratoga  Springs.  We  have  been 
here  before.  But  we  realize  the  honor  which  you  do  us  in  being  here 
today,  and  on  behalf  of  this  Association  I  wish  to  thank  you  and 
the  people  whom  you  represent  for  the  warmth  of  your  welcome. 
Car  builders  are  so  occupied  with  the  details  of  practical  work  that 
they  have  little  time  or  opportunity  for  cultivating  the  arts  of  oratory. 
To  describe  the  many  charms  of  this  favored  spot  would  require  the 
rare  gift  of  eloquence;  therefore,  I  shall  not  make  the  attempt. 
But,  as  I  am  unable  to  give  expression  to  the  pleasure  which  we  all 
feel  in  being  here  —  a  pleasure  which  has  been  much  increased  by 
your  kindly  greeting  —  our  meeting  here  for  the  sixth  time,  and  in 
such  large  numbers  as  we  see  assembled  today,  is  an  all-sufficient  evi- 
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dence  of  the  high  regard  in  which  Saratoga  is  held  by  the  Master  Car 
Builders'  Association.     Again  I  thank  you. 

Members  of  the  Convention, — We  are  fortunate  in  having  with  us 
today  a  gentleman  who  represents  the  department  of  our  State  gov- 
ernment charged  with  the  supervision  and  control  of  the  railways. 
The  maintenance  of  equitable  relations  between  the  transportation 
companies  and  the  public  is  properly  a  subject  of  State  concern,  and 
when  the  laws  and  regulations  are  framed  with  a  due  regard  for  the 
public  welfare,  without  abridging  the  just  privileges  of  the  railways, 
and  where  the  authorities  in  whose  hands  this  supervisory  power  is 
lodged  are  mindful  of  the  mutuality  of  interests  subsisting  between 
such  corporations  and  the  people,  the  exercise  of  such  control  is 
altogether  salutary.  I  am  sure  that  this  view  is  sustained  by  those 
who  have  given  the  subject  the  most  careful  consideration.  That 
the  gentleman  who  is  now  to  address  us  has  administered  the  affairs 
of  his  office  on  these  lines  is  a  matter  of  public  record.  It  gives  me 
great  pleasure  to  introduce  the  Chairman  of  the  Board  of  Railroad 
Commissioners  of  the  State  of  New  York,  Col.  Ashley  W.  Cole. 
[Applause.] 

Mr.  Cole  :  Mr.  President  and  Members  of  the  Master  Car  Build- 
ers' Association, — I  must  confess  that  upon  receipt  of  your  letter  ask- 
ing me  to  deliver  the  address  at  the  opening  of  this  convention,  I 
was  disposed  to  decline  the  honor ;  the  audacity  of  undertaking  to 
speak  before  such  a  body  of  experts  rather  overawed  me.  However, 
it  became  apparent  that  I  could  at  least  represent  the  State  as  a  mem- 
ber of  the  Board  of  Railroad  Commissioners  in  welcoming  you  within 
our  borders,  while  at  the  same  time  being  careful  to  disclose  as  little 
as  possible  of  my  ignorance  of  car  building.  For  some  years  1  have 
been  familiar  with,  and  lately  have  given  more  particular  attention  to, 
the  aims,  purposes  and  accomplishments  of  this  Association,  and  can 
say  that  the  Board  of  Railroad  Commissioners  of  this  State  has  always 
appreciated  your  profession  and  purposes,  and  admired  both  the 
ingeniousness  and  progressive  character  of  your  efforts,  as  well  as  the 
concreted  results.  How  far  the  general  public  are  aware  of  what  you 
have  done  and  are  doing  in  the  direction  of  security,  safety  and  com- 
fort, and  even  luxury,  in  passenger  equipment,  it  is  difficult  to  deter- 
mine, but  it  must  be  that  the  person  who  within  a  comparatively  few 
years  past  traveled  in  a  coach  which  was  fifty  per  cent  less  in  comfort, 
convenience  and  safety  than  that  in  which  he  rides  today,  must,  per- 
haps unconsciously,  note  the  difference  and  commend  the  cause,  even 
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though  its  source  and  inspiration  be  unknown  to  him.  It  is  often  the 
fate  of  those  who  produce  results  to  remain  unknown,  but  the  con- 
sciousness of  worthy  achievement  successfully  performed  is  often  more 
gratifying  to  natures  capable  of  the  performance  than  is  public 
applause.  There  are  those,  however,  outside  of  the  general  public, 
who  must  appreciate  your  efforts,  and  among  those  is  the  large  and 
important  body  of  train  employes.  The  decrease  in  the  number  of 
coupling  accidents  and  of  accidents  due  to  defective  or  inefficient 
system  of  brakes  is  beginning  to  show  marked  results.  Our  most 
recent  records  in  this  State,  for  instance,  show  that  for  the  year  end- 
ing June  30,  1896,  17  employes  were  killed  and  338  injured  in  coup- 
ling cars,  while  for  1897  the  figures  are  but  10  killed  and  288  injured, 
a  very  material  decrease.  We  always  claim  some  credit  for  the 
advancement  that  has  been  made  in  this  direction,  for  as  long  ago  as 
1884  the  Railroad  Commissioners  of  this  State  officially  recommended 
the  passage  of  an  act,  which  became  a  law,  and  which  provided  that 
after  July  i,  1886,  all  freight  cars  thereafter  built  or  purchased  for 
use  in  this  State  should  be  equipped  with  automatic  couplers.  In 
1889  ^"  ^ct  was  passed  providing  that  all  persons  or  corporations 
operating  any  line  or  lines  of  railway  by  steam  power  in  this  State 
should  equip  all  of  their  own  engines  and  freight  cars  with  automatic 
couplers.  You  are  well  aware  of  the  difficulty  that  was  encountered 
in  getting  a  satisfactory  coupler,  and  when  November  i,  1892,  arrived 
the  companies  had  not  complied  with  the  law.  The  Board  of  Rail- 
road Commissioners  thereupon  extended  the  time,  as  it  had  power 
to  do  under  the  statute,  and  in  1893  there  were  passed  two  compre- 
hensive laws,  one  applying  to  brakes  and  the  other  to  couplers,  super- 
seding the  act  of  1889.  The  coupler  act  provides  that  twenty  per 
cent  of  freight  cars  shall  be  equipped  in  each  year  with  the  Master 
Car  Builders'  type  of  coupler.  The  companies  have  quite  generally 
complied  with  this  act,  but  it  became  necessary  in  December,  1897, 
to  still  further  extend  the  time  for  complete  equipment  with  couplers, 
and  we  gave  the  companies  one  year  longer.  At  that  time  the  total 
number  of  freight  cars  reported  to  the  board  was  227,992,  the  number 
equipped  with  automatic  couplers  being  169,359.  '^^^  brake  act  pro- 
vides that  ten  per  cent  of  freight  cars  shall  be  equipped  with  air 
brakes  in  each  year  until  1903.  It  became  necessary  in  May  last  to 
also  extend  the  time  for  this  equipment,  which  was  done,  the  board 
exempting  the  companies  from  compliance  during  the  years  1897  and 
1898. 
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According  to  the  latest  published  statistics  of  the  Interstate 
Commerce  Commission,  there  are  in  service  in  the  United  States 
1,221,887  freight  cars,  of  which  500,233,  or  over  one-half,  are  fitted 
with  automatic  couplers,  and  379,058,  or  upward  of  one-third,  with  air 
brakes.  There  were  also  in  service  33,003  passenger  cars,  of  which 
32,413,  or  all  but  590,  were  equipped  with  train  brakes  and  31,846 
with  automatic  couplers.  The  State  of  New  York  holds  a  preemi- 
nent position  an\ong  the  States  in  this  regard,  for  our  latest  reports 
show  that  the  companies  reporting  to  the  State  Railroad  Commis- 
sion own  or  lease  227,994  freight  cars,  of  which  169,359,  ^^  over 
74  per  cent,  are  equipped  with  self-acting  couplers,  and  91,878,  or 
about  40  per  cent,  with  train  brakes.  The  total  car  equipment  in 
passenger  service  on  the  roads  reporting  to  our  Board  is  7,496,  of 
which  7,467  cars  are  equipped  with  train  brakes  and  7,354  with 
automatic  couplers.  This  New  York  State  brake  law  provides,  in 
Section  3:  "That  on  and  after  the  first  day  of  January,  nineteen 
hundred  and  three,  it  shall  be  unlawfiil  for  any  railroad  or  other 
company  to  haul,  or  permit  to  be  hauled  or  used  on  its  line  or 
lines  within  the  State,  any  freight  car  not  equipped  with  continuous 
power  or  air  brakes  operated  from  the  engine."  The  Interstate  Act 
provides:  "That  from  and  after  the  first  day  of  January,  1898,  it 
shall  be  unlawful  ...  to  run  any  train  .  .  .  that  has  not 
a  sufficient  number  of  cars  in  it  so  equipped  with  power  or  train 
brakes  that  the  engineer  on  the  locomotive  drawing  such  train  can 
control  its  speed  without  requiring  brakemen  to  use  the  common 
hand  brake  for  that  purpose."  The  suggestion  has  been  made  that 
our  State  law  should  be  amended  so  that  it  shall  conform  to  the 
Interstate  Act  in  this  respect,  and  so  that  instead  of  requiring  all 
cars  to  be  equipped  it  will  be  necessary  to  have  but  sufficient  air 
to  control  the  train.  It  is  desirable  that  this  should  be  done,  but 
several  doubts  as  to  its  feasibility,  unnecessary  to  be  discussed  now, 
present  themselves  to  those  who  examine  the  subject.  You,  gentle- 
men, thoroughly  familiar  with  all  that  is  involved  in  this  question, 
have  opinions  of  your  own  thereon.  It  may  be  of  interest  to  note 
that,  for  instance,  in  1885  a  New  York  Central  box  freight  car 
weighed  22,000  pounds,  and  of  the  16,305  cars  then  owned  by  that 
company  only  950  were  equipped  with  patent  couplers  and  none 
with  automatic  brakes,  while  the  report  for  the  year  ending  June 
30,  1897,  shows  the  total  number  of  box  freight  cars  to  be  28,023, 
of  which  15,567  are  equipped  with  automatic  brakes  and  27,150  with 
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automatic  couplers.  The  maximum  weight  has  meanwhile  increased 
to  33,000  pounds.  The  import  of  these  changes  in  system  needs  no 
explanation  or  comment. 

It  was  not  my  intention,  when  I  accepted  your  invitation,  to 
attempt  an  extended  or  elaborate  address.  I  have  merely  presented 
one  or  two  ideas  and  facts  which  have  occurred  to  me  as  perhaps 
proper  to  be  submitted  at  a  meeting  of  Master  Car  Builders.  Before 
closing  these  remarks  and  as  bearing  upon  the  patriotic  war  in  which 
our  nation  is  now  engaged,  it  may  not  be  amiss  in  me  to  direct  atten- 
tion to  the  great  service  which  the  railways  are  called  on  to  perform 
in  the  prosecution  of  warlike  measures  and  movements.  As  one  who 
saw  service  in  the  Army  of  the  Potomac  during  the  Civil  War  it  was 
at  times  my  lot  when  being  transported  from  one  point  to  another, 
with  my  regiment  or  brigade,  to  ride  inside  or  on  top  of  either 
freight,  cattle  or  passenger  cars  —  more  frequently  on  cattle  cars, 
with  our  knapsacks  set  as  pillows  on  the  running  boards  used  by  the 
brakemen.  The  railways  of  the  country  were  then  means  of  great 
strategic  importance,  but  the  roads  and  rolling  stock  of  those  times 
were  vastly  inferior  to  those  of  the  present  day.  In  the  bringing 
about  of  these  improvements  you,  gentlemen,  have  borne  a  large  and 
important  part.  And  your  services  are  still  more  important  in  the 
present  war,  as  the  designers  and  builders  of  trains  which  carry  our 
brave  soldiers  from  the  Atlantic  to  the  Pacific  coast  for  the  Army  of 
the  Philippines,  or  to  the  army  camps  in  the  South  and  points  of 
embarkation  on  the  Gulf  of  Mexico  for  transportation  to  Cuba  and 
Porto  Rico.  And  the  genius  and  constructive  ability  of  the  Ameri- 
can people,  which  you  so  fully  and  ably  represent,  in  your  particu- 
lar field  of  effort,  added  to  the  justice  of  the  cause  in  which  we  are 
now  waging  war,  is  the  surest  guarantee  of  the  triumph  with  which 
this  crusade  of  civilization  and  humanity  must  be  crowned.' 

And  now  I  welcome  you  gentlemen  who  are  not  residents  of  New 
York  State  to  this  imperial  commonwealth.  I  thank  you  for  the 
honor  you  have  done  the  State  Board  of  Railroad  Commissioners  in 
affording  it  the  opportunity,  through  its  chairman,  of  appearing 
before  you,  and  I  beg  to  express  for  myself  and  colleagues  the  belief 
that  the  deliberations  of  your  members  at  this  session  will  be  of  great 
benefit  to  your  craft  and  to  the  whole  people.     [Applause.] 

The  President  :  I  will  call  upon  Mr.  J.  H.  McConnell  to  reply 
to  the  address  of  Mr.  Cole. 
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Mr.  McConnell:  Mr.  Chairman,  Ladies  and  Gentlemen, — In 
reply  to  the  able  and  instructive  address  of  Colonel  Cole,  I  shall 
only  refer  in  a  general  way  to  the  results  which  have  been  accom- 
plished by  the  members  of  the  Master  Car  Builders'  Association  in 
the  last  few  years.  It  is  not  a  very  difficult  task  to  recall  the  old 
coach  of  a  few  years  gone  by,  forty  feet  in  length,  heated  with  a 
box  stove  and  lighted  with  candles.  This  has  been  superseded  by 
the  parlor  car,  chair  car,  day  coach  and  the  dining  car,  all  equipped 
with  vestibules,  lighted  by  electricity  or  gas,  and  heated  by  the 
steam  from  the  engine,  and  equipped  with  the  M.  C.,B.  coupler.  The 
Pullman  car  of  a  few  years  ago  was  about  55  feet  in  length.  It 
weighed  about  60,000  pounds,  and  to  carry  this  immense  weight  it 
was  necessary  to  put  sixteen  wheels  under  the  car.  The  sleeping 
cars  of  today  will  measure  72  feet  in  length,  some  of  them,  or  over 
80  feet  over  the  vestibules,  and  weigh  112,000  pounds;  and  we  find 
it  today  necessary  to  put  but  twelve  wheels  under  it  to  carry  the  load. 
The  freight  equipment  has  kept  pace  with  the  improvement  in  the 
passenger  equipment.  Twenty- eight  years  ago  the  standard  box  car 
carried  20,000  pounds.  That  was  shortly  followed  by  the  40,000- 
pound  capacity  car,  and  then  came  the  50,000,  and  today  the 
60,000-pound  capacity  is  the  standard  freight  car  of  the  country. 
The  20,000-pound  capacity  car  carried  350  bushels  of  grain ;  the 
present  car  carries  1,000  bushels  of  grain.  The  introduction  of  the 
refrigerator  car  has  made  it  possible  to  concentrate  the  packing 
houses  in  large  cities,  from  which  their  products  are  distributed  all  • 
over  the  United  States.  The  refrigerator  car  has  played  an  important 
part  in  the  transportation  of  fruits  from  San  Francisco  and  other  Cali- 
fornia points  to  the  East,  and  from  the  South  to  the  North.  The  rail- 
road companies  have  been  called  upon  by  decrease  in  rates  and  exces- 
sive competition  to  construct  cars  of  a  greater  carrying  capacity  than 
60,000  pounds.  The  Master  Car  Builders  have  been  called  upon  to 
design  cars  carrying  80,000  and  100,000  pounds.  The  development  of 
the  western  country  has  brought  out  the  furniture  car  to  carry  agricul- 
tural implements,  wagons,  buggies  and  furniture.  When  we  look  back 
and  see  what  has  been  accomplished  by  the  members  of  the  Master 
Car  Builders'  Association  in  the  last  few  years,  we  look  forward  and 
wonder  what  the  future  has  in  store  for  us.     [Applause.] 

The  President  :    We  will  pass  to  order  No.  3,  which  is  the  address 
by  the  President. 
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President  Crone  then  delivered  his  annual  address,  as  follows  : 

Members  of  the  Master  Car  Builders'*  Association^  Ladies  and  Friends  : 

This  is  our  thirty-second  annual  convention,  and  the  sixth  time  we  have  met  in 
Saratoga  Springs.  Our  meeting  occurs  at  a  time  when  the  business  of  the  country  is 
disturbed  by  war  with  a  foreign  power ;  despite  this,  however,  the  condition  of  the 
railway  business  shows  a  marked  improvement  in  the  past  year.  The  large  increase 
in  traffic  earnings  is  especially  worthy  of  mention,  not  only  as  an  evidence  of  greater 
prosperity  to  the  railways,  but  as  a  sure  indication  of  renewed  business  activity  in  all 
lines,  and  the  passing  of  the  period  of  depression  following  the  commercial  and 
financial  crisis  of  1893.  The  large  number  of  cars  built  during  the  past  year  is  also 
to  be  mentioned  as  pointing  to  the  improvement  in  railway  affairs. 

At  this  time  the  railwa)rs  are  performing  a  most  important  service  to  the  country, 
in  the  facilities  which  they  are  providing  for  the  mobilization  of  the  army,  and  the 
-concentration  of  the  military  forces  of  the  Government  at  the  required  points.  So 
quietly  has  this  been  done  that  it  has  attracted  but  little  attention,  yet  it  constitutes 
one  of  the  chief  sources  of  our  national  strength. 

There  have  been  some  manifestations  of  impatience  at  the  apparent  slowness  in 
despatching  a  military  expedition  to  reinforce  Admiral  Dewey ;  but,  had  it  not  been 
for  the  splendid  railway  service  of  the  country,  the  delay  would  necessarily  have  been 
much  greater.  May  we  not  express  the  hope  that,  long  before  another  meeting  of 
our  Association,  complete  victory  may  have  crowned  our  arms  and  that  our  railways 
may  be  engaged  in  carrying  food  to  the  starving  and  in  building  up  the  commerce 
destroyed  by  the  cruel  necessities  of  war. 

The  following  recommendations  and  suggestions  are  offered  for  the  consideration 
of  the  Association,  in  the  belief  that  they  are  calculated  to  promote  the  objects  of  our 
organization  and  to  facilitate  the  transaction  of  the  business  for  which  these  conven- 
tions are  held : 

First,  I  would  suggest  that  Section  i  of  the  By-Laws  covering  the  date  of  meet- 
ing or  opening  day  of  the  convention  be  changed  so  as  to  provide  for  such  opening 
on  the  second  Wednesday  in  June  instead  of  the  second  Tuesday  as  at  present,  the 
former  date  having  been  found  better  suited  K>  serve  the  general  interests,  besides 
effecting  a  considerable  saving  of  valuable  time. 

Second,  I  would  recommend  that  the  Constitution  be  so  changed  as  to  admit 
one  railroad  commissioner  from  each  State,  upon  application,  to  Associate  Member- 
ship, during  his  term  of  office ;  such  application  to  be  voted  on  at  the  same  session  at 
which  it  may  be  received.  This  will  admit  such  commissioner  to  the  privileges  of 
miembership  at  once,  thus  saving  the  delay  of  one  year  rendered  necessary  by  the 
existing  provision  of  the  Constitution. 

Third,  A  resolution  should  be  adopted  at  this  convention  recommending  to  the 
Interstate  Commerce  Commission  the  advisability  of  increasing  the  maximum  height 
of  couplers  to  35  or  35)^  inches,  experience  having  demonstrated  that  three  inches 
variation  to  cover  new  cars  when  empty,  and  old  cars  when  loaded,  is  not  sufficient. 
For  measuring,  adjusting  and  passing  cars,  I  would  suggest,  as  recommended  prac- 
tice, that  loaded  cars  be  ^  inch  below  maximum  height  and  empty  cars  i  inch  above 
minimum  height.  This  would  insure  that  loaded  cars,  when  made  empty,  and 
empty  cars  when  loaded,  would  comply  with  the  law. 
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Fourth,  As  the  Interstate  Commerce  Commission  has  extended  the  time  for  the 
application  of  Master  Car  Builders'  type  of  couplers,  all  companies  will  be  enabled  to 
fulfill  the  requirements  of  the  safety  appliance  law,  so  far  as  it  relates  to  couplers,  and 
doubtless  a  general  compliance  with  the  law  may  be  expected  in  the  time  prescribed. 

Fifth,  In  consequence  of  the  large  number  of  couplers  of  the  Master  Car  Build- 
ers* type  in  use,  and  the  vast  difference  in  construction  and  material  used,  it  would 
seem  desirable  that  a  test  be  adopted  as  recommended  practice,  similar  to  the  present 
test  for  wheels  and  axles.  This  would  insure  a  higher  standard  of  perfection  in 
materials  and  design. 

Sixth,  As  the  rules  governing  the  loading  of  logs,  lumber,  structural  material, 
girders,  etc. ,  will  come  up  for  recommended  changes,  I  would  suggest  that  instruc- 
tions covering  the  loading  and  securing  of  block  stone  and  rails  be  included. 

Seventh,  In  cases  where  the  interior  of  a  freight  car  is  damaged  by  lading,  such 
as  acids,  oils,  etc.,  I  would  recommend  that  the  railroad  controlling  such  loading  be 
held  responsible,  except  where  special  cars  are  furnished  by  owners. 

Eighth,  Owing  to  the  differences  of  opinion  concerning  the  use  of  dummy 
coupling  hooks  on  freight  equipment,  I  would  recommend  that  the  matter  be  referred 
to  letter  ballot  for  decision  as  to  whether  this  hook  should  be  continued  as  recom- 
mended practice  of  this  Association,  or  abandoned. 

The  large  expenditure  of  money  required  in  equipping  cars  with  air  btakes 
makes  it  incumbent  upon  us  to  provide  for  securing  the  most  satisfactory  results  from 
this  outlay.  In  this  connection,  I  would  suggest  that  some  action  should  be  taken  in 
reference  to  adjustment,  either  by  means  of  automatic  devices  or  that  rules  be  formu- 
lated, which  would  insure  closer  adjustment  and  greater  efficiency  than  is  possible 
under  present  conditions. 

Ninth,  To  obviate  the  necessity  of  correcting  bills,  as  well  as  to  avoid  the  cor- 
recting of  books  in  our  Auditing  Departments,  I  would  recommend  that  a  clause  be 
inserted  in  the  rules  providing  for  the  use  of  ^.  C.  B.  Defect  Cards  for  authority  to 
counter-bill  where  errors  may  occur  on  bills.  This  system  has  been  in  operation  on 
a  number  of  the  railroads  for  some  time,  and  results  have  been  very  satisfactory. 

I  would  also  recommend  that  standard  sizes  for  bill  blanks  be  adopted. 

Tenth,  I  would  respectfully  call  attention  to  Rule  4,  Section  15,  of  the  Book  of 
Rules.  From  the  different  opinions  expressed,  it  would  seem  desirable  to  so  frame 
the  wording  of  the  section  as  to  make  intermediate  roads  responsible  for  wrong 
repairs,  unless  covered  by  M.  C.  B.  Defect  or  Repair  Card.  In  connection  with  this 
subject,  it  is  suggested  that  the  status  of  joint  evidence  card  should  be  clearly  estab- 
lished in  the  rules,  as  to  whether,  when  properly  signed,  it  becomes  authority  to  bill 
or  simply  a  request  for  authorization  to  bill. 

Eleventh,  I  would  call  attention  to  my  recommendation  of  last  year  with  reference 
to  repair  cards,  that  these  cards  should  not  be  issued  for  wheels,  axles  or  brake  shoes, 
nor  for  any  labor  or  material  not  exceeding  a  sum  to  be  determined  by  the  Associa- 
tion, when  repairs  are  properly  made.  A  very  great  reduction  in  the  number  of  cards 
issued  would  result  from  such  a  rule,  and,  in  my  opinion,  the  rule  would  be  more 
generally  complied  with. 

Twelfth,  The  noon  hour  topical  discussion  is  one  of  the  new  features  of  our  con- 
vention, which  ierves  to  bring  forth  valuable  information,  and  I  hope  continued 
interest  in  this  part  of  our  programme  will  be  manifested. 
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It  becomes  my  sad  duty  to  announce  that  during  the  past  year  we  have  lost  by 
death  Mr.  F.  J.  Ferry.  An  appropriate  record  of  his  life  and  services  will  be  pre- 
pared by  the  proper  committee  and  published  in  our  Proceedings. 

It  is  also  proper  to  mention  the  death  of  Mr.  John  Mulligan,  President  of  the 
Connecticut  River  Railroad,  who  presided  at  a  meeting  held  in  his  office  at  Spring- 
field, Massachusetts,  in  May,  1867,  from  which  this  Association  originated.  Mr. 
Mulligan  was  then  Superintendent  of  Rolling  Stock  of  the  same  road,  of  which  he 
afterward  became  President.  You  will  remember  he  attended  the  convention  held 
here  in  1896,  and  addressed  us  at  that  time.  Although  he  never  became  a  member 
of  the  Association,  he  was  in  sympathy  with  its  aims,  and,  as  president  of  the  meet- 
ing above  mentioned,  he  is  justly  entitled  to  honor  as  one  of  the  promoters  and 
organizers  of  our  Association. 

The  very  valuable  committee  reports  which  will  be  presented  to  the  convention 
are  indicative  of  the  painstaking  care  and  thought  devoted  to  their  preparation,  and  I 
desire  to  take  this  opportunity  of  expressing  my  thanks  to  the  various  committees  for 
their  untiring  labor  during  the  past  twelve  months.  These  committees  will  present 
to  the  Association  the  benefit  of  their  knowledge,  time  and  experiments,  embodying 
valuable  information  which  cannot  fail  to  further  advance  the  respect  and  confidence 
in  which  our  Association  is  held,  and  to  increase  the  good  will  of  our  superior  offi- 
cers. The  Executive  and  Arbitration  Committees  are  also  entitled  to  lasting  gratitude 
for  the  loyal  support  they  have  rendered  in  the  conduct  of  affiiirs  during  the  past  year. 

Our  secretary,  Mr.  Cloud,  b  to  be  commended  for  the  conscientious  manner  in 
which  he  has  discharged  his  duties.  The  care  and  thoroughness  shown  in  the  prep- 
aration of  the  reports  of  the  conventions  for  publication  and  his  energetic  and  effi- 
cient discharge  of  the  other  duties  of  the  office,  are  well  known  to  us  all. 

It  is  a  pleasure  to  bear  testimony  to  the  energy  and  loyalty  of  purpose  manifested 
by  all  the  committees  and  officers  with  whom  I  have  been  associated  in  the  past  two 
years.  This  spirit  happily  permeates  our  entire  membership.  To  their  and  your 
codperation  and  forbearance  I  am  greatly  indebted,  and  wish  here  and  now  to  make 
full  acknowledgment  of  the  obligation.  With  the  close  of  this  convention  my  term 
as  your  Chief  Executive  comes  to  an  end.  Having  tried  to  do  my  duty  as  it  pre- 
sented itself  to  me,  I  shall  make  no  apology  for  the  many  shortcomings  in  discharg- 
ing the  functions  of  the  office  to  which  you  called  me.  Deeply  mindful  of  the 
honor  and  responsibility  of  the  position,  I  retire  to  the  ranks  with  a  sense  of  relief. 

The  Master  Car  Builders'  Association  is  perhaps  as  remarkable  for  what  it  does 
not  do  as  for  what  it  does.'  Few  technical  organizations  have  more  wisely  limited 
the  scope  of  their  operations  to  those  things  which  are  their  proper  concern.  The 
wisdom  of  our  course  in  this  respect  is  shown  in  the  practical  efficiency  which  we 
have  reached.  The  railway  equipment  of  this  country  is  superior  to  that  of  any 
other,  and  the  credit  for  this  superiority  is  largely  due  to  the  Master  Car  Builders' 
Association.  But  we  cannot  rest  entirely  upon  past  achievements.  The  future  will 
present  problems  equally  as  difficult  as  any  we  have  heretofore  encountered.  As 
Knowledge  comes  with  experience,  our  thirty-one  years  of  existence  justifies  the 
prophecy  that  in  the  coming  time,  as  in  the  past,  "  Progress  "  will  be  our  watchword. 

The  President:  We  have  with  us  today  Mr.  M.  C.  Andrews, 
who  was  one  of  the  organizers  and  the  third  president  of  this  Asso- 
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elation.     We  would   be  very  glad  to  hear  a  few  remarks  from  Mr. 
Andrews. 

Mr.  Andrews  ;  My  friend  here  on  the  left  nudged  me  to  rise, 
but  he  did  not  hurt  me  so  badly  as  he  hurt  my  feelings.  I  rise  to 
make  an  apology,  and  then  like  a  good  boy  will  sit  down  on  a  back 
seat,  for  I  have  arrived  at  an  age  now  when  I  am  very  much  like  the 
engines  that  we  used  to  run  on  the  Boston  &  Maine  Railroad  in  1836, 
when  they  had  to  shut  off  steam  every  time  they  blew  the  whistle. 
[Laughter  and  applause.] 

The  following  members  were  present  at  this  and  subsequent 
sessions : 

Adams,  F.  D.  Chase,  F.  A.  Greene,  M.  D.  Lentz,  J.  S. 

Adams,  T.  W.  Child,  A.  Grieves,  E.  W.  Lewis,  W.  H. 

Aldcorn,  T.  Clarke,  I.  W.  Groves,  J.  R.  Lindstrom,  C. 

Anderson,  T.  Cook,  J.  S.  Hackett,  G.  Lungren,  W.  H. 

Anderson,  G.  T.  Cormack,  William.     Hannaford,  P.  W.  Lyon,  T. 

Appleyard,  W.  P.  Cory,  €.  H.  Harris,  W.  McAlpine,  A.  R. 

Apps,  W.  Coulter,  H.  Haskell,  B.  McCarthy,  H.  C. 

Atmur,  W.  T.  Cowan,  J.  Hatswell,  T.  J.  McConnell,  J.  H. 

Atterbury.  W.  W.  Crone,  S.  A.  Hatswell,  T.  J.,  Jr.  McGee,  J. 

Ball,  H.  F.  Grossman,  W.  D.  Hawksworth,  D.  McKenna,  R. 

Ballentine,  D.  W.  Cullen,  J.  Hayes,  R.  T.  McMastcr,  C.  J. 

Barber,  J.  C.  Deacon,  E.  Haynes,  L.  C.  McWood,  W. 

Bean,  J.  Deen,  C.  Hayward,  H.  S.  Macbeth,  J. 

Benson,  E.  A.  Demarest,  G.  W.  Hennessey,  J.  J.  Mackenzie,  J. 

Bentley,  W.  F.  Divine,  J.  F.  Hickey,  J.  Maher,  P. 

Blackall,  R.  C.  DoUn,  S.  M.  Higgins,  S.  Manchee,  S.  H. 

Bowen,  H.  A.  Dow,  F.  Hodge,  J.  Marden,  J.  W. 

Bray,  F.  O.  Duff,  J.  N.  Holtz,  D.  Martin,  M.  M: 

Brarier,  F.  W.  Dunn,  J.  F.  Horrigan,  J.  Mendenhall,  C.  M. 

Brooke,  G.  D.  Eddy,  F.  H.  Howard,  C.  H.  Middleton,  H. 

Bronner,  E.  D.  English,  R.  Hubbell,  I.  C.  Milliken,  J. 

Bryan,  H.  S.  Fildes,  T.  Hufsmith,  F.  Miller,  William. 

Buker,  J.  Ford,  C.  H.  Humphrey,  A.  L.  Mitchell,  A.  E. 

Bush,  S.  P.  Foster,  G.  F.  Johnson,  R.  H.  Monkhouse,  H. 

BushneU,  R.  W.  Foster,  W.  A.  Kells.  W.  Morris,  W.  S. 

Butler,  C.  T.  Fowler,  W.  E.  Kenney,  G.  W.  Musson,  J.  W. 

Cade,  J.  R.  Fox,  F.  L.  KiUen,  W.  E.  Neuffer,  J.  G. 

Carr,  W.  K.  Frey,  N.  Kirby,  J.  Newell,  T.  W. 

Carroll,  C.  H.  Garstang,  W.  Kirby,  T.  B.  Nuiiall,  W.  H. 

Carson,  H.M.  Gibbs,  George.  King,  S.  O'llerin,  W. 

Carson,  M.  T.  Gilbert,  E.  B.  Lauer.  F.  G.  Orchard,  J.  H. 

Chamberlain,  J.  T.  Goehrs,  W.  H.  I^wes,  T.  A.  Parent,  A.  M. 

Charpiot,  S.  A.  Gorrell,  W.  G.  Leeds,  P.  Parker.  T   K. 
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Peck,  P.  H. 
Peddle,  W.  H. 
Pflager,  H.  M. 
Phillips,  E.  A. 
Potter,  G.  L. 
Rasbridge,  R.  B. 
Reynolds,  O.  H. 
Rhodes,  G.  W. 
Riley,  J.  C. 
Robertson,  W.  J. 
Robinson,  W.  L. 


Roof,  C.  S. 
Rumney,  T. ' 
Schaefer,.H. 
Schlacks,  H. 
Schroyer,  C.  A. 
Sharp,  W.  E. 
Shields,  A. 
Simons,  J.  E. 
Skinner,  J.  R. 
Small,  H.  J. 
Smith,  C.  A. 


Smith,  Van.  Waitt,  A.  M. 

Stark,  F.  H.  Wagner,  J.  R. 

Steinbrenner,  A.  G.  Waoghop,  C. 


Stewart,  O.  Webster,  H.  A. 

Thomas,  W.  H.         Weslervelt,  J. 
Thompson,  G.  Whyte,  F.  M. 

Tonge,  J.  Witmer,  J.  W^ 

Townscnd,  J.  Wohrle,  J. 

Turner,  J.  S. 
Tyrrell,  T. 
Van  Brunt,  G.  E. 

A  recess  of  five  minutes  was  then  taken. 

After  the  recess  the  President  inquired  the  pleasure  of  the  conven- 
tion in  respect  to  the  second  order — the  reading  of  the  minutes  of 
the  last  meeting. 

Mr.  Rhodes  :  I  move  that  they  stand  approved  as  published. 
The  motion  was  carried. 

TttE  President  :  The  next  order  is  No.  5  —  the  reports  of  the 
Secretary  and  Treasurer. 

Mr.  Cloud  presented  the  Secretary's  report  as  follows : 

SECRETARY'S   REPORT. 

When  the  report  of  proceedings  of  the  1897  convention  was  published,  the 
membership  was  as  follows  : 

Active  members 256 

Representative  members 179 

Associate  members 5     - 

Total 440 

Since  that  date  three  active  members  have  resigned,  three  active  members  have 
been  appointed  representative,  seven  new  names  have  been  added  to  the  list  of  mem- 
bers and  six  revert  from  representative  to  active  membership,  making  a  net  increase 
of  seven  active  members. 

Eight  railroad  companies  not  heretofore  represented  have  appointed  representa- 
tive members,  one  representative  member  died,  and  the  changes  in  the  personnel  of 
sixteen  other  roads  have  resulted  in  twenty-five  new  names  in  the  list  of  representa-' 
tive  members,  making  an  increase  of  ten  representative  members,  so  that  the  mem- 
bership at  this  date  is  as  follows  : 

Active  members 263 

Representative  members 189 

Associate  members 5 

Total 457 
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The  number  of  cars  represented  is  as  follows : 

At  date  of  publication  of  last  report 1,222^2 

Revised  tetums  for  this  year  on  June  7,  1898 i»247»795 

Or  an  increase  since  the  last  report  of 25,313 

Since  the  date  of  the  last  report  to  the  Association,  the  Secretary  has  collected, 
up  to  June  7,  1898,  the  dateof  the  closing  of  the  books  preparatory  to  this  report, 
as  follows : 

To  dues  collected  from  members ^7,720.00 

"  sale  of  Rules  of  Interchange 797.62 

"    "  Reports  of  Proceedings. 343-  H 

**     "  Rules  for  Loading  lx)ng  Materials 390. 14 

"     «*  Lith(^raphs  and  Standards 94-97 

"    **  Air  Brake  and  Signal  Instructions 50. 60 

"     "  Arbitration  Cases 257  37 

"    "  Miscellaneous  Reports  and  Electros 3.25 

Interest  on  Bank  Balances 43  •  3 1 


Total  receipts $9,700.40 

The  disbursements  by  the  Secretary  for  the  same  time  have  been  as  follows  : 

By  Lithographs , $    150.00 

"  Expenses  of  Committees 167 .  60 

•*  Electros,  Zinc  Cuts,  etc 99-92 

«  R.  W.  Ryan,  reporting  Convention,  1897 207 .62 

"  Tracings,  Blue  Prints,  etc 108. 27 

"Printing   3,137.21 

"  Telegrams 22 .86 

"  Salary  Secretary,  including  office  rent  and  clerk 3,000.00 

"  Expressage 13.55 

•*  Stamps  and  Stamped  Envelopes 43^ . 92 

"  Incidentals,  Convention,  1897 95  •  70 

"  Office  Stationery  and  Supplies 65 .02 

•♦  Exchange 51-35 

•*  Balance  Remitted  to  Treasurer,  June  14,  1898 2,149. 38 


Total  disbursements $9,700.40 

From  the  above  statement  it  will  be  seen  that  there  are  no  funds  belonging  to 
the  Association  in  the  hands  of  the  Secretary  at  this  time. 

There  are  no  unpaid  bills  against  the  Association,  nor  any  outstanding  accounts 
unpaid. 

The  arrears  of  unpaid  dues  at  this  date  amount  to  $655,  of  which  $140  is  owed 
by  representative  members  and  $415  by  active  members. 

A  statement  of  members  in  arrears,  with  amounts,  is  submitted  herewith  for  the 
information  and  inspection  of  members. 

The  details  of  dues  collected  from  members  during  the  year  is  attached  hereto 
as  a  part  of  this  report.  Respectfully  submitted, 

John  W.  Cloud,  Secreiary. 
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DETAILS  OF  DUES  COLLECTED   FROM   MEMBERS. 


1897. 

June  2  W.  K.  Carr $  5 .00 

"  2  M.A.Garrett 15.00 

"  2  G.  A.  Miller 5.00 

"  10  W.  E.  Ashley 5.00 

"  xo  F.  Angevine 5 .00 

"  10  W.  F.  Bentley 5.00 

"  10  H.  C.  Bossinger 5.00 

"  10  F.  O.  Bray 5 .00 

"  10  H.  F.  Ball 5.00 

*♦  10  J.  R.  Cade 5.00 

"  10  H.Carlton 15.00 

"  10  S.  T.  Case 5.00 

"  10  F.  C.  Cleaver 5.00 

"  xo  C.J.Clifford 5.00 

"  10  C.  Deen 5.00 

"  10  G.  W.  Demarest  . . .  5.00 

"  10  J.  F.Derine 5.00 

"  10  G.N.Dow 5.00 

"  10  T.  Fildes 10.00 

"  10  W.  A.  Foster 10.00 

"  10  F.  L.  Fox 5.00 

"  10  W.  T.  Gorrell 5.00 

"  10  J.  Glaser 5 .00 

"  10  J.  A.  H^nglin 5.00 

«  10  P.  W.  Hannaford  . .  5.00 

«*  10  W.H.Harrison....  5.00 

"  10  L.  C.  Haynes 5.00 

"  10  J.J.Hennessey 5.00 

"  10  J.  Hodge 5 .  00 

"  10  J.  M.  Holt 5.00 

"  10  D.  Hollz 5.00 

"  10  G.  Keiber 5 .00 

"  10  W.  Kells 5.00 

"  10  A.  M.  Killredge. . . .  5.00 

"  10  H.  C.  McCarlhy  ...  5 .00 

"  10  J.  D.   Mcllwain....  10.00 

"  10  J.  H.  Manning 5.00 

"  10  W.  H.  Nuttall 5.00 

**  10  W.  O'Herin 5.00 

**  10  A.  M.  Parent 5.00 

*•  10  S.  Porcher 5.00 

**  10  R.  B.  Rasbridge 5.00 


Ca rrit -d  forwa rd. . .     1 245 .  00 


June 


Brou^^ht forward , . . 

^245.00 

xo 

0.  H.  Reynolds 

5.00 

10 

C.S.Roof 

5.00 

10 

J.J.  Ryan 

S.oo 

10 

R.  P.  C.  Sanderson. 

5.00 

10 

H.  J.  Small 

5.00 

10 

Van  Smith 

5.00 

10 

G.  B.  Sollers 

5.00 

xo 

0.  Stewart 

5.00 

xo 

R.  E.  Smith 

5.00 

10 

A.  H.  Watts 

5.00 

fO 

B.Welch 

8^.00 

xo 

J.  Westervelt 

5.00 

10 

J.  F.  Williams 

5  00 

10 

J.  Doyle 

5.00 

10 

M.  B.  Schaffer 

5.00 

xo 

R.  D.  Shearer 

5.00 

10 

W.  A.  Love 

5.00 

10 

R.  T.  Hayes 

10.00 

xo 

C.  Waughop 

5.00 

xo 

C.  Hackney 

5.00 

10 

H.  Weir 

5.00 

10 

S.  H.  Manchee 

5.00 

10 

C.  H.  Dickerman... 

5.00 

10 

T.  A.  Eraser 

5.00 

10 

J.  R.  Skinner 

5.00 

10 

L  N.Keith 

5.00 

10 

J.  W.  Baker 

5.00 

10 

A.  Sinclair 

5.00 

10 

J.  Cowan 

20.00 

10 

A.  Vail 

5.00 

10 

C.  J.  Clifford 

15.00 

10 

W.  G.  Brimson 

5.00 

10 

A.  T.Miller 

5.00 

10 

J.  Fitzgerald 

5.00 

10 

P.  T.  Mooney 

5.00 

10 

G.  W.  Lilley 

5.00 

10 

P.  H.  Peck 

5.00 

10 

C.  M.   Mileham.... 

5.00 

10 

A.  W.  Quackenbush 

25.00 

10 

T.  A.  Summerskill . . 

5.00 

10 

F. Johnson  ........ 

5.00 

10 

G.  W.  Miller 

5.00 

Carried  fonvard, . .     ^585 .00 
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Brought  fonvard , . .  5585 .  00 

July  8  J.  N.  Duff 5 .00 

"  8  E.S.Benson    5.00 

**  8  A.  G.  Steinbrenner.  5.00 

**  8  I.  W.  Claike 5.00 

"  8  Edward  Deacon. ...  5 .00 

^*  9  J.  B.  Morgan 35.oo 

*•  9  F.H.Eaton 5.00 

^*  9  C.  A.  De  Haven  . . .  5.00 

^*  9  Caspar  Wicke 5 .00 

-"  9  J.  S.  Knox 5.00 

♦*  10  A.  E.  Mitchell 220  00 

"  xo  W.M.Mitchell 5.00 

«*  xo  F.  E.  Cauda 5.00 

"  10  J.  R.  Pctrie    5.00 

•*  10  H.  Bartlett 5.00 

"  10  E.  C.  Spalding 5 .00 

*•  10  R.  H.  Nicholas  ....  5 .00 

*•  12  E.D.Nelson S^^^^ 

«  12  W.B.Page 5.00 

"  12  G.  W.  Butcher 5.00 

**  12  T.  B.  Kirby 5 .00 

"  14  Joseph  Buker 5 .00 

**  14  H.  A.  Webster  ....  5 .00 

'•  14  William  Cormack  . .  45.00 

"  X4  Frank  Rearden 75 .00 

**  14  J.  R.  Groves 30.00 

**  14  J.  H.  Davis 5 .00 

*•  14  Robert  Miller 5.00 

♦*  15  J.  McNaughten 5.00 

"  15  W.L.Robinson....  5.00 

«  15  C.  E.  Turner 35  00 

**  15  James  Cullen 30.00 

«  15  A.  R.  Fay 5.00 

<«  15  Charles  Coller 30.00 

«  15  R.  L.  Herbert 5.00 

**  15  B.Haskell 30.00 

"  15  Joseph  Taylor 5.00 

*«  15  F.  J.  Hecker 5 .00 

*«  15  J.C.Ramsey 5.00 

**  15  L.J.  Cox 5.00 

"  15  W.  H.  Diy 10.00 

"  16  G.W.Rhodes 115.00 

*«  16  W.  Forsyth 5 .00 

*«  16  W.  H.  Lungren. ...  5 .00 

Carried  fonvard. .  .^1,455.00 


J"iy 


Brought  fof  ward. . .  J 1 ,455 .  00 

6  H.  Coulter 5.00 

6  J.   Milliken 5.00 

6  C.  M.  Mendenhall..  55.00 

6  F.  D.  Casanave 5.00 

7  J.  N.  Barr US-OO 

7  J.  S.  Lentz 200.00 

7  R.H.Wilbur 5.00 

7  P.Leeds 100.00 

7  B.  Reiley 10.00 

7  J.  H.  McConnell...  60.00 

9  Thomas  Millen  ....  5.00 

9  L.  H.  Turner 30.00 

9  J.  N.  Sanborn 5 .00 

9  T.  A.  Lawes 50.00 

9  Joseph  Elder 5 .00 

9  J.  H.  Jackson 5 .00 

9  B.  R.  Hanson 5 .00 

9  K.  W.  Blackwell...  5.00 

9  F.  P.  Boatman 5.00 

9  C.  J.  McMasters 5.00 

9  O.H.Jackson 5.00 

9  H.  M.  Pflager 5.00 

9  James  Denver 5 .00 

20  Alex.  Shields 5 .00 

20  E.  M.  Herr  .......  5 .00 

20  C.  H.  Prescott 5.00 

21  C.  W.  Stover 5 .00 

21  T.  B.  Purves,  Jr 3500 

21  J.E.Taussig 5.00 

21  H.  H.  Swift 5.00 

21  Allen  Vail 40.00 

21  C.  H.  Kenison 2500 

21  J.F.Graham 20.00 

21  J.  R.  Lane 5.00 

2X  G.  L.  Potter 205.00 

21  S.  P.  Bush 65.00 

21  W.  W.  Atterbury  . .  265.00 

2X  H.M.Carson 5.00 

21  G.S.Walton 5.00 

21  R.N.  Durborow...  5.00 

21  R.  T.  Garland 5.00 

21  O.Gibson 5.00 

21  J.  P.  I^van 5 .00 

21  J.  P\  Courson 5.00 


Carried  fonvard. .  .$2,905.00 
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Brought  forward . .  .^2,905.00 

July  22  W.  H.  Thomas  ....  105.00 

"  22  J.  W.  Musion 5.00 

"  22  W.  E.  Killen 10.00 

**  22  John  Tonge 15 .00 

**  23  Joseph  Townsend  . .  40.00 

'*  23  A.L.Humphrey...  10.00 

"  23  T.E.Parker 5.00 

"  23  J.  J.  Bossinger 15 .00 

'*  23  F.  A.  Given 5.00 

*•  23  H.  S.   Bryan 15.00 

"  23  J.  L.  Grcatsinger...  5.00 

"  24  W.O.Lucas 5.00 

"  24  A.  Waldo 5 .00 

"  24  F.  J.  Pease 25 .00 

"  24  T.Lyon 30.00 

"  24  A.  Child 95.00 

**  24  W.  C.  Arp 35 .00 

••  26  W.  D.  Minion 5.00 

**  26  A.  C.  Hinckley 10.00 

**  26  R.  McKenna 135.00 

••  26  C  J.  Butler 25 .00 

"  26  T.  Tyrrell 5 .00 

**  26  W.Jennings 10.00 

••  26  W.  H.  Lewis 90.00 

**  26  Harry  Pollitl 5 .00 

**  26  B.  F.  I^wthcr 5.00 

•*  26  C.A.Thompson...  105.00 

"  27  W.  R.  McKeen,  Jr  .  5.00  ! 

"  27  R.   English 15.00   ' 

**  27  E.B.Gilbert 15.00 

"  28  J.  Mailer 5.00   ' 

•*  28  R.  C.  Blackall 65.00 

-  28  J.R.Wagner 10.00' 

"  29  J.  P.  McCuen 20.00 

**  2g  W.  P.  Appleyard. . .  5.00   . 

**  29  J.  S.  Turner 10.00 

**  2Q  S.  A.  Charpiot 30.00   . 

"  31  J.  C   Riley 5.00 

•*  31  H.  A.  Bowen 5.00 

"  31  H.L.Preston 4500 

"  31  li.  E.  Van  Brum lo.oo 

*•  31  J.  B.  Fletcher 5 .00 

**  3'  J   ^^'-  Mardcn 30.00 

'*  31  F.  Hufsmiih lo.oo 

Citrn\\i  /".  / ii-iirj. .  .  54,01 5 . 00    J 


July  3" 

U  3, 

u  31 

"  31 

Aug.    2 

"  2 
2 

"  2 

*•  2 

"  2 

"  2 

"  2 

"  2 

"  3 

"  3 

"  5 

"  5 

"  5 

"  5 

"  5 

"  5 

"  5 

"  5 

"  6 

««  6 

"  6 

"  6 

"  6 

"  6 

"  6 

»*  6 

*'  6 

"  7 

"  7 

"  9 

"  9 

"  9 

"  II 

**  II 

"  12 

.»  ,2 

**  12 

"  12 

.4  ,2 


Brought  f iff  ward, . .  $4,01 5 .  00 

A.  D.  Smith 5.00 

J.  T.  Johnstone 10.00 

Edward  Kennerdell .  5 .  00 

John  Hickey 10.00 

J.  M.  Man 5.00 

William  Buchanan. .  230.00 

S.  A.  Crone 5.00 

C.  E.  Spoor 5.00 

R.  M.  Galbrahh 25 . 00 

W.  E.  Killen 15.00 

E.  W.  Grieves 180.00 

H.  Middleton 5 .00 

J.  E.  Cameron 5 .00 

J.  Collinson 15.00 

J.  Mackenzie 40.00 

C.  H.  Howard 5.00 

A.  M.  Waitt 105.00 

W.  A.  Nettleton 50 .00 

G.  M.  D.   Riley 30.00 

R.  W.  BushnelL...  25.00 

John  Henney 65.00 

E.  D.  Bronner 75  00 

P.  H.  Peck 5.00 

F.  W.  Brazier I55 .00 

J.  T.  Chamberlain..  60.00 

George  Rommel  . . .  5.00 

J.  G.  Tomlinson  . . .  15.00 

William  Apps 95*00 

P.  J,  Maguire 5.00 

S.  S.  Sliffey 5.00 

J.  B.  Braden 30.00 

J.  E.  Keegan 20.00 

E.  P.  Lord 20.00 

W.  L.  Hoffeckcr  ...  5.00 

T.  W.  Adams 25 .00 

F.  W.  Johnstone 20.00 

George  Thompson. .  20.00 

J.  O.  Paitee    80,00 

M.  M.  ReJd 5.00 

D.  Hawkswonh 50.00 

N.  W.  Sample 40.00 

H.   Schlacks 5  00 

S.  D.  King lo.oo 

T.  H.  Sctchel 10  00 


CarruJ   \  -r.-rfr J.  ..^5,615.00 
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Aug.  12 

'•  13 

"  13 

"  13 

"  14 

"  14 

"  16 

••  16 

**  16 

"  x6 

"  18 

"  18 

"  18 

"  19 

•♦  19 

*«  19 

«*  20 

"  23 

•«  23 

"  23 

"  24 

"  26 

"  26 

"  30 

"  30 

"  30 

30 

I 

I 

2 

4 

4 

8 

8 

8 

8 

8 

8 

8 

8 

>3 

13 

13 

13 


Sept, 


Brought  forward , .  ,$5,615.00 

R.  F.  McKcnna  ...  5.00 

M.  Donaldson 15.00 

J.  Cunningham  ....  xo.oo 

W.  H.  Miner 5.00 

W.  McWood 140.00 

W.  A.  Brown 5,00 

W.  S.  Morris 75 .00 

F.  A.  Chase 25.00 

P.  F.  Starr 5.00 

T.  Roope 5.00 

E.  M.  Humestone..  5.00 
R.  E.  McCuen 5.00 

F.  E.  Tubbs 5.00 

M.T.Carson 25.00 

H.  S.  Hayward SS-OO 

W.  Augustus 5 .00 

G.  W.  West 35.00 

C.  Skinner 20.00 

H.  G.  Prout 5.00 

L.  B.  Paxson 155.00 

James  McGec 20.00 

J.  J.  Connolly 20.00 

R.  H.  Soule 5.00 

P.  Maher 5.00 

W.  Garstang 80.00 

R.  Tawse 10.00 

R.  C.  Pew 5.00 

R.H.Johnson 5.00 

W.   H.  Whitaker...  5.00 

W.  J.  Robertson  ...  20.00 

W.  C.  Ennis 20.00 

E.  L.  Toy 5.00 

F.  Thoma 5.00 

J.  Torrance 25 .00 

W.H.  Whitaker....  5.00 

H.G.Bowles 10.00 

C.  B.  McCullough..  5.00 

John  Player 130.00 

E.  T.  Carlton 15.00 

N.  Frey 20.00 

W.  B.  Emmert 5.00 

J.  S.  Cook 5.00 

D.  W.  Ballentine ...  1 5 .  00 
M.M.Martin 65.00 


Sept.  13 


Carried  forward. .  .$6,725.00 


(( 

15 

t< 

15 

<< 

17 

({ 

20 

« 

20 

Oct. 

2 

<< 

7 

« 

12 

«< 

13 

if 

16 

{« 

16 

<( 

16 

« 

16 

(1 

22 

« 

25 

« 

29 

Nov 

.    2 

« 

3 

« 

10 

« 

12 

<< 

22 

Dec 

3 

" 

6 

{( 

14 

f< 

17 

(< 

17 

(< 

20 

<i 

28 

1898 

Jan. 

4 

i< 

8 

<( 

12 

II 

12 

II 

14 

ti 

19 

ti 

19 

II 

19 

II 

21 

II 

21 

11 

21 

<i 

26 

II 

27 

II 

31 

Brought  forward , , .  $6,725 .00 

John  Bean 15.00 

C.  A.  Schroyer 180.00 

G.  F.  Wilson 85.00 

G.  T.  Anderson 5 .00 

T.  O'Donnell 5.00 

W.  E.  Fowler 15.00 

T.Anderson 30.00 

W.  H.  Goehrs 5.00 

S.  Austin 5.00 

F.  J.  Ferry xo.oo 

M.  J.  Rogers 5 .00 

W.J.  Wilcox 5.00 

G.  W.  Kenney 5.00 

J.  M.   Elliott,  Jr 5.00 

J.  Worhle 20.00 

G.  A.  Miller 5.00 

J.  B.  Michael 5.00 

T.J.  Hatswell 20.00 

M.  A.  Garrett 5.00 

F.  H.  Surk 25.00 

M.  N.  Forney    ....  5.00 

H.  Close 5.00 

F.  Mcrtsheimer    ...  5.00 

J.  Macbeth 5 .  00 

E.  A.  Williams  ....  35 .00 

A.  W.  Gibbs 10.00 

S.  M.  Dolan 5.00 

F.  B.  Griffith 5.00 

J.  G.  Neuffer 40.00 

D.  B.  Middagh 5.00 

T.  Rumney 10.00 

E.  Fisher 5.00 

P.  E.  Garrison 5.00 

W.  Miller 5.00 

J.  L.  Wigton 5.00 

F.  B.  Smith 5.00 

T.  Downing 5 .  00 

W.  I.  Cooke 5.00 

P.  Reilly 5.00 

R.  Gunn 5.00 

G.  L.  Foster 5.00 

F.  R.  F.  Brown   ...  35 .  00 

George  Gibbs 5 .00 


Carried  forward, .  .$7^4.00.00 


Digitized  by 


Google 


42 


Jan.  31 
Feb.  3 

"  5 

"  8 

"  8 

"  8 

"  II 

"  14 

"  15 

"  24 

«  25 

"  25 
Mch.  3 

"  3 

"  7 

"  9 

"  16 

"  17 

<«  17 

"  18 

u  21 

"  25 

"  26 


Brought  fortvard , .  .$7,400 

A.  Kearaey 5 

H.  S.  Huidckoper. .  5 

W.  R.  Stirling 5 

J.  McGregor 5 

B.F.Marshall 5 

F.  H.  Neward 5 

F.  H.  Eddy 5 

W.  Pcttingill 5 

J.  E.  Simons 5 

R.  H.  Emerson ....  5 

W.  I.  Cooke 5 

S.  Porcher 5 

W.Harris 5 

G.  F.  Gage 15 

C.  Lindstrom 5 

J.  Eckhart,Jr 5 

D.  W.  Hunter 5 

J.  C.  Barber 5 

J.  F.  Dunn 25 

D.  While 5 

W.I.Cooke 5 

J.  J.  Sullivan 5 

C.  H.  Cory 45 


.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 
.00 


Carried  fortvard, ,  .$7,585.00 


Mch.  28 

Apl.  4 

"  8 

«*  18 

«  20 

May  4 

"  6 

"  10 

««  II 

**  12 

"  13 

"  14 

"  18 

"  19 

**  23 

**  24 

"  26 

"  28 

"  31 

June  I 

"  I 

"  2 

a  2 


Brought  fonvard , .  .$7,585.00 

J.  K.  Millholland  ..  5.00 

T.  L.  Chubb 5.00 

W.  Hassman 5.00 

W.  Lavery 5.00 

C.  S.Clark 5.00 

F.  W.Chaffee    10.00 

F.  H.  Morse 5.00 

F.  W.  Mahl 5.00 

J.  J.  Casey 5.00 

W.  Voss 5.00 

J.  E.  Doran 5.00 

B.  E.  Thomson....  5.00 
J.  S.  Patterson 5.00 

F.  G.  Lauer 5.00 

C.  Graham 5.00 

C.  F.  Ward 5.00 

G.  D.  Brooke 10.00 

J.  Billingham 5.00 

H.  Monkhouse 10.00 

H.  T.  Bruck 5.00 

M.  Roberts 10.00 

R.  P.  C.  Sanderson.  5.00 

C.  F.  Thomas 5.00 

Total $7,720.00 


The  President:    You  have  heard  the  report  of  the  Secretary. 
What  is  your  pleasure? 

Mr.  Waitt:    I   move  that  it  be  received  and   printed    in   the 
minutes. 

The  motion  was  carried. 

The  President  :  The  Treasurer's  report  is  next  in  order.     Mr. 
Demarest,  are  you  ready  to  report  ? 

Mr.  Demaresty  the  Treasurer,  submitted  the  following  report  : 

To  the  President  and  Members  of  the  Master  Car  Builders*  Association  : 

Amount  on  hand  at  date  of  last  report,  June,  1897 $6,096. 23 

Received  June  14,  1898,  of  John  W.  Cloud,  Secretary 2,149.38 

Total  now  in  treasury $8,245 .  61 

G.  W.  Demarest,  Treasurer. 

The  President  :    Gentlemen,  you  have  heard  the  report  of  the 
Treasurer.     What  is  your  pleasure  in  the  matter  ? 
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Mr.  Garstang  :  I  move  that  the  report  be  received. 

The  motion  was  carried. 

The  President  :  The  next  order  is  the  assessment  and  announce- 
ment of  annual  dues. 

Mr.  Cloud  ;  I  would  state  on  behalf  of  the  Executive  Committee 
that  it  considered  the  state  of  the  finances  of  the  Association  yester- 
day, and  decided  to  recommend  to  the  Association  that  the  dues  per 
vote  be  made  $4  for  this  year ;  and  in  case  of  this  not  furnishing 
sufficient  funds  to  pay  the  running  expenses  the  Executive  Commit- 
tee will  instruct  th«  Secretary  to  draw,  for  the  balance  needed,  on  the 
Treasurer. 

Mr.  Waitt  :  I  move  that  the  recommendation  of  the  Executive 
Committee  be  adopted. 

The  motion  was  carried. 

Mr.  Cloud  :  I  would  like  to  say  that,  on  account  of  difficulties  in 
making  change,  keeping  records  straight,  etc.,  we  would  be  glad  if 
you  would  wait  until  you  get  bills  before  paying  the  dues.  However, 
anybody  who  wants  to  pay  dues  at  this  convention  can  pay  them  to 
Mr.  Whyte.  Those  who  pay  back  dues  will  of  course.pay  $5  per  vote, 
while  those  who  pay  the  dues  for  this  year  will  pay  only  $4  per  vote. 
The  dues  can  be  paid  here  or  at  Congress  Hall. 

Mr.  Mackenzie  :  I  did  not  quite  catch  the  drift  of  the  motion 
that  was  'just  passed,  and  I  would  like,  if  I  can  get  a  second,  to 
reconsider  that  vote.  I  would  move  that  the  vote  be  reconsidered — 
placing  the  dues  at  $4.    (Seconded.) 

The  motion  was  lost. 

The  President  :  The  next  order  is  the  appointing  of  nominating 
and  other  committees. 

Mr.  Cloud  :  The  Chair  announces  a  Nominating  Committee,  as 
follows:  R.  C.  Blackall,  J.  S.  Lentz,  W.  J.  Robertson,  A.  E.  Mitchell, 
John  Hodge.  This  committee  is  to  nominate  officers  for  the  next 
year,  and  submit  their  nominations  to  the  Chair  at  any  time  today 
or  tomorrow. 

The  President  :  The  next  order  is,  the  election  of  an  Auditing 
Committee,  to  consist  of  three  members  who  are  not  officers  of  the 
Association.     We  are  now  ready  for  nominations. 

Mr.  Garstang  :  I  nominate  Mr.  A.  M.  Waitt. 

Mr.  Waitt  :  I  nominate  Mr.  Garstang. 


Digitized  by 


Google 


44 

Mr.  George  Gibbs  :  I  nominate  Mr.  Appleyard. 
On  motion  of  Mr.  Mitchell  the  nominations  were  then  closed, 
and  the  gentlemen  named  were  duly  elected  an  Auditing  Committee. 

The  President  :  The  next  order  is  unfinished  business. 

Mr.  Cloud:  Under  this  head  there  are  two  propositions  for 
associate  membership  made  at  the  last  convention  which  were  consid- 
ered yesterday  by  the  Executive  Committee,  which  recommends  that 
they  be  acted  upon  favorably.  One  is  the  nomination  of  Mr.  Walter 
D.  Grossman,  of  Chicago,  editor  of  the  Railway  Master  Mechanic^ 
as  associate  member,  the  nomination  being  made  by  A.  M.  Waitt, 
C.  A.  Schroyer  and  Godfrey  W.  Rhodes.  The  other  is  the  nomina- 
tion of  Edward  A.  Phillips,  editor  of  the  Railroad  Car  Journal^  for 
associate  member,  the  nomination  being  made  by  Mr.  Marden,  Mr. 
Chamberlain  and  Mr.  Lentz. 

The  President  :  What  action  do  you  wish  to  take  on  Mr.  Cross- 
man's  application  ? 

Mr.  Johnson  :  I  move  that  the  Secretary  be  instructed  to  cast  the 
vole  for  the  gentleman. 
The  motion  was  carried. 

The  President  :  What  action  do  you  wish  to  take  on  the  appli- 
cation of  Mr.  Phillips? 

Mr.  Johnson  :    I  make  the  same  motion. 

The  motion  was  carried. 

The  President  :    The  next  order  is  new  business. 

Mr.  Cloud  :  I  know  of  no  new  business,  but  under  this  head  I 
would  like  to  read  some  communications  which  have  been  handed  in. 
Mr.  Rhodes,  chairman  of  the  Arbitration  Committee,  says  : 

The  Arbitration  Committee  will  hold  a  meeting  in  this  hall  at  3  p.m.  today,  for 
the  purpose  of  discussing  the  committee's  report  on  the  M.  C.  B.  Rules. 

The  members  of  the  Master  Car  Builders*  Association  interested  in  the  rules  are 
invited  to  be  present. 

The  following  communication  is  received : 

The  International  Correspondence  School,  of  Scran  ton,  Pennsylvania,  whose 
success  in  teaching  the  industrial  sciences  and  practical  mechanics  and  mechanical 
drawing  is  probably  known  to  you,  will  have  a  private  car  at  Saratoga,  at  the  D.  &  H. 
station,  June  24,  1898.  Will  be  pleased  to  have  your  members  visit  it  and  see  the 
practicability  of  the  system  and  some  of  the  results  of  the  work. 

Also  the  following : 
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Members  of  the  Master  Car  Builders*  Association  desiring  return  Pullman 
transportation  can  obtain  the  same  by  applying  to  Mr.  H.  N.  PAager,  Room  140, 
Grand  Union  Hotel 

And  the  following : 

To  the  President  and  Members  of  the  Master  Car  Builders'  Association  : 

The  Lake  Shore  &  Michigan  Southern  Railway  Company  desires  to  extend 
the  courtesies  of  its  road  to  any  of  the  members  of  the  Association  who  desire  to 
return  from  the  convention  via  that  line.  Any  members  desiring  transportation  over 
the  Lake  Shore  &  Michigan  Southern  road  for  themselves  or  their  families  can  obtain 
the  same  by  applying  to  the  undersigned.  A.  M.  Waitt, 

General  Master  Car  Builder ^  L,  S.  ^  M,  S.  Railvoay, 

[Applause.] 

And,  finally,  the  following : 

A  meeting  for  the  revision  of  the  Wagner  Rules  will  be  held  in  Room  H, 
Congress  Hall,  at  5  p.m.,  Thursday,  the  i6th  inst. 

The  President  :  Have  any  of  the  members  anything  to  offer 
under  the  head  of  new  business  ?  If  not,  we  will  proceed  to  the  next 
order.  The  first  report  in  order  is  the  report  of  the  Arbitration 
Committee,  G.  W.  Rhodes,  chairman. 

Mr.  Rhodes  :  Mr.  President,  the  Arbitration  Committee's  report 
has  been  printed,  and  it  has  been  customary  to  defer  discussion  of  that 
until  the  discussion  of  the  M.  C.  B.  Rules.  I  would  move  that  the 
discussion  of  the  Arbitration  Committee's  report  be  taken  up  at  the 
discussion  of  the  M.  C.  B.  Rules. 

The  motion  was  carried. 

The  President  :  The  next  report  is  that  of  the  Committee  on 
Supervision  of  Standards  and  Recommended  Practice  of  the  Associa- 
tion, by  Mr.  A.  M.  Waitt,  chairman. 

Mr.  Waitt  read  the  following  report : 

REPORT  OF  COMMITTEE  ON   SUPERVISION  OF  STANDARDS  AND 

RECOMMENDED   PRACTICE  OF    THE  ASSOCIATION. 
To  the  President  and  Members  of  the  Master  Car  Builders^  Association  : 

Your  Committee  on  the  Supervision  of  the  Standards  and  Recommended, Prac- 
tice of  the  Association  has  given  the  members  an  opportunity  to  suggest  any  desired 
modifications  of  the  standards  and  various  recommended  practices  of  the  Association, 
and  would  beg  leave  to  report  as  below : 

For  convenience,  all  of  the  several  standards  and  recommended  practices  are 
enumerated,  each  one  being  followed  by  such,  if  any,  recommendations  as  the  com- 
mittee may  have  to  make  in  reference  to  it.  (References  are  to  the  proceedings  of 
1897.) 
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Page  385. 
Sheets  i.  2,  3. 

Page  385. 
Sheets  4,  s,  6. 


Page  385. 
Sheet  7. 

Page  386. 
Sheet  7. 

Page  386, 
Sheet  7. 

Page  386, 
Sheet  7. 

Page  386, 
Sheet  8. 


STANDARDS. 

1.  Journal  Box  and  Details  for  Journal,  2H  by  7  inches. 

2.  Jouraal  Box  and  Details  for  Journal,  4^  by  8  inches. 

Your  committee  recommends  that  a  note  be  added  on  sheets  i  and  2,  and  on 
sheets  4  and  5,  reading  as  follows: 

"  Section  of  box  may  be  made .  either  circular  or  square  below  the  center  line, 
provided  all  the  essential  dimensions  are  adhered  to." 

Committee  would  also  recommend  adding  an  additional  note  on  sheets  2  and  5, 
reading  as  follows : 

"  When  journal  box  is  made  of  malleable  iron,  reduction  in  thickness  of  metal 
and  coriBg  to  lighten  weight  is  permissible,  provided  all  the  essential  dimensions 
which  affect  interchangeability  and  the  proper  fitting  of  contained  parts,  are  adhered 
to." 

Committee  also  recommends  the  appointment  of  a  special  committee  to  consider 
and  report  upon  the  improvement  and  perfection  of  the  standard  top  hinged  lid,  so 
that  it  may  more  completely  exclude  dust  from  the  journal  box. 

Committee  would  also  recommend  the  appointment  of  a  special  committee  to 
recommend  forms  of  standard  journal  boxes  for  2^  by  7  inch  and  4^  by  8  inch 
journals  adapted  for  use  with  the  pedestal  type  of  freight  car  trucks. 

3.  Axle  with  Journals  2H  ^Y  7  inches. 

4.  Axle  with  Journals  4^  by  8  inches. 

5.  Form  of  Wheel  Tread  and  Flange. 

6.  Wheel  Circumference  Measure. 

7.  Brake  Head  and  Shoe. 

Committee  would  recommend  that  the  clearance  allowed  on  either  side  between 
the  central  lug  of  the  brake  shoe,  and  the  adjacent  lugs  of  the  brake  head,  be  reduced 
-j^  inch  on  each  side  instead  of  yi  inch,  no  change  being  made  in  the  brake  shoe ; 
the  reduction  in  clearance  being  made  on  the  head,  making  it  in  accordance  with  the 
general  .practice  at  present  on  all  malleable  iron  brake  heads,  furnished  by  manufac- 
turers of  metal  brake  beams.  It  is  deemed  advisable  that  this  change  be  made  in 
order  to  reduce  the  excessive  play  of  ^  inch  now  existing  between  the  central  lugs  of 
brake  head  and  shoe. 


Page  387, 
Sheet  8. 

Page  387* 
Sheet  9. 


8.  Brake  Beam. 

9.  Air  Brakes  —  General  Arrangement  and  Details. 

Committee  would  make  the  following  recommendations  for  change  in  this  stand- 
ard, to  make  it  conform  to  the  best  practice : 

/Yrj/.    Change  diameter  of  release  valve  rod  from  ^  inch  to  ^  inch. 

Second.  Change  diameter  of  truck  lever  connection,  outside  hung  brakes,  from 
^i  to  ^  inch.  (Note  under  title  on  Sheet  9,  and  reading  of  Section  3  on  page  387, 
to  be  changed  accordingly.) 
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Third.  Diameter  of  hole  for  cotter  in  air-brake  pin  to  be  shown  as  ^  inch. 
Present  drawing  does  not  indicate  the  proper  size  for  this  hole. 

Fourth,  Make  addition  to  note  under  drawing  of  truck  lever  connection  for 
inside  hung  brakes,  making  entire  note  to  read  as  follows  : 

**  If  made  of  material  other  than  malleable  iron  it  must  be  of  equal  strength, 
and  if  made  of  round  iron  or  steel  must  not  be  less  than  i^  inches  diameter.*' 

Fifth.     Omit  dummy  coupling  from  drawing,  and  show  air  hose  hanging  down. 

Sixth.  Omit  words  "  33  inches  or  "  from  dimensions  shown  for  height  of  air- 
brake pipe  above  rail,  leaving  the  dimension  34^  inches  as  the  standard. 

10.  Pedestal.  Page  387, 

Sheet  10. 

The  committee  has  no  suggestions  to  make,  but  calls  attention  to  the  fact  that  a 
special  committee  has  to  report  on  «  Passenger  Car  Pedestal  and  Journal  Box  for 
Journal  \%  by  8  inches,"  which  report  may  possibly  suggest  a  line  of  action  in  con- 
nection with  the  revision  of  the  design  of  the  present  standard  pedestal. 

11.  Automatic  Couplers. 

As  the  present  design  for  automatic  coupler  does  not  define  the  length  or  spread 
of  the  guard  arm,  the  committee  recommends  the  appointment  of  a  special  com- 
mittee to  consider  this  matter,  and  to  report  at  the  convention  of  1899 ;  and  it  is 
suggested  that,  in  addition  to  the  above,^  the  same  committee  consider  the  devising  of 
a  safety  limit  gauge  for  determining  when  M.  C.  B.  couplers  and  knuckles  are  worn 
beyond  the  limit  of  safety. 

Page  388, 

12.  Contour  Line  and  Limit  Gauges  for  Automatic  Couplers.  Sheet  11. 

Page  388, 

13.  Yoke  or  Pocket  Strap  for  M.  C.  B.  Couplers.  Sheet  n. 

14.  Buffer  Blocks  and  Location.  Shllt^f?.' 

15.  Terms  and  Gauging  PoinU  for  Wheels  and  Truck.  Page  388, 
^                                 *    ^  Sheet  u. 

16.  Guard  Rail  and  Frog  Wing  Gauge.  Page  389, 

Sheet  12. 

17.  Distance  between  Backs  of  Flanges  of  Car  Wheels.  p^^^^  -g^ 

18.  Standard  Reference  Gauge  for  Mounting  and  Inspecting  Wheels  and  Check    PjK«  39©. 
Gauge. 

19.  Wheel  Flange  Thickness  Gauge  for  New  Wheels.  Shcet^^.' 

20.  Height  of  Drawbars.  Page  390. 

21.  M.  C.  B.  Reports.  Page  390. 

22.  Pamphlets,  Catalogues,  Specifications,  etc.  Page  390. 

23.  Screw  Threads,  Bolt  Heads  and  Nuts.  Page  391. 

Committee  would  call  attention  to  the  fact  that  there  is  a  joint  committee  repre- 
senting the  Master  Car  Builders'  Association  and  the  Master  Mechanics'  Association, 
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which  will  report  at  this  conventioii  on  the  subject  of  "  Square  Bolt  Heads  and  Nuts. " 
This  report  may  embody  some  suggestions  affecting  these  standards. 

RECOMMENDED   PRACTICE. 

Page  39S.  ^-    Specifications  for  Cast-Iron  Wheels. 

Page  396.  25.   Guarantee  for  Cast-Iron  Wheels. 

pfates  c!  D,  E,  26.  Axle  and  Journal  Box  for  Cars  of  80,000  Pounds  Capacity. 

F,  G. 

In  view  of  the  large  number  of  80,000-pound  capacity  cars  being  built,  and 

after  considerable  experience  already  obtained  with  the  axle  and  journal  box  and 
details  recommended  for  cars  of  80,000  pounds  capacity,  your  committee  would  sug- 
gest that  this  Recommended  Practice  be  adopted  as  a  standard,  including  plates  C, 
D,  E  and  F. 

Paee  308  ^7-  L*™^^  Gauges  for  Round  Iron. 

Page  399.  28.  Check  Chains. 

Page  399.  29.  Marking  Cars. 

Page  399.  30.  Air- Brake  Repair  Card. 

Committee  would  recommend  that  form  of  defective  air-brake  card  should  be 
changed  to  conform  in  general  with  that  shown  on  page  210  of  the  1897  Proceed- 
ings. 
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THE  L.S.&  M.S.  RAILWAY  CO. 

AIR-BRAKE  CUT-OUT  CARD. 
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Page  400, 
Sheet  A. 

Page  402. 

Page  402, 
Sheet  A. 

Page  403. 
Sheet  A. 

Page  403, 
Sheet  B. 

Page  403, 
Sheet  B. 


Page  404, 
Sheet  B. 


Page  405, 
Sheet  C. 

Page  405, 
Sheet  C. 

Page  405, 
Sheet  C. 


Page  405, 
Sheet  E. 


Page  406. 
Page  406. 


Page  407- 


31.  Protection  of  Trainmen. 

32.  Platform  Safety  Chains. 

33.  Marking  Fast  Freight  Line  Cars. 

34.  Arch  Bars  and  Column  Bolt  for  8o,ooo-pound  Capacity  Car. 

35.  Attachments  of  Couplers  to  Cars. 

36.  Buffer  Blocks  with  M.  C.  B.  Couplers. 

Inasmuch  as  the  buffer  blocks  partially  illustrated  on  Sheet  B  have  been  adopted 
as  a  standard,  and  are  now  shown  on  Sheet  1 1  in  detail,  committee  would  recom- 
mend that  the  reference  to  buffer  blocks,  in  connection  with  Recommended  Practice, 
on  page  403,  be  eliminated. 

37.  Uncoupling  Arrangements  for  M.  C.  B.  Couplers. 

38.  Journal  Bearing  and  Wedge  Gauges. 

In  order  to  make  these  details  correspond  strictly  to  the  M.  C.  B.  Standard 
shown  on  Sheets  3  and  6,  committee  would  recommend  that  the  radius  and  diameter, 
respectively,  shown  for  the  bearing  bore  gauge  for  3^  by  7  inch  journals,  be  changed 
from  iff  inches  and  3^  inches  to  i}}  and  3ff,  and  the  corresponding  dimensions 
on  the  bearing  bore  gauge  for  4^  by  8  inch  journals  be  changed  from  2^^  inches 
and  4^  inches,  respectively,  to  2/^  inches  and  4^^^  inches. 

.  39.  Safety  Chain  for  Freight  Cars. 

40.  Minimum  Thickness  for  Steel  Tires. 

41.  Dummy  Coupling  Hook. 

Inasmuch  as  the  use  of  dummy  coupling  hook  is  generally  discontinued,  com- 
mittee would  recommend  that  this  item  be  eliminated  from  the  Recommended  Prac- 
tice. 

42.  Mounting  Wheels. 

43.  Adjusting  Height  of  Drawbars. 

44.  Stenciling  Cars. 

Committee  would  recommend  change  in  the  wording  of  the  text  by  omitting  the 
words  "  Fox  Trucks"  and  substituting  the  words  "  Pedestal  Type  of  Trucks." 

Committee  would  also  recommend  that  the  following  note  should  be  added  to 
the  last  paragraph  of  this  recommended  practice  : 

"  The  initials  of  the  road  should  also  appear  in  letters  not  less  than  two  inches- 
high  on  one  side  of  bolster  or  transom  of  each  truck." 

45.  Air  Brake  Tests. 

46.  lx)ading  Poles,  Logs  and  Bark,  on  Cars. 
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In  view  of  considerable  correspondence  received  by  the  committee,  recommend- 
ing various  changes  in  the  Recommended  Practice  for  loading,  your  committee  can- 
not advise  I  hat  the  present  Recommended  Practice  in  this  connection  be  adopted  as  a 
standard,  and  we  feel  that  there  are  modifications  in  the 'present  practice  necessary  to 
such  an  extent  that  it  is  desirable  for  the  whole  subject,  together  with  the  correspon- 
dence in  the  hands  of  the  Committee  on  Standards,  to  be  turned  over  to  a  special 
committee  for  action  and  report  at  the  1899  convention,  and  we  would  strongly 
recommend  that  such  special  committee  be  appointed  for  the  purpose. 

47.  Box  Car  Side  Door  and  End  Door  Fixtures.  Sheet  F.* 

48.  General  Dimensions  for  Cars  with  Steel  Underframing.  PaRe  411. 

49.  Air  Brake  and  Signal  Instructions. 

Committee  would  call  attention  to  the  fact  that  a  special  committee  on  Air  Brake 
and  Signal  Instructions,  working  jointly  with  a  similar  committee  from  the  Master 
Mechanics'  Association,  is  to  report  on  the  revision  of  these  instructions.  If  the 
revision  is  accepted  by  the  two  Associations,  your  Committee  on  Standards  would 
recommend  that  the  revised  Rules  for  Air  Brake  and  Signal  Instructions  be  adopted 
by  the  Master  Car  Builders'  Association  as  a  Recommended  Practice. 

Your  committee  would  also  recommend  that  a  special  committee  be  appointed  to 
report  at  the  1899  convention  on  Specifications  for  M.  C.  B.  Coupler  Tests. 

In  conclusion,  the  committee  would  summarize  its  recommendations,  and  would 
suggest : 

First :  That  the  following  recommendations  be  submitted  to  the  Association  for 
adoption  by  letter  ballot : 

1 .  Addition  to  note  on  Sheets  i  and  2,  and  on  Sheets  4  and  5  to  read,  "  Section 
of  box  may  be  made  either  circular  or  square  below  the  center  line,  provided  all. the 
essential  dimensions  are  adhered  to." 

2.  Additional  note  on  Sheets  2  and  5,  reading :  "  When  journal  box  is  made  of 
malleable  iron,  reduction  in  thickness  of  metal  and  coring  to  lighten  weight  is  per- 
missible, provided  all  the  essential  dimensions  which  affect  interchangeability  and  the 
proper  fitting  of  contained  parts,  are  adhered  to." 

3.  Reduction  of  clearance  allowed  on  either  side  between  central  lug  of  brake 
shoe  and  adjacent  lug  to  brake  head  from  3.^  inch  to  ^^  inch. 

4.  On  Sheet  9,  diameter  of  release  valve  rod  to  be  changed  from  ^  inch  to 
^  inch. 

5.  On  Sheet  9,  the  diameter  of  truck  lever  connection  for  outside  hung  brakes 
to  be  changed  from  ^  inch  to  Ji  inch,  and  note  under  title  on  sheet,  and  reading  of 
text  on  page  387  to  be  changed  accordingly. 

6.  On  Sheet  9,  diameter  of  hole  for  cotter  in  air-brake  pin  to  be  indicated  as 
j-^  inch. 

7.  On  Sheet  9,  addition  to  note  under  drawing  of  truck  lever  connection  for 
inside  hung  brakes,  as  follows :  "  And  if  made  of  round  iron  or  steel  must  not  be 
less  than  i^  inches  diameter." 
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8.  On  Sheet  9,  omit  dummy  coupling  from  drawing  and  show  air  hose  hanging 
down. 

9.  On  Sheet  9,  omit  the  words  "  33  inches  or "  from  dimensions  shown  for 
height  of  air-brake  pipe  above  rail. 

10.  Adoption  of  axle,  journal  box  and  details  for  cars  of  80,000  pounds  capacity 
as  an  M.  C.  B.  Standard,  instead  of  Recommended  Practice. 

11.  Modification  of  form  of  air-brake  card,  as  illustrated. 

1 2.  Elimination  of  reference  to  bufier  blocks  on  page  403. 

13.  Change  in  dimensions  for  radius  and  diameter  of  bearing  bore  gauge. 
Sheet  C,  to  correspond  with  dimensions  shown  in  Standard  Journal  Bearings  for  33^ 
by  7  inch  and  4^^  by  8  inch  joumak. 

14.  Elimination  of  dummy  coupling  hook  from  the  Recommended  Practice. 

15.  In  instructions  for  stenciling  cars  substitution  for  words  "  Fox  Trucks"  of 
the  words  "  Pedestal  type  of  trucks." 

16.  Addition  to  last  paragraph  on  stenciling  cars  of  the  following :  **  Initials  of 
the  road  should  also  appear  in  letters  not  less  than  2  inches  high,  on  one  side  of 
bolster  or  transom  of  each  truck." 

17.  Include  revised  Air  Brake  and  Signal  Instructions  among  Recommended 
Practice. 

S€cond :  That  the  following  subjects  be  referred  to  special  conunittees  for  inves- 
tigation and  report  to  the  convention  of  1899: 

1.  Improvement  and  perfection  of  standard  top  hinged  lid,  so  that  it  may  more 
completely  exclude  dust  from  the  journal  box. 

2.  To  recommend  forms  of  standard  journal  boxes  for  3^  by  7  inch  and  4}^ 
by  8  inch  journals,  adapted  for  use  with  the  pedestal  type  of  freight  car  truck. 

'3.  M.  C.  B.  automatic  couplers.  To  define  length  and  spread  of  guard  arm, 
and  also  consider  the  devising  of  a  safety  limit  gauge  for  determining  when  M.  B.  C. 
couplers  and  knuckles  are  worn  beyond  the  limit  of  safety. 

4.  To  revise  the  Recommended  Practice  for  loading  poles,  logs  and  bark  on 
cars. 

5.  Specifications  for  M.  C.  B.  coupler  tests. 

Respectfully  submitted, 

A.  M.  Waitt, 
G.  L.  Potter, 
William  Apps, 
Cleveland,  Ohio,  May  25,  1898.  Committee. 
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[Under  the  head  of  *'  4  "  on  the  last  page,  last  line  but  one,  Mr. 
Waitt  added:] 

In  that  connection  I  would  say  there  should  be  added  to  the 
report  a  committee  to  act  in  connection  with  a  similar  committee 
appointed  by  the  American  Railway  Association,  who  have  requested 
that  we  appoint  a  committee  to  confer  with  them  on  that  subject.  At 
their  recent  meeting  the  American  Railway  Association  discussed  quite 
at  length  the  subject  of  loading  cars.  It  was  decided  not  to  take 
final  action  until  after  conference  with  a  similar  committee  from  this 
Association,  hoping  to  put  the  matter  in  such  shape  that  it  could  be 
generally  adopted,  and  not  only  adopted  in  the  two  Associations,  but 
put  into  practice.  I  would  say,  too,  that  the  Committee  on  Stand- 
ards has  received  a  large  number  of  communications  in  connection 
with  this  subject  from  various  parts  of  the  country,  in  connection 
with  the  various  kinds  of  lading  for  cars — not  only  lumber,  but 
structural  material,  rails,  blocks  of  stone,  etc. —  and  the  communica- 
tions were  of  such  importance  that  the  Committee  on  Standards  did 
not  feel  that  it  was  within  its  province  to  attemp^t  to  make  any  specific 
recommendations  other  than  to  recommend  that  the  whole  matter  be 
referred  to  a  proper  committee  to  take  action,  to  consider  the  recom- 
mended practice  from  all  these  points,  and  to  consider  the  correspon- 
dence that  our  committee  has  to  turn  over  to  it ;  and  the  recommen- 
dation has  since  come  from  the  American  Railway  Association  that 
whatever  committee  is  appointed  should  confer  with  a  similar  com- 
mittee that  it  has  appointed. 

The  President  :  You  have  heard  the  report.  What  is  your 
pleasure  ? 

Mr.  Rhodes  :  I  would  move  that  the  report  of  the  committee  be 
received,  and  that  we  proceed  to  consider  the  two  recommendations 
separately. 

The  motion  was  carried. 

The  President  :  Consideration  of  the  first  recommendation, 
then,  is  now  in  order. 

Mr.  Cloud  :  The  first  is  :  That  the  following  recommendations 
be  submitted  to  the  Association  for  adoption  by  letter  ballot.  Is  it 
the  purpose  of  Mr.  Rhodes*  motion  to  vote  on  these  as  one  ? 

Mr.  Rhodes  :  As  a  whole ;  yes. 

Mr,  Cloud  :  The  first  question  will  be  whether  or  not  these  sev- 
enteen recommendations  shall  be  submitted  to  letter  ballot. 
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Mr.  Higgins  :  Is  the  report  now  before  the  convention  for  dis- 
cussion ? 

The  President  :  Yes,  sir. 

Mr.  Higgins  :  In  regard  to  the  card  for  defective  air  brake,  I 
think  it  would  be  a  good  plan  if  some  action  could  be  taken  to  decide 
on  what  part  of  the  car  that  card  should  be  placed.  As  it  is  now, 
different  roads  attach  that  card  to  the  car  in  different  localities.  In 
fact,  on  the  same  road  different  inspectors  will  not  attach  the  card  in 
the  same  place,  and  the  same  way  with  the  trainmen.  I  think  it 
would  be  well  to  consider  that  point. 

The  President  :  Was  that  given  any  consideration,  Mr.  Waitt  ?  ^ 

Mr.  Waitt  :  No.  That  never  has  been  included  in  the  Standards. 
There  never  has  been  any  recommendation  made,  and  the  com- 
mittee did  not  make  any  mention  of  location. 

Mr.  Mackenzie:  Why  cannot  the  committee  handle  that?  It 
would  be  a  matter  of  not  very  much  labor  to  do  it,  and  I  think 
they  could  dispose  of  it  very  quickly.  I  believe  it  is  of  very  great 
importance  to  the  railroads  that  we  should  have  some  standard  place 
to  put  these  cards,  so  that  anyone  looking  for  an  air-brake  card  would 
know  where  to  look  for  it,  just  the  same  as  he  would  for  an  M.  C.  B. 
defect  card  or  repair  card. 

Mr.  Simons  :  For  some  time  we  have  had  the  rule  in  practice  to 
place  an  air-brake  card  on  the  side  of  the  car  above  or  below  the  car 
number,  so  that  it  can  be  seen  by  all  parties ;  and  I  think  myself  that 
is  the  proper  location  for  it. 

Mf.  Schroyer  :  We  have  always  understood  that  the  use  of  these 
air-brake  cards  was  to  indicate  to  our  car  repairers  the  defect  existing 
on  the  cars.  We  never  put  the  card  on  as  a  guide  for  trainmen  in 
handling  that  car,  because  we  have  enough  repairers  on  the  road  to 
catch  the  car  before  it  has  gone  a  great  distance,  and  it  is  our  prac- 
tice, in  view  of  the  fact  that  it  is  a  guide  for  the  repairers  and  inspec- 
tors in  determining  the  location  of  the  defect,  to  attach  the  card 
where  the  defect  is  located.  If  it  is  the  triple  valve,  we  tie  the  card 
on  the  triple  valve  ;  if  it  is  a  train  pipe,  we  tie  it  to  the  train  pipe ; 
if  it  is  a  leaky  hose,  we  attach  it  to  the  hose. 

Mr.  Mackenzie  ;  While  we  have  not  gone  into  it  very  far  yet, 
ninety-nine  per  cent  of  all  the  cards  that  are  attached  are  attached  by 
the  trainmen,  and  they  are  taken  off  by  the  repairmen.  Now,  then, 
if  we  say  to  the  trainmen,  '*Put  that  card  in  a  certain  place,*'  the 
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inspector  knows  where  to  go  for  it  every  time,  and  we  ought  to  do 
that. 

The  President  :    Is  there  any  further  discussion  ? 

Mr.  Garstang  :  I  move  that  the  Committee  on  Standards  desig- 
nate the  place  to  locate  the  card.     (Seconded.) 

The  motion  was  carried. 

Mr.  Rhodes:  Mr.  Chairman,  I  would  move  that  recommenda- 
tions I  to  17,  inclusive,  be  referred  to  letter  ballot. 

The  motion  was  seconded  by  Mr.  Hayward,  and  carried. 

Mr.  Rhodes  :  I  move  that  the  second  recommendation  of  the 
committee,  numbered  from  i  to  5,  be  referred  to  the  Committee 
01  Subjects. 

The  motion  was  seconded  by  Mr.  Schroyer,  and  carried. 

The  President  :  We  will  now  take  up  the  report  of  the  com- 
mittee appointed  to  confer  with  the  auditors,  through  Mr.  J.  S.  Lentz, 
chairman. 

Mr.  Lentz  read  the  following  report : 

REPORT  OJF  COMMITTEE  ON  CONFERENCE  WITH  AUDITORS. 

Your  committee  appointed  to  confer  with  a  committee  of  the  American 
Railway  Accounting  Officers'  Association,  with  a  view  of  recommending  a  plan 
for  the  simplifying  of  bills  and  accounts,  met  with  a  committee  of  that  Asso- 
ciation at  Pittsburg,  Pa.,  on  January  27. 

After  a  careful  consideration  of  the  subject,  the  following  resolutions  were 
unanimously  agreed  to : 

ist.  That  all  charges  against  any  one  railway  company  or  individual  car 
owner,  as  shown  by  the  representation  in  the  Master  Car  Builders'  Association, 
must  be  consolidated  into  one  monthly  bill. 

2d.  That  the  standard  forms  for  the  rendering  of  bills  under  the  Master 
Car  Builders'  Rf  les  shall  be  as  follows  : 

Form  "  A" — For  repairs  to  cars. 
Form  ••  B  " — For  wheel  and  axle  work. 
Form  ••  C  " — For  summary  of  bills. 

3d.  That  no  bill  shall  be  returned  for  correction  on  account  of  error  for 
less  than  ji.oo  in  aggregate  of  bill,  but  said  bill  shall  be  passed  for  payment  at 
once,  and  the  alleged  error  brought  to  the  attention  of  the  road  rendering  the 
same  within  sixty  days  from  date  of  bill.  The  receiving  road  shall  at  once 
issue  authority  for  counter  bill  to  cover  the  acknowledged  error.  If  the  alleged 
error  is  not  conceded,  the  matter  is  to  be  promptly  referred  to  the  Arbitration 
Committee  for  decision. 

4th.  That  the  Executive  Committee  of  the  Master  Car  Builders'  Associa- 
tion instruct  the  Secretary  to  obtain  from  each  representative  member  of  the 
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Master  Car  Builders'  Association  a  classification  of  all  cars  the  road  which  he 
represents  owns  or  controls.  That  this  list  be  printed  and  distributed  in  such 
manner  as  the  Executive  Committee  may  direct. 

Your  committee  does  not  think  it  advisable  to  submit  any  recommendations 
in  regard  to  depreciation  of  passenger  equipment  cars  as  between  different  rail- 
road companies. 

Your  committee  recommends  that  resolutions  Nos.  i,  2  and  3  be  incorporated 
in  the  M.  C.  B.  Rules  of  Interchange,  and  the  adoption  by  the  Association  of 
Resolution  No.  4.  Respectfully  submitted. 

Jno.  S.  Lentz, 
W.  W.  Attbrbury, 
W.  Garstang, 

Committee. 
South  Bethlehem,  Pa.,  May  16,  1898. 
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The  President  :  Gentlemen,  you  have  heard  the  report.  What 
is  your  pleasure? 

Mr.  Mitchell  :  I  move  that  the  report  be  received  and  that  each 
item  be  considered  by  itself. 

Mr.  Cloud  :  The  Arbitration  Committee  is  going  to  meet  this 
afternoon,  as  per  notice  which  was  given  here  a  little  while  ago,  and 
it  is  a  question  whether  it  would  not  be  well  to  have  that  committee 
consider  this  report.  I  believe  it  was  called  at  this  time  with  the 
idea  that  that  would  be  a  good  way  to  dispose  of  it  at  present. 

Mr.  Atterbury  :  I  move  that  this  report  be  referred  to  the  con- 
ference meeting  of  the  Arbitration  Committee  this  afternoon,  and  be 
brought  up  again  tomorrow  morning. 

The  motion  was  carried. 

The  President  :  I  will  call  for  the  report  on  Triple  Valve  Tests, 
G.  W.  Rhodes,  chairman. 

Mr.  Rhodes  :  Mr.  Chairman,  the  Committee  on  Triple  Valve 
Tests  has  not  prepared  any  written  report.  Our  verbal  report  is 
that  we  have  not  been  called  upon  to  make  any  investigation  of 
triple  valves  during  the  past  year.  The  committee  has  viewed  this 
indifference  of  railroad  managers  and  railroad  men  with,  I  might 
say,  almost  dismay.  We  have  reached  practically  the  same  condi- 
tion that  we  were  in  prior  to  the  brake  tests  Inaugurated  by  this 
Association  in  1886.  At  that  time  we  had  no  specifications  and  no 
requirements  for  power  brakes.  When  this  Association's  committee 
commenced  its  work,  rather  to  the  astonishment  of  the  whole 
country,  it  was  discovered  that  there  was  not  a  brake  that  was  in 
existence  at  that  time  that  was  suitable  for  long  freight  trains.  A 
great  deal  of  money  was  being  spent  on  certain  devices,  which 
the  committee  proved  beyond  any  question  unsuitable  for  long 
freight  trains  at  high  speed.  They  answered  well  enough  on  short 
four- or- five-car  trains  at  slow  speeds,  but  were  impracticable  at  the 
speeds  which  your  committee  found  it  advisable  to  make  tests  at. 
Now,  what  is  the  condition  today?  Are  we  not  taking  just  pre- 
cisely the  same  action  that  we  took  prior  to  1886?  Are  not  brakes 
being  introduced  today  that  have  not  been  subjected  to  the  pre- 
scribed test?  And  is  it  a  wise  thing  for  this  Association,  in  view 
of  its  past  efforts,  to  let  that  thing  go  on  ?  That  is  the  way  the 
committee  feels,  and  in  consultation  with  my  associates  we  consid- 
ered whether  we  would  not  ask   to   be    relieved  from  our  responsi- 
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bilities,  and  to  have  no  committee,  rather  than  to  have  a  commit- 
tee which  is  merely  a  figurehead.  In  consulting  with  a  number  of 
railroad  men  they  thought  that  it  would  not  be  wise  for  the  com- 
mittee to  take  that  action,  and  if  this  feature  of  the  railroads  was 
so  important  that  the  railroads  would  get  out  of  that  indifference ; 
and  with  that  view  our  committee  is  not  going  to  ask  to  be  dis- 
charged, but  we  do  hope  that  some  steps  will  be  taken  to  see  that 
air-brake  devices  reach  a  certain  stage  of  efficiency  before  they  get 
on  to  the  freight  cars  and  trains  of  the  railroads  throughout  this 
country.  This  thing  is  going  to  become  more  and  more  important. 
As  the  various  patented  devices  expire  there  will  be  greater  and 
greater  demand  to  get  more  of  these  devices  into  service,  and  it  is 
going  to  be  very  essential  for  the  welfare  of  the  railroads  in  this 
country  that  they  have  a  measure  of  standards.  We  have  got  it  in 
our  rules  now,  and  there  is  no  reason  why  we  should  not  know 
that  all  triple  valves  meet  these  requirements.     [Applause.] 

Mr.  Waitt  :  I  wish  to  heartily  indorse  the  sentiments  that  have 
been  brought  out  by  Mr.  Rhodes  in  connection  with  triple  valves  and 
triple-valve  tests,  and  the  relation  of  the  Master  Car  Builders*  Associ- 
ation to  the  results  of  such  tests.  We  are  being  compelled  on  lines 
of  safety  to  equip  our  cars  with  automatic  brakes.  It  is  necessary 
that  these  automatic  brakes  should  work  in  harmony.  Whatever  the 
device  may  be  in  the  line  of  triple  valve  that  is  applied,  it  must  work 
in  harmony  with  the  other  triple  valves  on  the  train.  We  have  a 
committee  which  is  able  and  willing  to  make  tests  and  report  results, 
and  we  have  facilities  for  testing  these  triple  valves.  We  have  adopted 
certain  rules  and  requirements  in  connection  with  what  a  triple  valve 
must  do.  They  have  all  been  worked  out  in  the  line  of  safety ;  in  the 
line  of  real  necessity  for  good  service.  It  seems  to  me  that  it  is  full 
time  for  our  Association  to  take  up  the  results  of  the  tests  that  this 
committee  has  made,  and  to  put  ourselves  on  record  as  considering 
that  the  best  practice  would  be  for  all  railroads  to  accept  and  use  only 
such  triple  valves  as  have  been  passed  and  found  to  be  satisfactory, 
under  our  rules,  by  the  committee  on  tests ;  and  I  think  it  would  be 
well  if  we  could  have  in  our  printed  proceedings,  among  perhaps  the 
recommended  practice,  a  list  of  the  triple  valves  that  have  passed  the 
test,  named  specifically  by  catalogue  number  and  by  maker's  name,  so 
that  they  would  be  known  as  accepted  and  approved  triple  valves  for 
use  on  the  railroads  represented  by  this  Association.  I  think  the  moral 
effect  of  that  would  go  far  toward  preventing  the  adoption  of  the 
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cheapest  thing  that  can  be  bought  when  new  cars  are  being  purchased, 
or  cars  are  being  equipped  for  the  first  time  with  air  brakes  ;  and  I 
surely  hope  that  some  action  of  that  kind  will  be  taken,  and  I  will 
indorse  any  motion  that  is  made  to  that  effect. 

Mr.  Mitchell:  The  Federal  law  tells  us  that  by  January  i,  1900, 
we  must  have  air  brakes  on  our  cars  so  that  they  will  work  and  readily 
interchange  one  with  another.  That  law  goes  into  effect,  as  I  said, 
January  i,  1900;  therefore,  the  Rules  of  Interchange,  as  revised  in 
1899,  will  have  to  contain  some  provision  for  changing,  at  the  car 
owner's  expense,  such  brakes  as  do  not  work  harmoniously  with  the 
majority  as  required  by  the  law.  I  therefore  make  a  motion  that  the 
Standing  Committee  on  Triple  Valves  this  year  obtain  triple  valves 
from  the  manufacturers  and  make  tests  of  them  and  report  the  results 
of  its  tests  to  this  convention  next  year,  giving  specific  names  and 
referring  to  catalogue  numbers,  so  that  we  will  know  exactly  what 
triples  will  work  in  accordance  with  our  requirements  and  what  triples 
will  not,  and  that  will  give  us  the  information  we  will  require  next 
year  in  order  to  make  the  Rules  of  Interchange  explicit.    (Seconded.) 

Mr.  Leeds:  Mr.  President,  before  that  motion  is  put  I  would  say 
that  I  was  in  hopes  that  this  matter  would  be  allowed  to  run  until 
next  year;  next  year  it  has  got  to  be  finally  settled.  During  that 
year  the  efficiency  or  inefficiency  of  other  devices  will  be  pretty  well 
developed  and  demonstrated.  I  believe  that  there  are  requirements 
in  our  triple  valve  tests  that  are  not  essential.  I  find  by  investigation 
that  a  great  many  are  interchangeable,  and  they  interchange  with  cars 
that  they  claim  will  not  work  in  harmony.  If  that  is  the  case  it  will 
practically  demonstrate  itself  in  the  coming  year  whether  these 
devices  are  efficient  or  inefficient.  We  already  have  in  our  rules  a 
rule  that  a  car  shall  not  be  considered  an  air-brake  car  unless  the 
triple  has  been  presented  to  and  passed  upon  by  our  committee.  I  do 
not  see  what  further  you  want  than  that.  In  fact,  if  that  rule  stands 
and  is  not  abrogated  the  coming  year,  it  does  exclude  many  of  the 
devices  that  are  being  offered ;  and  at  the  same  time,  in  the  coming 
year  it  can  be  very  well  demonstrated  whether  there  is  anything  that 
is  not  essential  contained  in  our  present  triple  valve  test.  Our  triple 
valve  test  of  the  present  time  is  based  upon  the  greatest  refinement 
that  has  ever  been  obtained  in  a  triple  valve.  The  question  arises 
whether  all  those  refinements  are  essential,  and  are  they  any  more 
essential  on  a  freight  train  than  they  are  on  your  palace-car  trains, 
where  you  have  not  got  them  ? 
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Mr.  Johnson  :  I  concur  in  the  remarks  of  Mr.  Waitt  and  Mr. 
Rhodes  in  reference  to  the  requirements  of  air  brakes  and  triple 
valves.  The  roads  have  been  very  dilatory  in  sending  triples  to  have 
them  tested.  Now,  sir,  as  the  gentleman  on  my  left  said,  it  would  be 
necessary  to  have  tests  made  by  the  Association.  This  I  heartily 
concur  in.  I  think  it  is  foolish  to  procrastinate  in  anything  that  is  so 
important  as  air  brakes.  If  we  leave  it  we  simply  await  the  time 
when  we  reach  the  precipice  and  are  pushed  over.  The  point  we 
have  before  us  is  well  illustrated  by  Mr.  Rhodes.  The  market  today 
is  being  glutted  with  different  appliances  to  answer  this  one  purpose. 
There  is  no  law  which  prevents  that,  and  there  is  nothing  that  compels, 
as  I  heard  today,  our  committee  to  take  those  triples,  test  them  and 
make  a  free  report.  As  I  understand  it,  the  committee  is  supposed  to 
wait  until  this  material  is  submitted  to  them  before  they  can  make  a 
proper  report  or  even  a  test.  I  believe,  sir,  that  the  time  has  come 
when  prompt  action  on  the  part  of  this  Association,  not  only  with 
triple  valves  but  many  other  things,  should  be  taken ;  and  I  like  to 
see  the  soldier  that  faces  the  music  and  does  not  wait  for  the  enemy  at 
a  distance,  but  is  ready  to  work  when  the  time  comes. 

The  President  :  Is  there  any  further  discussion  before  this  motion 
is  put?  The  motion  is  that  the  committee  make  tests  of  triple  valves, 
all  that  are  presented  —  all  triple  valves  in  use  —  and  report  all  those 
standing  the  test.     Is  that  it  ? 

Mr.  Mitchell  :  All  those  that  stand  the  test  and  all  those  that  do 
not  stand  the  test.  We  want  to  know  where  we  stand.  That  is  all. 
If  there  are  half  a  dozen  triples  in  the  market  and  there  are  three  we 
can  use  and  three  that  we  cannot  use,  we  want  to  know  what  they  are. 

Mr.  Humphrey  :  It  seems  to  me  we  are  going  to  lose  a  great  deal 
of  valuable  time,  and  I  would  like  to  ask  if  this  report  could  not  be 
made  to  the  Executive  Committee  of  this  Association  soon,  so  that 
the  report  could  be  in  the  hands  of  each  member  of  this  Association 
before  the  next  meeting.  In  this  way  the  owners  of  the  different 
devices  would  understand  that  they  would  have  to  present  to  the 
Committee  on  Triple  Valves  their  devices  for  a  test,  and  then  the  test 
could  be  made  and  the  report  sent  out ;  and  if  the  tests  were  not  made 
I  think  it  would  be  indicative  of  the  fact  that  their  triples  would  not 
come  up  to  the  standard,  and  the  members  of  this  Association  then 
would  know  whether  to  specify  or  use  any  of  those  triple  valves  that 
l^  not  answered  the  requirement.  If  it  is  in  order  I  would  make 
an  amendment  to  the  motion  which  is  now  before  the  house :    That 
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this  report  be  made  and  submitted  to  the  Executive  Committee  as 
soon  as  practicable,  to  be  printed  and  circulated  among  the  members. 

The  motion  was  seconded  by  Mr.  Johnson,  and  carried. 

The  President  :  Now,  the  question  before  the  bouse  is  the 
motion  as  amended.     Will  you  state  the  motion,  Mr.  Cloud  ? 

Mr.  Cloud  :  As  I  have  the  motion  it  is,  that  the  Standing  Com- 
mittee on  Triple  Valve  Tests  make  tests  of  all  triple  valves  now  on 
the  market  as  soon  as  practicable,  and  report  the  names  of  those 
which  pass  the  test,  and  those  which  do  not ;  that  this  report  be  made 
to  the  Executive  Committee,  which  shall  consider  it  and  publish  the 
information  to  the  members  during  the  year,  or  as  soon  as  ready. 

The  motion  was  carried. 

The  President  :  The  next  order  of  business  is  No.  12  —  Discus- 
ion  of  Questions  Propounded  by  Members. 

Mr.  Mitchell  :    Mr.  President,  the  noon  hour  is  here  now. 

The  President  :  That  is  what  we  are  getting  at,  Mr.  Mitchell. 
It  is  customary  to  limit  the  discussion  to  ten  minutes.  The  first 
topic  :   "  Lumber  Specifications  for  Freight  Cars  : 

"  (a)  Standard  sizes  for  longitudinal  sills  for  box^  stocky  long 
gondola^  and  hopper  gondola  cars, 

*'  {b)  Standard  width  of  siding  and  roofing  for  box  cars. 

**(/:)    The  best  substitute  for  white  pine  for  freight  car  siding,** 

Discussion  to  be  opened  by  Mr.  P.  Leeds. 

Mr.  Cloud  :  Mr.  Leeds  has  had  some  matter  printed  on  this  sub- 
ject since  the  reports  were  distributed  to  members,  so  that  we  are  able 
now  to  distribute  copies. 

Mr.  Johnson  :  I  would  make  a  suggestion  now,  that  the  chair- 
men of  the  different  committees  in  addressing  the  house  would  do  so 
from  the  stage.     They  can  do  it  so  much  better. 

The  President:  On  that  suggestion,  Mr.  Leeds,  will  you  step  up 
to  the  platform  ? 

Mr.  Leeds  :  I  thought  it  best  to  have  this  printed  in  this  man- 
ner, from  the  fact  that  I  would  like  to  have  the  specifications  torn  to 
pieces,  and  one  can  do  that  better  by  having  them  printed  and  not 
depending  upon  memory. 

Mr.  Leeds  then  read  the  following  discussion  : 
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TOPICAL  DISCUSSION  OF  MR.  P.  LEEDS  ON  LUMBER  SPECIFICA- 
TIONS  FOR  FREIGHT  CARS. 

Gentletnen  of  the  Master  Car  Builders'  Association  : 

Having  been  delegated  to  make  some  suggestions  relative  to  the  subject  of  lum- 
ber specifications  for  freight  cars,  I  note  that  the  committee  indicates  that  this  should 
be  confined  to  dimensions,  but,  in  my  opinion,  it  would  be  fully  as  essential  that  the 
quality  should  be  specified  first,  and  have  taken  the  liberty  to  outline  what,  in  my 
opinion,  would  enable  us  to  obtain  a  class  of  lumber  suitable  for  our  needs,  without 
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working  a  hardship  upon  the  mill  men  or  increasing  the  price  on  account  of  unneces- 
sary requirements.  With  such  specifications,  which  give  the  poorest  grade  that 
would  be  accepted,  there  should  not  be  any  question  between  mill  men  and  inspectors. 

RULES   FOR  INSPECTION   OF   LUMBER   FOR   MECHANICAL   DEPARTMENT. 

All  lumber  must  be  manufactured  from  sound,  growing  timber,  true  to  dimen- 
sions, straight  grained,  and  free  from  bark  edge,  splits,  shakes,  rot,  worm  holes,  loose 
or  rotten  knots,  or  sound  knots  above  the  dimensions  given,  or  so  located  as  to 
materially  impair  the  strength  or  durability  of  the  piece. 

In  framing  material,  where  the  cross-section  is  4  by  8  inches  and  upward,  sound 
knots  I  y^  inches  in  diameter  will  be  allowed,  if  not  less  than  three  feet  apart  and 
not  less  than  one-fourth  the  width  of  the  piece  from  the  edge.  Pieces  which  con- 
tain the  heart  center  must  be  cut  so  the  center  of  heart  will  be  not  less  than  two 
inches  from  either  side  or  edge.  Pieces  which  do  not  contain  the  center  heart,  as 
above,  shall  not  be  sawed  less  than  one  inch  on  side  or  edge,  or  two  inches  on  cor- 
ner from  center.  Bright  sap  will  be  allowed  to  the  extent  of  yi  inch,  measured  at 
its  least  depth  (see  Figs,  i  and  2),  provided  that  when  on  the  side  of  a  piece  the 
poorest  edge  shall  show  three-quarters  of  thickness  sound  heart  (Fig.  2)  ;  when  sap  is 
on  one  comer  of  a  piece  it  must  show  two-thirds  the  depth  and  one-half  the  thick- 
ness of  good  heart  timber  (Fig.  3);  when  on  two  corners  it  must  show  sound 
heart  three-quarters  of  width  and  depth,  respectively,  on  poorest  edge  and  sap  side 
(Fig.  4) ;  when  it  shows  on  four  corners  the  edges  must  show  three-quarters,  and 
the  sides  seven- eighths  of  heart  timber  (Fig.  5). 

In  smaller  dimensions  the  knots  and  all  other  defects  must  decrease  in  proportion. 

All  main  sills,  side  plates,  side  boards,  running  boards,  ridgepoles,  purlines  and 
pine  flooring,  when  of  long  leaf  yellow  pine,  must  be  cut  in  the  States  of  Georgia, 
Florida,  Mississippi  or  Alabama. 

Side  boards,  flooring,  running  boards,  ridgepoles,  purlines,  etc.,  must  have 
one  entire  heart  face,  and  not  less*  than  three-quarters  the  width  on  opposite  side, 
with  one-half  the  thickness  on  both  edges  heart. 

Siding  and  lining  for  freight  cars  should  be  ordered  in  i  by  4  inch  strips,  or 
proper  widths  to  make  them,  and  such  strips  should  have  one  clear  heart  face ; 
bright  sap  on  opposite  side,  and  two  sound  knots  %  inch  diameter  to  each  strip  of 
eight  feet  in  length,  ^ill  be  accepted.  When  ordered  in  wide  boards  the  inspection 
will  be  in  accordance  with  this.  This  lumber  must  be  free  from  pitch  streaks  and 
pockets. 

For  Winslow  roofing  in  strips  of  6  inches  wide,  bright  sap  to  the  extent  of  one- 
third  the  width,  and  two  sound  knots  ^  inch  diameter  in  a  piece  five  feet  long,  will 
be  admissible,  if  not  near  the  edge. 

For  double  board  roofing,  one  face  must  be  clear  heart  and  free  from  knots, 
opposite  side  and  edges  not  less  than  one-half  heart. 

Stock  boards  ten  inches  and  over  will  be  accepted  with  perfectly  sound  knots 
of  2  inches  diameter,  if  fairly  intergrown  to  prevent  falling  out,  to  the  extent  of 
three  in  a  length  of  twelve  feet,  if  not  located  near  the  edge.  Sap  should  not 
exceed  one-third  width  of  board  on  either  side. 

Common  boards  can  be  all  bright  sap  if  clear  from  knots,  or  one-half  sap  with 
sound  knots,  as  in  stock  boards. 
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On  orders  for  oak,  nothing  but  White  or  Burr  oak  will  be  accepted. 

Blue  sap  will  not  be  accepted  in  anything,  but  in'  common  boards  a  slight  stain 
will  be  admissible. 

As  these  rules  are  d^criptive  of  the  poorest  qualily  that  will  be  accepted,  it  is 
expected  that  at  least  seventy-five  per  cent  of  each  shipment  will  be  of  a  superior 
quality,  and  in  making  re()ort  of  inspection  to  purchasing  agent  on  Form  261,  the 
number  of  pieces  coming  under  different  classifications  will  be  reported,  or  in  case  of 
boards,  the  percentage  of  the  carload. 

In  making  requisitions,  and  reporting  on  Form  261,  the  different  grades  needed, 
and  received,  will  be  indicated  by  numbers  as  follows  : 

No.  I.  To  be  clear  heart  throughout  and  contain  no  center  heart.  This  grade 
to  be  used  for  pattern-making,  ffne  cabinetwork,  pilots,  passenger  car  siding,  platform 
and  truck  timbers  for  passenger  equipment  only. 

No.  2.  To  have  three  corners  free  from  sap  and  contain  no  center  heart.  To  be 
used  for  brake  beams,  draft  timbers^  body  bolsters,  passenger  car  framing,  etc. 

No.  3.  To  be  in  accordance  with  general  description  and  cuts  for  framing  mate- 
rial.    For  general  use. 

No.  4.   To  be  as  per  general  description  for  side  boards,  flooring,  etc. 

No.  5.   To  be  as  per  general  description  for  siding  and  lining. 

No.  6.    To  be  as  per  general  descripiion  for  Wins  low  roofs. 

No.  7.    To  be  as  per  general  description  for  double  board  roofs. 

No.  8.    To  be  as  per  general  description  for  stock  boards. 

No.  9.   To  be  as  per  general  description  for  common  boards. 

As  these  rules  apply  to  all  kinds  of  wood,  requisitions  and  orders  should  be  made 
out,  giving  quantity,  kind  of  wood,  dimensions,  for  what  use,  and  then  designate  the 
grade  or  quality  by  number,  care  being  taken  not  to  designate  a  superior  quality  to 
what  is  really  needed,  as  it  is  but  reasonable  to  expect  that  prices  will  be  governed 
by  the  grading. 

As  to  the  dimensions  called  for  under  paragraph  "  a."  In  my  opinion  one  size 
of  sill  is  proper  for  any  of  this  class  of  car,  and  as  a  4  by  10  will  give  all  the  strength 
necessary  for  compression  and  for  carrying  between  bearings,  the  principal  point  is  to 
guard  against  the  tendency  to  break  over  the  transoms.  On  this  account  I  would 
recommend  greater  thickness  in  preference  to  depth,  on  account  of  the  removal  of 
valuable  material  by  the  vertical  bolts,  a  5  by  10  with  a  three-quarter  bolt  hole 
through  it  being  less  liable  to  break  at  this  point  than  a  4  by  12  with  (he  same  sized  hole 
through  it;  and  as  all  of  our  carrying  capacity  is  practically  dependent  upon  the 
trussing,  I  consider  these  sizes  sufficient  for  any  class  of  car. 

As  regards  paragraph  "b."  In  my  opinion  all  siding  and  lining  should  be  ^% 
inches  face,  as  this  can  be  got  out  from  the  commercial  widths  of  four  inches,  and 
will  give  no  trouble  by  shrinkage,  and  further  is  capable  of  being  securely  fastened 
with  a  reasonable  number  of  nails.  The  making  of  siding  and  lining  uniform 
enables  us  to  use  our  material  to  better  advantage  —  the  best  for  siding,  and  inferior 
grade  for  lining.  Roofing  is,  in  my  opinion,  most  economically  worked  and  laid 
from  6-inch  strips,  giving  a  face  of  5  j^  inches,  two  nails  to  a  crossing. 

Paragraph  "  c."  In  my  opinion  first-class  yellow  poplar  is  not  only  the  best 
substitute  for  white  pine,  but  fully  equal,  as  there  is  nothing,  so  far  as  my  observation 
goes,  that  will  hold  paint  as  well,  and  it  also  holds  the  nail  fairly  well.     Many  of  us 
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have  to  use  hard  pine  on  account  of  excessive  cost  of  white  pine  or  yellow  poplar,  bat 
it  is  not  a  good  substitute,  where  they  can  be  obtained  at  a  reasonable  advance  in 
cost.  The  argument  advanced  in  favor  of  steel  versus  cast  iron,  etc. ,  of  dead  weight, 
will  apply  fully  to  this  matter  of  siding,  and  I  know  of  nothing  that  is  a  substitute 
for  white  pine  or  yellow  poplar  where  they  can  be  obtained  at  a  reasonable  cost. 

I  hope  there  will  be  a  discussion  of  the  subject  of  standard  dimensions  not  only 
as  advanced,  but  the  desirability  of  standard  dimensions  for  all  material  consfituting 
the  framing  of  a  car.  If  we  could  get  widths  and  thickness  uniform,  the  length 
would  not  be  so  essential,  although  desirable.  In  my  opinion,  all  cars  of  certain 
classes  should  be  uniformly  framed ;  not  only  would  we  get  the  benefit  in  repairs  of 
foreign  cars  without  delay,  but  when  specifications  were  issued  (as  they  frequently 
are)  calling  for  all  lumber  and  timber  to  be  seasoned  on  the  stick  for  at  least  six 
months,  although  calling  for  a  delivery  within  sixty  days,  they  will  not  be  so  apt  to 
call  up  a  derisive  smile,  inasmuch  as  manufacturers  could  then  not  only  stock  up  for 
seasoning  and  take  advantage  of  the  market,  but  they  could  well  afford  to  build 
such  standard  cars  in  stock,  and  when  offered  a  contract  in  which  the  delivery  was 
the  essence  of  such  contract,  would  only  have  to  letter  well-seasoned  cars,  instead  of 
having  to  pick  the  buds  and  leaves  off  such  **  seasoned  *'  timber  as  will  persist  in 
growing  while  in  process  of  construction  into  cars  for  prompt  delivery. 

P.  Leeds. 

The  President  :  There  is  live  minutes  more  time  for  this  subject, 
if  any  gentleman  has  anything  further  to  say. 

Mr.  Hay  ward  :  Mr.  Chairman,  I  hope  there  will  be  a  free  dis- 
cussion, particularly  of  the  last  paragraph,  on  the  standard  dimensions 
of  cars.  As  the  freight  car  today  is  interchangeable  all  over  the 
country,  it  no  longer  is  a  question  as  to  how  we  will  build  our  cars 
altogether  from  our  own  standpoint.  We  have  got  to  consider  the 
particular  question  of  interchangeability.  It  is  quite  as  important  for 
any  one  road  in  the  country  to  have  cars  of  uniform  strength  and 
uniform  size  of  material  for  repairs,  as  it  is  for  any  one  road  to  con- 
sider it  in  regard  to  their  own  equipment ;  and  that  is  one  of  the 
great  troubles  we  are  having  in  the  interchangeability  of  cars,  namely, 
the  fact  that  the  materials  differ  sometimes  but  slightly,  and  conse- 
quently we  use  the  material  we  have  so  close  to  the  size  that  the  dif- 
ference is  scarcely  apparent.  We  find  that  a  car  after  having,  as  we 
consider,  been  well  repaired  and  very  close  to  the  standard  of  the 
company  in  sizes,  will  be  rejected  for  wrong  material,  although  prac- 
tically the  material  is  the  same  in  every  respect.  Then,  again,  a  great 
many  roads  have  their  standard  material  on  hand,  and  they  have  to 
cut  that  down  to  suit  at  a  loss,  or  else  carry  odd  sizes,  and  I  think 
that  this  subject  is  one  that  admits  of  a  very  wide  discussion  among 
the  members,  and  T  would  be  glad  to  hear  from  somebody  on  it. 
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Mr.  HiGGiNS  :  I  note  that  Mr.  Leeds  has  only  suggested  one  sub- 
stitute for  white  pine  siding  and  lining,  and  I  wish  to  say  a  word  in 
favor  of  Norway  pine  siding  and  lining.  The  road  I  am  with  has 
used  Norway  pine  siding  and  lining  for  many  years  on  all  of  its  box 
cars  with  very  good  results.  It  may  seem  strange,  but  it  is  a  fact, 
that  the  Norway  pine  we  get  holds  the  paint  well,  and  the  same  is 
true  with  the  nails,  and  by  the  use  of  Norway  pine  we  are  saving  con- 
siderable money  on  cars.  We  specify  Norway  pine  for  new  cars,  and 
we  use  it  in  the  repair  of  old  cars. 

Mr.  Leeds  :  I  would  like  to  ask  the  gentleman  if  the  Norway 
pine  is  not  considered  as  of  the  white-pine  family  ?  If  not,  I  beg  to 
correct  myself,  inasmuch  as  I  did  not  exclude  the  Norway  or  intend 
to  —  merely  taking  that  as  one  of  the  white-pine  family  and  I 
included  it  as  such.     Thave  no  fight  against  the  Norway  pine. 

Mr.  Hennessey  :  The  Chicago,  Milwaukee  &  St.  Paul  road  has 
been  using  a  siding  and  roofing  since  1890  which  we  think  equals  or 
excels  the  average  grade  of  pine  that  is  in  the  market  today  for  siding 
or  roofing  ;  and  that  is  what  is  termed  **  Douglas  Fir  "  or  '*  Oregon 
Fir";  some  call  it  "Washington  Fir."  We  buy  it  sawed  vertical 
grain.  If  it  is  sawed  that  way  we  get  no  scales  on  it,  which  Norway 
pine  is  subject  to.  It  holds  the  paint  well,  and  for  lasting  qualities  I 
think  it  is  equal  to  any  pine  in  the  market,  if  not  better. 

A  Member  :    How  about  shrinking  ? 

Mr.  Hennessey:  I  do  not  think  that  the  shrinkage  is  any 
greater  than  it  is  with  pine  if  properly  dried. 

Mr.  Appleyard  :  I  would  like  to  indorse  what  Mr.  Hennessey 
says  in  regard  to  the  Oregon  fir.  We  have  used  a  considerable 
amount  of  that  in  our  freight  cars  and  for  passenger-car  floors,  and 
we  find  it  gives  excellent  results  both  as  to  wearing  qualities  and 
strength.  The  lumber  is  lighter  than  pine  and  works  exceedingly 
well,  and  I  think  that  some  specification  as  to  the  kind  of  lumber 
which  can  be  substituted  for  white  pine  in  the  repairs  to  foreign  cars 
should  be  made  by  the  Association.  A  case  in  point  is  this :  about 
a  month  ago  we  made  repairs  to  a  fast  line  refrigerator  car,  replacing 
some  broken  sheathing  on  the  end,  in  which  we  used  the  Oregon  fir — 
not  having  the  white  pine  sheathing  —  supposing  it  to  be  fully  as  good 
as  the  white  pine.  The  car  went  home  with  our  repair  card  upon  it, 
and  in  the  course  of  time  a  bill  was  made  against  us  with  a  joint- 
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evidence  card  saying  that  we  had  used  yellow  pine  sheathing  in  place 
of  white  pine,  and  that  they  wanted  to  be  reimbursed  for  it.  Now,  I 
think  that  it  is  simply  ridiculous  that  we  should  be  charged  for  using 
wrong  lumber  in  a  case  of  that  kind. 

Mr.  Small  :  I  want  to  mention  a  similar  case,  and  to  refer  to 
California  redwood  for  siding  and  roofing.  We  had  occasion  to 
repair  a  foreign  car  and  used  redwood  ;  in  the  course  of  time  we 
received  a  bill.  Thjcy  had  billed  some  other  material  —  I  suppose 
standard  for  that  road.  Now,  redwood  is  the  most  durable  wood,  I 
presume,  that  there  is  in  the  country.  We  should  feel  very  sad, 
indeed,  if  we  should  have  to  do  without  it.  A  great  many  members 
are  not  familiar,  probably,  with  redwood.  I  trust  if  they  find  it  on 
any  of  their  cars  they  will  not  send  us  a  bill  for  wrong  material. 

Mr.  Charpiot  :  From  what  has  been  said  I  think  it  would  be  a 
very  good  plan  hereafter  whenever  we  build  a  car  to  put  on  the  sides, 
"This  is  Oregon  Fir,'*  "This  is  Yellow  Pine,'*  "This  is  Norway 
Pine,"  or  "  This  is  Southern  Pine,"  or  "  Long-Leaf  Pine,"  or  we  can 
even  go  so  far  as  to  givenhe  botanical  name,  in  order  that  there  shall 
be  no  mistake  about  it.  [Laughter.]  Why  is  it  that  we  cannot 
agree  on  accepting  certain  physical  tests  which  we  all  acknowledge  to 
be  satisfactory,  and  agree  in  accepting  anything  that  will  meet  these 
tests  ?  There  has  been  a  great  deal  said  about  yellow  pine.  Well,  I 
have  used  yellow  pine  for  sixteen  years  in  the  South  for  all  purposes 
in  building  rolling  stock,  and  I  do  not  see  that  we  have  any  trouble 
with  it  in  any  way,  and  if  anyone  ever  has  I  would  like  to  know  what 
the  character  of  the  trouble  is,  except  so  far  that  it  did  not  particu- 
larly fit  the  kind  of  material  they  used  heretofore  and  considered  the 
thing  they  ought  to  have.  I  think  that  if  this  Association  wants  to 
put  itself  on  record  as  a  utilitarian  body,  it  would  be  well  to  adopt 
rules  in  regard  to  this  thing  that  would  make  it  easier  for  everybody 
to  maintain  rolling  stock  and  to  keep  it  in  service,  which  is  the  main 
use  of  rolling  stock — instead  of  the  inspectors  wasting  time  finding 
out  the  quality  of  the  material  of  which  it  is  made. 

The  President  :  The  time  has  been  already  exhausted,  and 
unless  there  is  a  motion  to  continue  the  subject  we  will  pass  to  the 
next,  which  is  No.  2,  entitled  :  **  The  present  Master  Car  Builders^ 
Journal  Boxes ^  Stop  Wedges,  Brasses  and  Lids  : 

*'((?)  //  is  claimed  that  the  present  shape  of  top  of  7oedge  is  a 
source  of  danger  Ify  throwing  center  of  load  outside  or  inside  of  center 


Digitized  by 


Google 


71 

of  journal^  thereby  concentrating  load  on  one  end  or  the  other ^  instead 
of  distributing  it  equally. 

"  (^)  A  consideration  of  the  general  form  of  box  and  the  present 
lidy  which  has  not  been  entirely  successful  as  a  dust-proof  covering, 

**  (r)    Limiting  thickness  of  journal  bearings  when  worn  out^ 

I  do  not  see  any  person  named  here  for  opening  the  discussion. 

Mr.  Cloud  :  I  see  some  gentlemen  are  going  out,  and  would  like 
\o  say  there  is  no  roll  call  today,  and  any  members  who  wish  to  be 
recorded  as  present  should  leave  a  card  in  the  box  at  the  door. 

Mr.  Ball  read  the  following  discussion  : 

The  top  surface  of  the  present  M.  C.  B.  key  is  in  the  shape  of  cylindrical  seg- 
ment, the  radius  of  the  curve  being  78  inches.  When  the  journal  box  is  in  its 
normal  position,  it  is  in  contact  with  the  key  at  its  center,  and  load  which  it  supports 
is  dbtributed  uniformly  lengthwise  of  the  journal.  Any  necessary  adjustment 
between  the  box,  key  and  brass  by  reason  of  truck  imperfections  is  obtained  by  a 
rocking  motion  of  the  box  on  top  of  the  key.  It  follows  that  an  adjustment  obtained 
in  this  way  necessarily  implies  an  eccentricity  of  bearing  between  the  box  and  key, 
resulting  in  increasing  the  unit  pressure  al  one  end  of  the  journal,  and  to  such  an 
extent  at  times  as  to  seriously  interfere  with  proper  lubrication. 

In  the  examination  of  trucks  that  have  been  in  service  for  some  time  it  will  be 
noticed  that  a  large  percentage  of  the  boxes  are  inclined  out  of  the  vertical.  In 
most  cases  it  will  be  found  that  the  tendency  of  box  is  to  incline  outwardly  at  the 
bottom,  throwing  the  load  toward  the  rear  of  the  journal. 

In  pedestal  type  of  trucks  this  condition  is  very  noticeable  from  the  excessive 
wear  which  takes  place  between  the  pedestals  and  box  guides  at  top  of  box.  A 
further  evidence  of  the  want  of  uniformity  in  the  distribution  of  the  load  is  seen  in 
the  unevenly  worn  bearings  which  are  removed  from  time  to  time.  It  is  well  known 
that  the  rear  end  of  the  journal  is  the  most  difficult  part  of  the  journal  to  keep  prop- 
erly lubricated,  owing  to  the  tendency  of  the  packing  to  shift  out  of  position,  and  also 
to  the  amount  of  grit  and  sand  that  is  carried  in  through  the  rear  of  the  box. 

Add  to  these  obstacles  to  proper  lubrication  the  excessive  bearing  pressure  at 
the  rear  end  of  brass,  and  we  have  a  combination  at  work  that  sooner  or  later  gives 
the  inspector  an  opportunity  to  send  in  a  report  of  a  hot  box,  resulting  from  a 
"doubtful"  cauAe. 

What  is  desired  is  a  key  or  brass  that  will  adjust  itself  to  the  inequalities  of  the 
truck,  and  at  the  same  time  maintain  a  uniform  distribution  of  the  load  lengthwise 
of  journal.  This  condition  cannot  be  obtained  with  the  use  of  the  present  M.  C.  B. 
standard  key. 

The  President  :  Is  there  any  further  discussion  ?  If  not,  we 
will  proceed  to  the  next,  which  is  No.  3  :  ^^ Limit  Gauges  for  Safe 
Allowable  Wear  in  Master  Car  Builders'  Coupler. " 

Mr.  Waitt  :  I  would  like  to  suggest  that  the  discussion  of  that 
subject  be  taken  up  in  connection  with  No.  13,  that  is,  in  connection 
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with  the  M.  C.  B.  coupler,  and  the  security  in  connection  with  trains 
breaking  in  two.  I  see  my  name  is  down  to  open  that  discussion.  As 
this  matter  of  Limit  Gauges  for  Safe  Allowable  Wear  is  one  of  the 
principal  points  I  have  in  mind,  I  would  like  to  see  it  deferred  until 
•then. 

The  President  :  We  will  pass  No.  3,  then,  and  take  up  No.  4  : 
'^A  Consideration  of  the  Best  Arrangement  of  Air-Testing  Plant  for 
Large  Terminal  Points y     Discussion  to  be  opened  by  H.  F.  Ball.t 

Mr.  Ball  read  the  following  discussion  : 

A   CONSIDERATION  OF  THE   BEST  ARRANGEMENT  OF  AIR- 
BRAKE TESTING   PLANT   FOR   LARGE  TERMINAL 
POINTS. 

The  subject  of  air-brake  testing  plants  at  terminal  points  is  one  of  great  moment 
to  car  department  men,  involving,  as  it  does,  the  proper  maintenance  of  one  of  the 
most  important  features  of  the  present-day  freight  equipment  car. 

At  the  eastern  terminus  of  the  L.  S.  &  M.  S.  R'y  an  air-brake  testing  plant, 
suitable  for  taking  care  of  a  large  number  of  cars,  which  it  is  intended  the  yard  will 
handle,  was  recently  installed.     A  brief  description  of  this  plant  follows : 

Air  is  furnished  by  a  duplex  compressor  having  8  by  8  inch  steam  cylinders, 
and  i^%  by  8  inch  and  9  by  8  inch  air  cylinders.  Air  is  compressed  into  a  storage 
tank  of  ioo  cubic  feet  capacity,  located  in  the  open  air  and  within  thirty  feet  of  the 
compressor.  A  2- inch  main  feed  pipe  conveys  the  air  from  top  of  storage  tank  to  a 
point  opposite  the  repair  yard,  from  which  point  branch  feed  pipes  \]^  inches  in 
diameter  convey  the  air  to  the  branch  lines  on  the  repair  and  inspection  tracks. 

Four  branch  lines  of  i^-inch  pipe,  having  connections  spaced  Bfty  feet  apart, 
complete  the  equipment  for  -six  repair  tracks.  The  branch  lines  are  located  midway 
between  the  tracks,  pipes  and  connections  being  secured  in  place  on  top  of  the 
planking. 

In  the  inspection  yard  fourteen  inspection  tracks  are  taken  care  of  by  seven 
branch  lines  of  iji^-inch  pipe.  Each  line  of  pipe  furnishes  air  for  two  tracks;  it  is 
laid  on  top  of  ties,  as  close  to  the  rail  as  practicable,  and  is  held  in  place  by  ^-inch 
wrought  staples  driven  into  the  ties.  Connections,  consisting  of  I -inch  Westing- 
hdjise  couplings  threaded  at  one  end  and  screwed  into  I -inch  cut-out  cocks,  and 
connected  to  tees  in  line  pipe  by  2j|^-inch  nipples,  are  located  at  distances  of  100 
feet  apart.  Each  connection  is  inclosed  in  a  box -shaped  casting,  the  top  and  end  of 
which  are  hinged  and  pivoted,  forming  a  lid.  The  box  is  secured  to  the  tie  by 
screws.  On  each  ^ide  of  the  box  a  wooden  fender,  of  wedge  shape,  is  provided  for 
the  safety  of  switchmen  and  others  working  in  the  yard.  These  fenders  are  of  oak 
and  securely  nailed  to  the  ties  on  which  they  rest.  Cut  herewith  of  "  Track  Con- 
nection Box"  illustrates* the  construction. 

An  expansion  arrangement  is  provided  every  300  feet.  This  consists  of  two 
short  sections  of  i  j^-inch  air-brake  hose  connected  together  at  one  end  by  hose  nip- 
ples, elbows  and  a  union, and  the  opposite  ends  connected  with  the  line  pipe  by  hose 
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nipples  and  elbows,  the  whole  forming  a  U-bend  in  the  line.  The  expansion 
arrangements  are  inclosed  in  a  manner  similar  to  the  hose  connections. 

All  pipe  used  in  the  plant  is  extra  heavy  galvanized  pipe. 

At  the  junction  of  the  branch  feed  pipes  with  the  branch  lines  on  the  inspection 
and  repair  tracks,  valves  are  provided,  so  that  in  case  of  necessity  any  one  of  the 
branch  lines  may  be  cut  out  and  not  interfere  with  the  working  of  the  remainder  of 
the  plant. 

The  location  of  pipe  on  top  of  ties  close  to  rail,  and  the  detail  arrangement  of 
hose  connections  above  described  would  seem  to  commend  themselves  from  the 
standpoint  of  economy  in  cost  of  installation,  also  in  cost  of  maintenance.  No 
trouble  can  be  experienced  with  water  lying  in  box  and  freezing,  it  being  drained  off 
as  rapidly  as  it  enters  the  box.  The  length  of  connection  box  being  not  over 
eighteen  inches  from  rail,  and  having  tapered  fenders  on  each  side,  presents  very 
Kltle  obstruction  for  switchmen  to  stumble  over.  In  the  event  of  repairs  to  track  the 
work  can  be  done  without  interfering  to  any  extent  with  the  pipe  line. 

In  the  plant  above  described  we  have  about  23,000  feet  of  pipe,  the  storage 
capacity  of  which  represents,  approximately,  2,700  cubic  feet. 

The  inspection  tracks  are  provided  with  206  connections.  A  plant  of  the  above 
description,  with  connections,  boxes,  etc.,  located  as  described,  can  be  installed  for 
about  15  cents  per  running  foot.     This  is  exclusive  of  compressor  and  storage  tanks. 

The  President  :  Is  there  any  further  discussion  on  this  sub- 
ject?    If  not,  we  will  proceed  to  the  next. 

Mr.  Bush  :  I  hardly  think  it  is  quite  fair  to  let  that  question 
pass  by  without  some  further  discussion.  As  a  matter  of  general 
interest  in  connection  with  this,  I  would  state  that  I  recently  made 
some  investigation  covering  the  present  condition  of  air  brakes  which 
bears  indirectly  on  this  question.  It  shows  the  necessity  of  some- 
thing comprehensive  at  large  terminals  for  taking  care  of  air-brake 
cars.  What  I  wanted  to  say  was  this :  That,  taking  a  lot  of  cars 
promiscuously,  over  fifty  per  cent  of  the  air  brakes  were  in  such  a 
deplorable  condition,  owing  to  lack  of  care,  that  a  service  applica- 
tion could  not  be  obtained  at  all,  except  with  the  maximum  reduc- 
tion that  is  necessary  for  that,  and  in  a  great  many  cases  service 
application  could  not  be  obtained  at  all,  nor  the  emergency  appli- 
cation, and  I  think  we  are  all  equipping  cars  so  generally  with  air 
brakes  now,  that  something  comprehensive,  something  systematic, 
is  called  for. 

Mr.  Hatswell  :  The  matter  of  testing  air  brakes,  as  Mr.  Ball 
has  said,  is  an  important  one,  but  I  would  ask  whether  he  intends 
a  plant  of  this  kind  to  be  exclusively  for  the  testing  of  air  brakes. 
I  would  say  that  we  have  an  air  plant  of  this  description.  We  have 
three  compressors  in  different  shops  and  we  use  the  air  at  100  pounds 
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pressure  for  all  purposes  about  the  shops,  such  as  hoisting,  etc.,  and 
where  we  have  our  connections  for  testing  air  brakes,  we  put  on  a 
reducing  valve  to  bring  the  pressure  down  from  loo  pounds  to  that 
of  the  air-brake  service. 

The  President:  Is  there  any  further  discussion  on  this  sub- 
ject?    If  not,  we  will  proceed  to  the  next,  which  is  No.  5. 

^^  Standard  Truck  for  60yOOO-pound  capacity  cars  ; 
K  it      (t    So^ooo      **  *'  ** 

ti  ^t        it  foOfOOO       "  *'  " 

**  (tf)  To  consider  the  advisability  of  the  Master  Car  Builders' 
Association  adopting  standard  trucks  for  cars  of  these  capacities^  or 
the  possible  adoption  of  standard  parts ,  with  a  view  to  decreasing  the 
number  of  varieties  of  parts  noiv  used. 

**  (^)  The  relative  efficiency  of  metal  trucks  of  various  forms  as 
compared  with  each  other  and  with  the  Diamond  truck,  comprehend- 
ing the  cost  of  maintenance,  the  effect  on  wheels  and  journals  y  and  as 
regards  safety, 

'^  (c)    The  results  obtained  by  the  use  of  metal  body  bolsters, 

*'  (^)  A  design  for  the  best  and  most  economical  truck  bofster  for 
Diamond  trucks,  with  a  consideration  of  the  best  material  for  this 
purpose, 

' '  {e)  Has  the  pressed  steel  truck  demonstrated  the  fact  that  it  is 
superior  to  the  Diamond  truck  and  can  be  maintained  more  cheaply 
than  the  latter  with  arch  bars  i}(  by  4  inches  under  60, 000- pound 
capacity  cars," 

The  discussion  is  to  be  opened  by  Mr.  E.  D.  Bronner. 

Mr.  Bronner  read  the  following  discussion : 

Topic  No.  5  is  rather  a  broad  question  to  handle  on  short  notice  and  in  a  lim- 
ited time.  On  account  of  the  short  notice  I  was  unable  to  secure  definite  statis- 
tics and  statements  of  experience  from  the  membership,  and  will,  therefore,  be 
obliged  to  rely  on  my  own  experience  and  what  few  statistics  I  had  on  hand. 
Many  of  our  members  have  had  large  experience  with  metal  trucks  of  various 
forms,  and  will  undoubtedly  be  able  to  add  to  the  interest  and  value  of  the  dis- 
cussion. 

"  (a)  To  consider  the  advisability  of  the  Master  Car  Builders'  Association 
adopting  standard  trucks  for  cars  of  these  capacities,  or  the  possible  adoption  of 
standard  parts,  with  a  view  to  decreasing  the  number  of  varieties  of  parts  now  used." 

As  long  as  I  can  remember  anything  of  Association  affairs,  the  question  of  stand- 
ard trucks  has  periodically  been  a  subject  for  committee  work  and  discussion.  I 
remember  fifteen  years  back,  when  I  was  in  the  drafting  office,  that  I  put  in  consider- 
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able  time  working  on  drawings  for  my  chief,  who  was  on  such  a  committee.  Coming 
down  to  more  modem  times,  we  Bnd  an  able  report  to  the  Association  in  1893. 
Their  recommendations  were: 

**  I.  Uniformity  in  dimensions  (except  length)  of  materials  used  in  arch  bars 
and  tie  bars.  Transom  and  bolster  truss  rods,  oil  box  and  aolumn  bolts ;  side  bear- 
ings and  center-plate  bolts;  spring  steel  used  in  elliptic  springs;  iron  and  steel 
transoms. 

«*  2.  Truck  bolsters  made  and  designed  with  a  sufficient  factor  of  safety  to  carry 
the  marked  capacity  of  the  car  without  deflection  enough  to  disturb  free  action  of  the 
side  bearings. 

"3.  That  many  of  the  trucks  need  to  be  redesigned  with  a  view  of  dimin- 
bhing  the  number  of  parts  fully  twenty-five  per  cent,  thereby  reducing  first  cost 
and  maintenance.*' 

.  I'he  strong  tendency  at  the  present  time  seems  to  bear  out  their  opinion  of  the 
requirements  as  expressed  in  recommendation  No.  2. 

The  wisdom  of  recommendation  No.  3  cannot  be  disputed,  and  it  also  appears 
to  be  bearing  fruit.  In  1894  we  had  another  report ;  in  its  summary  the  committee 
states :  *<  It  considers  it  useless  to  recommend  special  designs  for  arch  bars  as  it  would 
not  be  approved  by  the  Association,  as  there  seems  to  be  no  uniformity  in  this  par- 
ticular. For  the  same  reason  it  did  not  consider  it  advisable  to  make  recommenda- 
tions for  standard  channel  transoms."  As  a  result  of  the  report,  the  following 
recommendations  were  submitted  to  letter  ballot  as  recommended  practice: 

Upper  arch  bar,  60,000  trucks i  X  hy  4  inches 

Lower  arch  bar,  60,000  trucks I       **  4      " 

Tie  bar ^  '«  4      " 

Wheel  base 5  feet  2  inches 

These  were  rejected  by  the  Association. 

In  1897  we  had  another  truck  feport.  The  committee  showed  by  diagram  the 
great  variation  in  set  of  arch  bars,  etc.,  in  the  6o,ooo-pound  trucks  in  use,  and  came 
to  the  conclusion  that  it  would  be  impossible  to  recommend  a  standard  design.  As 
a  result  of  the  committee's  work,  however,  a  design  for  arch  bars  for  80,000  pound 
cars  was  adopted  by  the  Association  as  recommended  practice,  showing : 

Top  arch  bar i  M  hy  4>^  inches 

Lower  arch  bar I  ^  **  4)^      »' 

Tie  bar }i  "   4}^      ** 

Wheel  base 5  feet   2         *' 

Column  bolt i  »^  inches  diameter 

Why  was  it  that  the  design  for  6o,ooo-pound  arch  bars,  submitted  in  1894,  was 
rejected  and  the  design  for  80,000-pound  arch  bars,  submitted  in  1897,  was  adopted, 
the  former  being  apparently  just  as  good  a  design  for  the  purpose  as  the  latter  ? 

In  the  case  of  the  80,000-pound  arch  bar,  we  took  time  by  the  forelock.  There 
were  very  few  80,000-pound  trucks  in  existence,  and  nobody  was  prejudiced  in  favor 
of  his  own  design.  In  the  case  of  the  60,000-pound  bars,  there  were  many  designs 
used  very  extensively,  and  it  was  impossible  to  reach  a  compromise.  Everybody 
wanted  his  own  design  or  nothing. 

The  lesson  to  be  learned  is  that  the  easiest  time  to  adopt  designs  is  a  little  in 
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advance  of  the  times.     I  refer,  of  course,  to  mere  enlargements  of  well  -known  prac- 
tice, and  not  to  entirely  new  ideas. 

Standard  trucks  for  freight  cars  of  60,000,  80,000  and  100,000  pounds  capacity 
has  an  alluring  sound.  In  thinking  the  matter  over,  the  question  arises  :  Would  it 
be  possible  to  adopt  them ;  would  it  be  the  best  thing  for  the  future ;  practically, 
what  would  it  amount  to  ? 

1.  Judging  from  past  experience,  I  should  say  that  we  cannot  agree  on  a 
standard,  and  even  if  we  were  to  adopt  a  recommended  practice,  it  would  not  be 
largely  used. 

2.  A  standard  adopted  and  fully  recognized  would  impede  progress. 

3.  It  would  amount  to  very  little  in  the  end,  as  the  practical  results  sought 
could  be  largely  accomplished  by  the  adoption  of  standard  parts. 

To  determine  what  the  parts  are  that  fail  largely,  I  have  analyzed  the  truck 
repairs  on  our  road  for  one  month.  These  are  the  running  repairs  made  at  outside 
repair  stations,  and  do  not  include  heavy  repairs  at  shops. 

The  total  number  of  cars  receiving  repairs,  any  kind,  9,864. 

The  truck  repairs  were  divided  as  follows  :  Total  Cars. 

Wheels  and  axle^  (including  journal  bearings  in  a  majority  of  cases) 825 

Journal  bearings  only 988 

Journal  bearing  wedge wrought  iron  57 

Journal  box  bolls  (about  72  per  cent  alone) *'          "  317 

Truck  column  bolts •*          **  173 

Tri^ck  column  guide  bolts .       ••          **  163 

Arch  bars '*          •*  86 

Tie  bars **          '*  4 

Swing  hanger  pivot  casting  bolts "           **  2 

Bolts  in  Fox  truck  ( jaw) .       *'          **  2 

Swing  hanger **          '*  31 

Swing  hanger  pivot "          *'  17 

Center  pins **          **  273 

Truck  truss  rods **          "  39 

Journal  box castings  42 

Journal  box  covers **  14 

Truck  column **  27 

Bolster  guide  block **  20 

Swing  hanger  pivot  casting "  25 

Swing  hanger  casting ••  4 

Spring  plank  casting **  8 

Truck  bolster  chating  plate **  3 

Truck  bolster wood  34 

Truck  transom **  15 

Spring  plank **  25 

Truck  springs 40 

(Nuts  without  end.)  3,234 

It  will  be  seen  that  a  large  percentage  of  the  repairs  is  on  account  of  wheels 
and  axles,  journal  bearings,  journal  boxes  and  covers,  journal  bearing  wedges  and 
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journal  box  bolts.  These  we  have  standardized  for  several  classes  of  trucks,  and  if 
they  were  adopted  and  used  by  all  of  onr  members,  it  would  obviate  much  of  the 
difiicalty  in  making  truck  repairs.  On  the  whole,  I  shall  say  let  us  give  up  *'  rain- 
bow  chasing  "  and  save  the  time  and  labor  spent  in  trying  to  adopt  standard  trucks. 

If  we  can  get  standard  wheels  and  axles,  journal  bearings  and  wedges,  journal 
boxes  (which  determine  their  bolts)  and  possibly  standard  cross-sections  for  arch 
bars  and  diameter  of  column  bolts  for  60,000,  80,000  and  100,000  pound  trucks,  we 
will  get  all  we  can  ever  hope  to  compromise  on  in  the  present  stage  of  the  car 
builder's  art,  and  practically  all  that  will  be  necessary. 

"  (d)  The  relative  efficiency  of  metal  trucks  of  various  forms  as  compared  with 
each  other  and  with  the  diamond  truck,  comprehending  the  cost  of  maintenance,  the 
effect  on  wheek  and  journals,  and  as  regards  safety.'' 

A  great  many  designs  for  metal  freight  car  trucks  have  been  brought  out,  but 
my  experience  has  been  limited  to  two  general  classes,  the  type  represented  by  the 
Fox,  Cloud,  Schoen  and  Hewitt  trucks  and  the  variations  of  the  old  diamond  type  of 
truck  brought  about  by  the  introduction  of  metal  parts.  The  relative  efficiency  of 
those  of  the  first  type  as  compared  with  each  other  would  be  a  difficult  matter  to 
determine,  and  not  having  any  data  upon  which  to  base  a  conclusion,  I  will  leave  the 
point  for  discussion  by  others  who  may  feel  themselves  more  competent  or  may  have 
had  the  trucks  under  their  observation. 

With  both  kinds  of  trucks  the  function  performed  is  to  sustain  the  weight  on 
the  center  and  distribute  it  to  the  journal  boxes.  The  trucks  must  do  this  over  good 
surface  and  bad  surface,  over  curves  and  tangents,  at  low  speed  and  high  speed.  To 
do  this  efficiently  the  truck  must  retain  its  shape  in  all  respects  under  the  shocks  and 
strains  it  is  subjected  to.  It  must  remain  square  to  ,keep  the  flange  wear  of  the 
wheels  and  the  train  resistance  at  a  minimum.  The  cross  girders  or  bolsters  must 
show  little  deflection,  so  that  too  much  weight  will  not  be  thrown  onto  the  side  bear- 
ings and  thus  increase  the  resistance  to  curvature.  The  transverse  strength  of  the 
cross  girders,  transoms  or  bolsters  must  be  sufficient  to  resist  the  shocks  of  sudden 
applications  of  the  brakes  and  buffing.  The  wheel  shock  must  be  cushioned  in  a 
manner  to  produce  the  least  detrimental  eflect  on  the  structure  of  the  truck  or  body 
and  also  the  track.  It  should  be  of  such  design,  construction  and  material  that 
failure  of  parts  will  be  reduced  to  a  minimum.  Failure  in  detail  increases  cost  of 
maintenance  and  decreases  safety.  It  should  not  have  too  many  vital  parts  which 
might  by  the  failure  of  any  one,  wreck  the  truck,  the  car  or  the  train. 

We  must  also  consider  the  facility  and  ease  of  inspection  and  repairs  or  replace- 
ments of  parts  subject  to  wear.  The  modem  diamond  frame  truck,  either  rigid  or 
swing  motion,  constructed  entirely  of  metal,  more  nearly  meets  these  requirements 
than  its  predecessor,  constructed  largely  of  wood  and  with  gray-iron  castings.  The 
metal  bolsters  and  channels  are  more  rigid  and  less  liable  to  sagging,  decay  and  fail- 
ure. The  introduction  of  malleable  iron  parts  has  also  resulted  in  a  decrease  of  fail- 
ures of  these  parts.  But  let  us  examine  the  repair  records  and  see  what  are  the 
weaknesses  of  the  diamond  truck  and  whether  these  improvements  would  eliminate 
them.  We  find  that  the  various  wrought-iron  parts  and  bolts  still  remain,  that  the 
truck  still  depends  upon  too  many  vital  parts,  that  it  is  still  subject  to  failure  in  detail. 

It  might  be  said  that  the  larger  and  heavier  parts  in  the  modem  trucks  will  resist 
more  efiectually  the  shock  and  strains  that  they  are  subject  to.     In  this  conclusion  I 
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think  thai  we  would  be  largely  in  error,  as  there  have  been  many  well-Uesigned  trucks 
under  our  older  and  smaller  capacity  cars  which  were  fully  as  good  for  their  class, 
barring  the  metal  bolster,  as  the  tracks  under  our  large  capacity  cars.  The  latter 
are  merely  an  enlargement  to  meet  the  greater  carrying  capacity  of  the  cars  and  still 
embody  all  the  vital  parts  and  probably  most  of  their  weaknesses.  These  parts  are 
failing  as  in  the  past,  and  these  failures  will  increase  as  the  cars  get  older  and  the 
carrying  capacity  greater. 

The  diamond  frame  type  of  truck  was  a  better  type  for  small  capacity  cars  than 
-it  will  be  for  60,000,  80,000  or  100,000  pound  capacity  trucks.  The  frame  is  still 
subjected  to  all  the  wheel  shock  uncushioned  and  the  strains  induced  by  trying  to 
force  four  wheels  held  in  a  rigid  frame  into  contact  with  rail  surfaces  not  lying  in 
a  plane.  With  our  60,000  and  80,000  pound  trucks  we  retain  the  same  wheel  base  as 
in  our  lighter  trucks,  but  enlarge  and  stiffen  the  parts  to  carry  the  increased  load, 
thus  robbing  them  of  a  certain  amount  of  elasticity  which  the  lighter  trucks  pos- 
sessed ;  otherwise  I  am  unable  to  understand  the  large  number  of  failures  of  arch  bars 
in  diamond  trucks  of  large  capacity  and  heavy  parts  which  I  have  noted.  In  the 
matter  of  inspection,  it  is  true  that  the  arch  bar  truck  permits  an  easier  inspection  of 
wheels  than  a  plate  truck,  but  the  frame  of  a  plate  truck  having  so  few  vital  parts 
and  being  subject  to  so  few  failures  requires  less  time  for  inspectors  and  permits 
more  time  to  be  devoted  to  the  wheels. 

In  the  matter  of  repairs,  the  replacement  of  wheels  requires  more  time  in  a 
truck  with  jaws  than  in  the  diamond  truck,  even  considering  the  time  consumed  in 
handling  inside  wheels  and  rusty  box  bolts,  but  in  weighing  the  matter,  we  must 
remember  the  length  of  life  of  wheels  in  freight  service. 

Facility  in  making  repairs  is  certainly  on  the  side  of  the  plate  trucks,  as  there 
are  practically  no  running  repairs  to  make,  and  shop  repairs  due  to  wrecks  bear  so 
small  a  proportion  to  the  total  that,  even  though  the  expense  were  greater,  which  I 
doubt,  it  would  cut  no  figure. 

From  my  point  of  view,  a  plate  truck  of  the  type  represented  by  the  Fox,  Cloud 
and  Hewitt  trucks,  is  the  most  efficient  truck  for  cars  of  large  capacity.  Properly 
designed  and  built  in  proper  manner,  with  the  right  material,  they  will  retain  their 
shape  in  service,  thus  reducing  train  resistance  and  flange  wear.  The  cushioning  of 
the  entire  structure  above  the  journal  boxes  decreases  hot  boxes  and  relieves  shock 
and  strain.  The  reduction  of  the  frame  to  one  piece  practically,  as  far  as  handling 
and  interdependence  of  the  parts  is  concerned,  increases  safety  and  decreases  cost  of 
maintenance. 

To  come  down  to  practical  facts,  the  road  I  am  connected  with  owns  but  fifty 
cars  equipped  with  Fox  trucks,  but  we  handle  N.  Y.  C,  Erie  and  L.  V.  cars 
equipped  with  these  trucks  in  large  numbers,  so  that  our  men  are  perfectly  familiar 
with  them.  The  only  failures  that  have  occurred  on  our  line  were  two  cases  when 
the  trucks  first  came  out.  The  side  girders  failed,  beginning  with  a  fracture  at  the 
bottom  flange  near  the  cross  girder,  and  passing  up  through  the  rivet  holes.  It 
developed  gradually.  Since  then  we  have  had  practically  no  running  repairs  to 
frames  whatever  on  the  many  thousands  of  these  trucks  which  we  have  handled. 
Our  foremen  all  report  satisfactory  service  for  all  such  trucks  coming  under  their 
observation.  We  know  that  the  earlier  designs  developed  some  weakness,  and  have 
been  changed  once  or  twice,  and  for  all  I  know  when  they  get  home  to  the  owners 
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they  may  be  like  the  **  old  one-hoss  shay,"  and  break  down  all  at  once,  but  we  have 
Devcr  seen  anything  of  it.  The  type  of  truck  is  what  I  am  referring  to,  although  in 
talking  of  my  practical  experience  with  the  type,  I  am  obliged  to  handle  a  particular 
one.  It  may  be  that  none  of  the  trucks  of  that  type  now  in  service  are  just  right, 
but  I  firmly  believe  that  the  most  efficient  truck  for  the  service  lies  along  those  lines, 
and  that  it  can  be  built  to  last. 

•*  (f)  The  results  obtained  by  the  use  of  metal  body  bolsters." 
The  body  bolster  is  fully  of  as  much  importance  as  the  truck  bolster,  although 
more  attention  has  been  centered  in  the  latter.  It  is  of  little  benefit  to  get  a  rigid 
truck  bolster  if  your  body  bolster  sags  and  permits  too  much  weight  to  be  carried  on 
the  side  bearings,  as  side  bearings  are  generally  constructed.  Go  through  any 
railroad  yard  and  what  do  you  see  ?  Body  bolsters  nearly  all  sagged  at  the  ends, 
especially  the  wooden  ones.  A  wooden  body  bolster  can  no  more  be  preserved 
in  line  in  practical  service  than  a  wooden  truck  bolster  can.  Some  time  ago  we 
had  a  little  practical  experience  in  this  line,  and  to  illustrate  I  will  read  the  report 
of  the  foreman  in  charge  of  the  work : 

<*  There  is  considerable  complaint  from  Operating  Department  that  certain 
single-deck  stock  cars  do  not  curve  readily,  and  do  not  adjust  themselves  to  straight 
track  after  passing  curve.  Last  Monday,  stock  train  with  35  of  these  cars  and 
mogul  engine  stalled  several  times,  and  used  7  hours  and  fifty  minutes  making  the 
nm  from  Stock  Yards  to  Michigan  City,  69  miles.  I  have  examined  some  of  these 
cars  and  find  that  they  have  spring  side  bearings  and  that  these  side  bexuings 
compress  about  ^  of  an  inch  before  center  castings  come  to  bearing.  It  required 
750  pounds  to  compress  one  of  the  side  bearings  to  a  point  where  it  is  compressed 
when  car  rests  on  center  plates.  I  note  that  the  body  transoms  are  crowning  about 
^  of  an  inch,  just  about  the  distance  that  side  bearings  must  compress.  I  would 
suggest  that  other  side  bearings  be  applied,  or  oak,  ^  inch  thick,  put  between 
top  center  plates  and  body  transom.  I  am  of  the  opinion  that  this  would  give 
trucks  more  freedom  to  curve  and  prevent  further  complaint." 

"  Referring  to  my  letter  to  you  dated  April  30,  in  reference  to  stock  cars  heavy 
on  side  bearings.  I  wish  to  report  that  we  raised  the  center  of  35  of  these  cars, 
as  you  instructed  me  to  do ;  32  of  these  cars  were  placed  in  train  at  Stock  Yards 
May  5,  with  two  double-decks  which  had  not  been  raised,  and  one  box  car,  all 
loaded,  making  a  total  of  35  cars  in  train.  Engine  274  (mogul),  the  same  engine 
which  could  not  handle  train  previously,  was  coupled  to  train.  The  run  was  made 
from  Union  Stock  Yards  via  Chappel  to  Michigan  City  irt  3  hours  and  40  minutes, 
or  4  hours  and  10  minutes  less  time  than  the  same  engine  with  the  same  number 
of  cars  made  on  the  previous  occasion ;  train  did  not  stall  at  any  point  and  speed 
of  train  on  worst  curves  and  grades  was  not  less  than  ten  or  twelve  miles  per  hour. 
Of  the  3  hours  and  40  minutes  consumed  between  Union  Stock  Yards  and  Micbi- 
&^  ^^^Yt  34  minutes  was  lost  getting  orders,  letting  horse  special  pass,  and  taking 
water  at  different  points. 

"  From  this  test  it  is  evident  that  a  great  share  of  the  trouble  is  due  to  the 
condition  of  bearings  on  stock  cars.  These  cars  can  be  raised  ^  of  an  inch  at 
centers  for  35  cents  per  car,  and  the  expense  would  soon  be  saved  in  coal  that 
is  required  to  handle  them." 
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There  are  a  number  of  designs  of  metal  body  bolsters  in  service  ;  those  I  have 
observed  are  the  pressed  steel,  the  "  I "  beam  and  the  double-plate  types.  I  will 
leave  discussion  of  the  6rst  two  for  those  who  know  more  about  them.  In  the 
latter  type,  where  one  plate  is  used  under  compression  and  the  other  under  tension, 
it  is  difficult  on  account  of  lack  of  depth  to  get  a  good  truss  with  a  single  bolster. 
In  my  opinion,  the  double  bolster  similar  to  what  is  commonly  used  on  passenger 
cars  gives  better  results,  and  in  either  case  better  results  could  be  secured  with  the 
ends  of  the  plates  more  accurately  and  positively  fastened. 

Mr.  Mitchell  :  Mr.  President,  is  the  time  up  ?  [laughter.]  I 
have  a  little  information  which  perhaps  might  be  of  interest  to  the 
Association  as  to  the  cost  of  the  metal  truck,  if  you  will  allow  me  to 
give  it. 

Mr.  Hennessey  :  I  move  that  the  time  be  extended,  Mr.  Presi- 
dent.    (Seconded.) 

Mr.  Mitchell  :  We  are  referred  to  as  large  users  of  the  metal 
truck,  and  for  the  benefit  of  the  members  I  will  state  that  we  com- 
menced to  use  only  one  type  of  this  truck  in  189 1.  At  the  present 
time  we  have  8,000  cars  equipped  with  this  truck.  During  this  time, 
outside  of  the  trucks  returned  subject  to  guarantee,  failing  on  account 
of  poor  metal,  we  have  broken  in  wrecks  eighty  trucks.  Out  of  those 
eighty  trucks,  thirty-two  were  returned  to  the  makers  for  repairs. 
The  cost  of  the  repairs  by  the  makers  averaged  {28.21  each.  The 
cost  of  the  repairs  of  the  forty-eight  trucks  which  we  repaired  aver- 
aged {5.32.  The  average  cost  of  repairs  of  all  trucks,  including 
those  returned  to  the  makers  and  those  that  failed  on  our  line,  was 
{15.09.  That  covers  the  entire  period  from  1891,  but  does  not 
include  the  trucks  returned  failing  on  account  of  poor  metal.  The 
average  age  of  those  trucks  is,  I  presume,  three  years  and  a  half. 

The  President  :  The  time  has  been  used  up  for  topical  discus- 
sions. The  next  report  will  be  on  the  prices  in  the  Master  Car 
Builders'  Rules,  to  report  what  f  hanges  are  desirable. 

Mr.  Rhodes  :    May  I  ask  what  time  we  expect  to  adjourn  ? 

The  President  :    Half-past  one  is  the  time. 

Mr.  Cloud  :  We  are  distributing  this  report  now  because  it  was 
not  ready  when  the  reports  were  mailed  to  the  members,  and  it  ought 
to  be  in  their  hands  today,  and  it  was  thought  you  might  probably 
want  to  direct  its  consideration  tomorrow  when  the  Rules  of  Inter- 
change are  considered.  It  is  being  distributed  now  so  that  you  may 
have  it  for  consideration  in  the  meantime. 
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The  President  :  Are  you  going  to  postpone  the  consideration  of 
this  report  until  tomorrow  ?  If  so,  a  motion  to  that  effect  would  be 
in  order. 

Mr.  Potter  :   I  make  a  motion  to  that  effect. 

The  motion  was  carried. 

The  President:  The  next  report  is  on  Standard  Wheel  and 
Track  Gauges,  committee  to  confer  with  the  American  Railway 
Association. 

Mr.  Potter  :  Mr.  Chairman,  in  the  absence  of  Mr.  Barr  I  repre- 
sent him.  As  most  of  you  know,  Mr.  Barr  has  been  ill  for  a  number 
of  months  and  has  been  incapacitated  for  performing  work.  For  that 
reason  the  committee  has  not  been  called  together;  but  the  only 
subject  before  the  committee  was  the  one  referred  to  at  the  last  con- 
vention —  to  make  tests  and  determine  the  relative  resistance  of  cars 
with  wheels  gauged  to  the  standard  of  the  Association  on  track  of 
4  feet  8J^  inches  and  4  feet  9  inches  gauge.  As  I  said,  the  committee 
had  not  been  called  together  by  the  chairman,  due  to  his  illness,  and 
the  matter  was  referred  to  me.  Later  on,  at  Mr.  Barr's  request  —  he 
asked  me  to  take  up  the  subject  —  it  was  rather  late  when  my  attention 
was  called  to  it,  and  it  was  contemplated  to  make  these  tests  on  the 
Cincinnati  &  Muskingum  Valley  Railroad,  on  which  there  is  a  piece 
o^f  track  suitable  for  this  purpose.  In  April  this  division  suffered  very 
heavily  from  the  floods,  so  that  their  allotment  of  rails  was  used  up 
in  making  the  repairs.  I  mention  that  because  the  rails  on  this  piece 
of  track  were  found  to  be  not  in  suitable  condition  for  making  tests, 
and  it  was  contemplated  to  replace  this  rail.  Your  committee  would, 
therefore,  ask  for  more  time,  and  would  hope  to  submit  a  satisfactory 
report  at  the  next  convention.  I  would  state  that  the  management 
has  decided  to  change  that  rail  during  the  late  summer  or  fall,  and  be 
in  shape  to  make  a  test  during  the  latter  part  of  this  year  or  the  early 
part  of  next. 

The  President  :  This  is  a  standing  committee.  It  will  not  be 
necessary  to  make  any  motion  to  extend  the  committee.  The  next 
report  is  on  Brake  Shoe  Tests,  Mr.  S.  P.  Bush,  chairman. 

Mr.  Bush  :  Mr.  President,  the  committee  on  brake  shoe  tests  has 
no  formal  report  to  make  this  year,  for  the  reason  that  the  committee 
has  not  found  that  there  were  enough  really  new  brake  shoes  in  the 
market  to  warrant  going  to  the  expense  that  a  long  series  of  tests 
involves,  therefore  nothing  has  been  done  in  the  way  of  tests  during 
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the  present  year.  It  is  possible  that  during  the  coming  year  some 
tests  will  be  made.  I  will  state  for  the  information  of  the  Association 
that  the  brake  shoe  testing  apparatus  of  the  Association ,  which  has 
heretofore  been  kept  at  the  works  of  the  Westinghouse  Air  Brake 
Company,  gratuitously,  has  been  transferred  to  the  Purdue  University. 
This  University  made  a  proposition  to  the  Association  through  the 
committee  to  transfer  that  apparatus,  guaranteeing  to  take  good  care 
of  it,  so  that  it  could  be  operated  at  any  time  by  the  Association^ 
guaranteeing  to  keep  it  in  condition  and  insure  it  against  loss,  and  in 
case  the  Association  or  committee  desired  to  make  any  tests  at  any 
time,  that  they  would  furnish  necessary  power  and  facilities  for  operat- 
ing it,  with  such  assistance  as  the  University  may  be  able  to  afford  at 
that  time.  The  formal  proposition  was  submitted  to  the  committee^ 
and  in  turn  it  was  submitted  to  the  Executive  Committee  through  the 
Secretary,  with  the  recommendation  that  the  transfer  be  made.  The 
Executive  Committee  thought  that  it  was  desirable  to  make  the  change, 
and  they  authorized  the  change  of  location ;  and  I  would  say  now 
that  the  apparatus  is  now  in  the  University  and  Is  nearly  ready  for 
operation.  The  following  is  a  copy  of  the  agreement  with  Purdue 
University  concerning  this  transfer : 

Lafayette,  Ind.,  April  4.  1898. 
Mr.  5.  P,  Bushf  Chairman^  CommitUe  of  the  Master  Car  Builders^  Association  ow 

Brake  Shoe  Tests,  Columbus^  Ohio  : 

Dear  Sir, —  The  undersigned,  acting  in  behalf  of  Purdue  University,  respect- 
fully submit  the  following  statement  as  a  reply  to  your  letter  of  March  28,  addressed 
to  W.  F.  M.  Goss,  concerning  the  proposition  to  transfer  the  brake  shoe  testing 
machine  of  the  Master  Car  Builders^  Association  to  the  Laboratory  of  Purdue  Uni- 
versity. 

It  is  assumed  by  the  University,  that  the  proposition  involves  the  machine  as 
described  in  the  Proceedings  of  the  Association  ;  that  accessory  to  the  heavier  jjarts 
of  the  machine  are  a  dynamometer  and  a  chronograph  which  are  to  be  considered  a 
part  of  the  complete  plant ;  that  the  actual  cost  of  designing  and  constructing  the 
machine  has  been  $3,500,  and  that  its  present  value  is  $2,900.  It  is  assumed  also- 
that  the  plant  does  not  include  engines  or  other  means  of  driving  the  machine. 

With  this  understanding  the  University  feels  that  they  are  justified  in  doing 
everything  which  can  fairly  be  asked,  to  bring  about  the  proposed  change  of  location, 
and  to  this  end  the  following  propositions  are  respectfully  submitted : 

1 .  The  University  will  agree  to  meet  transportation  charges  (if  any),  will  supply 
foundations,  and  will  set  and  erect  the  machine,  all  without  cost  to  the  Association. 

2.  The  University  will  agree  to  supply  a  suitable  engine  for  driving  the  machine 
which  shall  always  be  available  for  work  with  the  machine. 

3.  The  University  will  agree  that  the  plant  shall  always  be  available  for  the  use 
of  the  Master  Car  Builders'  Association,  and  that  it  shall  be  maintained  by  Purdue 
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in  a  thoroughly  complete  and  efficient  condition,  and  that  no  work  which  may  orig- 
inate at  Purdue  shall  ever  be  allowed  to  interfere  or  conflict  with  work  which  the 
Association  may  care  to  undertake.  The  understanding  is  that  the  University  is  not 
only  to  make  the  plant  available  for  the  purposes  of  the  Association,  but  in  return 
for  concessions  granted,  it  is  to  supply  power  and  such  other  conveniences  as  the 
Laboratory  may  afford,  all  without  cost,  whenever  these  may  be  required  by  the 
Association. 

4.  The  University  docs  not  obligate  itself  to  supply  labor  or  to  perform  work 
gratuitously,  upon  the  machine  for  the  Association,  but  it  promises  to  co5perate  with 
the  Association  in  every  way  that  is  practicable,  and  it  is  expected  that  the  presence 
of  the  machine  in  the  University  laboratory  will  result  in  work  of  research  being 
done  by  the  University,  which  shall  have  permanent  scientific  value,  and  which  shall 
materially  assist  in  the  upbuilding  of  railway  interests. 

5.  It  is  understood  by  the  University  that  when  the  apparatus  shall  have  been 
located  in  its  laboratory,  it  shall  be  used  by  the  University  as  though  it  were  Purdue 
property ;  that  is,  the  laboratory  authorities  shall  be  free  to  conduct  investigations 
npon  it  in  connection  with  the  routine  work  of  students  or  employ  it  in  such  work  of 
research  as  may  seem  desirable.  It  is  understood  also  that  should  a  manufacturer  of 
brake  shoes,  or  anyone,  desire  work  to  be  done  which  might  not  be  of  a  scientific 
character,  but  designed  for  purely  business  purposes,  the  University  may  serve  him 
as  a  matter  of  business,  collecting  a  sufficient  fee  to  cover  the  cost  of  the  investiga- 
tion. « 

6.  To  secure  the  Association  against  loss  by  fire,  torilkdoes,  etc.,  the  University 
will  maintain  insurance  upon  the  machine  in  the  sum  of  ^^2,900,  the  policy  being 
drawn  in  favor  of  the  Executive  Committee  of  the  Master  Car  Builders'  Association 
and  their  successors,  the  policy  to  be  held  by  the  Secretary  of  the  Association,  the 
premiums,  however,  to  be  paid  by  the  University. 

7.  The  responsibilities  to  be  assumed  by  the  University,  as  outlined  in  the  fore- 
going propositions,  will  become  effective  upon  the  delivery  of  the  machine. 

Signed  in  behalf  of  Purdue  University, 

J.  H.  Smart,  Pres't  University. 
Charles  B.  Stuart,  Pres't  Board  of  Trustees. 
W.  F.  M.  Goss,  Director,  Engineering  Laboratory. 
Accepted  in  behalf  of  the  Master  Car  Builders'  Association  by 

S.  P.  Bush. 

R.  P.  C.  Sanderson. 

Geo.  Gibbs. 

The  President  :    The  next  report  is  that  of  the  Committee  on 
Rust  from  Salt- Water  Drippings,  Mr.  Higgins,  chairman. 
^*'-  Higgins  read  the  following  report: 

REPORT  OF  COMMITTEE  ON  RUST  FROM  SALT-WATER  DRIPPINGS. 
To  the  President  and  Members  of  the  Master  Car  Builders*  Association  : 

The  origin  of  the  inquiry  as  to  the  damage  resulting  from  salt-water  drippings 
is  clearly  set  forth  in  some  remarks  that  were  made  by  the  chairman  of  the  present 
committee  during  the  Master  Car  Builders'  Convention  of  1897. 
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Ever  since  this  subject  was  Brst  brought  to  public  attention,  in  1896,  there  has 
been  an  effort  on  the  part  of  the  owners  of  the  refrigerator  cars  in  which  dressed 
beef  is  handled  to  create  the  impression  that  salt-water  drippings  were  not  doing  any 
particular  harm,  and  might  be  neglected.  The  fact  that  the  Master  Car  Builders' 
Association  has  thought  it  necessary  to  appoint  a  committee  to  prepare  a  report  on 
this  subject  is  sufficient  answer  to  the  claims  of  the  owners  of  refrigerator  cars  that 
the  salt-water  drippings  are  not  harmful. 

The  information  received  by  the  committee  indicates  that  more  interest  is  being 
taken  in  the  subject  by  the  officials  in  charge  of  the  track  and  bridges  than  by  those 
in  charge  of  the  rolling  stock,  which  is  accounted  for  by  the  fact  that  the  track  and 
the  bridges  are  being  more  damaged  by  salt-water  drippings  than  the  car  trucks. 

It  should  be  understood  that  the  salt-water  drippings  come  from  refrigerator 
cars  loaded  with  dressed  beef.  In  such  cars  the  mixture  used  for  cooling  purposes 
is  composed  of  ice  and  salt,  the  proportion  of  the  salt  to  the  ice  varying  from  6  per 
cent  to  1 1  per  cent,  and  one  refrigerator  car  will  produce  about  200  gallons  of  salt 
water  or  brine  every  twenty-four  hours,  which  on  an  average  will  contain  8^  per 
cent  of  salt. 

At  one  icing  station  where  5,200  cars  were  taken  care  of,  that  number  of  cars 
was  supplied  with  6,072,000  pounds  of  ice,  and  503,000  pounds  of  salt. 

Replies  to  the  circular  of  inquiry  sent  out  on  November  22,  1897,  have  been 
received  from  railroads  that  handle  about  55,000  refrigerator  cars  loaded  with  dressed 
beef  per  year. 

The  committee  started  out  with  the  idea  of  having  refrigerator  cars  fitted  with 
one  or  more  reservoirs,  to  be  attached  underneath  the  car  body,  into  wjiich  the  salt- 
water drippings  could  be  conveyed,  the  reservoirs  to  be  large  enough  so  that  they 
would  not  have  to  be  emptied  more  than  once  every  twelve  hours,  at  division  ter- 
minals, where  proper  provision  could  be  made  for  taking  care  of  the  salt  water. 
This  idea,  however,  met  with  so  much  opposition  on  the  part  of  the  refrigerator  car 
owners,  that  the  committee  abandoned  it,  not  caring  to  recommend  an  arrangement 
that  the  refrigerator  car  owners  would  be  unwilling  to  adopt. 

The  committee  presents  two  methods  that  can  be  followed  without  much  expense, 
either  one  of  which  will  improve  the  present  condition  of  affairs ;  and  although  a 
patent  has  been  applied  for  in  the  case  of  Design  No.  2,  it  is  the  opinion  of  the  com- 
mittee that  Design  No.  2  will  give  the  better  results.  Design  No.  2  will  be  the 
more  expensive,  but  will  not  cost  to  exceed  $$  per  car,  including  a  royalty,  if  the 
patent  is  granted.  The  principle  of  both  designs  is  to  convey  the  salt  water  so  that 
it  will  drop  between  the  rails,  at  about  the  center  of  the  track,  where  it  will  do  little 
or  no  damage. 

In  fitting  up  a  refrigerator  car  with  either  type  of  attachment,  care  should  be 
taken  to  provide  caps  or  plugs  at  proper  points,  so  that  the  pipes  can  be  readily 
cleaned  out,  and  galvanized  iron  piping  should  be  used,  in  order  to  resist  the  corrod- 
ing action  of  the  salt  water  or  brine  in  passing  through  it. 

S.    HiGGINS, 


A.  M.  Waitt, 

Committee, 


South  Bethlehem,  Pa.,  May  20, 1898. 
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The  President:  Gentlemen,  you  have  heard  the  report.  What 
is  your  pleasure  ? 

Mr.  LfeNTZ :  I  move  that  the  report  of  the  committee  be  received. 

The  motion  was  carried. 

The  President:  The  report  is  now  open  for  discussion. 

Mr.  George  Gibbs  :  I  would  like  to  ask  how  this  arrangement 
shown  by  the  committee  would  help  to  preserve  bridges.  Apparently 
it  consists  of  a  reservoir  which  fills  and  then  overflows.  Is  not  that  as 
likely  to  overflow  on  a  bridge  as  if  you  had  not  any  reservoir  there  ? 

Mr.  Higgins  :  I  would  answer  Mr.  Gibbs  by  stating  that  the  pro- 
tection of  bridges  would  be  better  provided  for  by  a  cheap  covering 
on  the  bridge  itself,  rather  than  by  attempting  to  keep  the  salt  water 
from  dripping  on  there.  Furthermore,  as  a  rule,  on  the  bridges  there 
is  not  the  same  tendency  to  rust.  It  seems  to  run  off  and  disappear, 
and  letters  I  have  received  —  not  so  much  from  the  members  of  this 
Association  as  from  roadmasters  and  general  superintendents  —  seem 
to  indicate  that  they  prefer  to  take  care  of  the  bridges  in  another  way. 

Mr.  Hennessey  :  The  officials  of  the  C.  M.  &  St.  P.  R.  R.  took 
this  question  up,  and  they  were  of  opinion  that  they  could  not  see  any 
probable  damage  to  the  track  or  bridges,  and  we  rather  felt  that  that 
was  a  question  that  the  refrigerator  car  owners  were  more  interested  in 
than  the  railroad  companies. 

Mr.  Waitt  :  So  far  as  my  knowledge  and  experience  have  gone 
in  this  matter,  it  has  differed  somewhat  from  Mr.  Hennessey's.  Some 
three  or  four  years  ago  our  chief  engineer  made  a  very  grievous  com- 
plaint on  account  of  the  serious  damage  that  was  being  done  to  the 
track  at  certain  points  on  the  road,  owing  to  salt-water  drippings.  I 
know  that  some  of  the  refrigerator  car  owners  rather  scout  the  idea 
that  very  much  damage  is  done,  but  nevertheless  it  is  a  fact.  Within 
a  few  months  our  General  Superintendent  received  a  letter  from  the 
Assistant  General  Superintendent  of  the  Atchison,  Topeka  &  Santa 
Fe,  in  which  he  gave  facts  as  to  the  condition  of  things  on  their  line, 
which  showed  very  much  worse  injury  to  their  tracks  than  we  had 
experienced  on  the  Lake  Shore ;  and  there  is  no  use  in  covering  the 
matter  up.  There  is  serious  damage  being  done  to  new  rails  being 
laid,  to  the  splice  bars  especially.  It  is  not  possible  to  coat  them  with 
paint  as  you  can  coat  the  members  of  bridges,  and  it  seems  to  be  nec- 
essary and  it  would  seem  to  be  advisable  for  the  Association  to  have 
something  in  the  way  of  recommended  practice  for  preventing,  as  far 
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as  seems  feasible,  this  damage.  And  it  can  be  done  to  a  great  extent 
if  the  water  is  by  some  means  conducted  in  the  center  between  the 
rails,  instead  of  dripping  right  down  over  the  rails,  as  it  does  in  most 
cars  at  the  present  time.  But  I  would  like,  for  one  —  I  hardly  like 
to  make  the  motion,  being  on  the  committee  —  but  I  would  like,  for 
one,  if  these  two  designs  are  considered  practicable  —  and  the  com- 
mittee think  they  are  —  for  one  or  the  other  at  least  to  be  placed  in 
our  Recommended  Practice  for  use  on  refrigerator  cars.  I  think  it 
would  bring  it  more  prominently  before  the  refrigerator  car  owners, 
and  the  moral  effect,  as  well  as  the  indorsement  of  the  Association, 
would  go  a  great  way  toward  some  provision  of  the  kind  being  taken 
to  help  the  railroads  out.  The  refrigerator  car  owners  are  not  the  suf- 
ferers, the  railroad  companies  are ;  and  it  seems  no  more  than  right  that 
they  should  try,  in  a  peaceable  and  not  expensive  way,  to  ask  the  parties 
who  are  running  their  cars  and  allowing  salt  water  to  drip  on  the 
track,  to  help  us  by  using  some  means  of  this  kind  to  prevent  it. 

Mr.  Potter  :  I  move  that  the  report  of  the  committee  be  adopted 
and  that  design  No.  i  be  submitted  to  letter  ballot  as  Recommended 
Practice.     (Seconded.) 

The  President  :  The  motion  is  to  submit  No.  i  only  to  letter 
ballot  as  Recommended  Practice.  You  have  heard  the  motion.  Are 
you  ready  for  the  question  ?  All  in  favor  please  say  "aye  ";  contrary 
"no.*' 

The  motion  was  carried. 

Mr.  Rhodes  :  Mr.  Chairman,  it  is  almost  the  hour  to  adjourn. 
The  next  subject  that  comes  up  is  a  pretty  important  one,  and  while  1 
understand  there  is  no  report,  there  may  be  considerable  discussion 
upon  it,  and  I  would  move  you  that  we  adjourn  to  meet  tomorrow 
morning  at  9  o'clock. 

The  motion  was  carried,  and  the  convention  adjourned  until  the 
following  day. 
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SECOND   DAY'S  PROCEEDINGS. 

The  convention  was  called  to  order  on  Thursday,  June  i6,  at 
9:15  A.M. 

Mr.  Cloud  :  The  Executive  Committee  has  directed  that  the  fol- 
lowing letter  from  Mr.  R.  M.  Galbraith,  General  Master  Mechanic  of 
the  St.  Louis  &  South-Western  Railway  Company,  be  read  in  conven- 
tion, because  of  the  importance  of  the  subject-matter  since  locomo- 
tives are  being  loaded  more  largely  on  a  tonnage  basis  : 

Pine  Blupp,  Ark.,  September  13,  1897. 
Mr!  John  W.  Cloudy  Secretary ^  M.  C.  B.  Association,  the  Rookery  Buildings  Chi- 
cago ^  III. : 

Dear  Sir, — At  the  twenty-second  annual  convention  of  the  International  Asso- 
ciation of  Car  Accountants,  held  at  New  Orleans,  March  5  of  the  present  year,  the 
following  resolution  was  adopted  : 

'  *  Resolved^  That  foreign  cars  found  not  bearing  any  light-weight  marks,  or 
bearing  incorrect  light-weight  marks,  or  which  have  received  repairs  likely  to 
increase  or  decrease  their  weight,  should  be  re-light- weighed  and  stenciled,  and  this 
information  furnished  the  owner,  giving  the  new  weight,  and  the  old  weight  if  any." 
We  have,  of  late,  been  giving  special  attention  to  the  weighing  of  our  cars, 
and  also  of  all  foreign  cars  on  which  we  were  doubtful  of  the  correct  weight,  which 
we  carefully  weighed  and  stenciled  the  weight  thereon,  notifying  the  owners  of  such 
re-weighing.  We  Bnd  a  great  many  private  line  cars  have  no  light  weights  on 
them,  and  upon  notifying  some  of  them  of  our  having  stenciled  their  cars,  they 
requested  that  we  desist  from  the  practice.  I  believe  it  is  the  intention  of  the 
Association  to  afford  our  railways  all  the  protection  they  deserve  in  such  matters, 
and  I  deem  it  only  proper  that  all  cars  should  have  their  light  weight  stenciled  on 
them,  as  well  as  their  capacity,  size  of  journals,  etc.  I  would  be  pleased  to  have 
you  bring  this  matter  before  the  proper  standing  committee,  that  it  may  be  given  the 
attention  I  think  it  deserves,  and  be  presented  to  the  Association  for  appropriate 
action  at  its  next  annual  meeting.  Yours  truly, 

(Signed)  R.  M.  Galbraith, 

General  Master  Mechanic. 

The  President  :  You  have  heard  the  communication.  What  is 
your  pleasure  in  the  matter  ? 

Mr.  Mitchell  :  I  would  like  to  ask  if  there  is  a  standing  com- 
mittee on  that  subject  ? 

Mr.  Cloud  :  There  is  not. 

Mr.  Mitchell  :  I  move  that  it  be  considered,  then,  by  the  Asso- 
ciation. 

The  President  :  The  matter  is  open  for  discussion. 


Digitized  by 


Google 


90 

Mr.  Mitchell  :  It  seems  to  me  that  it  is  very  essential  that  all 
cars  should  have  their  light  weight  stenciled  upoa  them,  and  I  would 
make  a  motion  that  this  Association  indorse  that  practice  and  make 
it  recommended  practice  of  the  Association  that  all  cars  shall  have 
the  light  weight  stenciled  upon  them.     (Seconded.) 

Mr.  Schroyer  :  As  a  recommended  practice  ? 

Mr.  Mitchell  :  As  a  recommended  practice  —  I  do  not  know, 
perhaps  we  better  have  it  standard.  Everybody  is  going  to  the 
tonnage  basis,  and  I  think  the  light  weight  should  be  stenciled  on 
the  car  so  that  we  can  utilize  it  in  the  tonnage.  So  I  make  a 
motion  that  we  make  that  our  standard  practice. 

The  President  :  Gentlemen,  you  have  heard  the  motion.  Are 
you  ready  for  the  question  ? 

Mr.  Bush  :  Mr.  President,  I  understand  that  private  car  owners, 
in  fact,  I  know  that  private  car  owners  do  not  as  a  rule  do  it,  and 
they  have  some  objection  against  it.  I  would  like  to  hear  from 
some  of  the  private  car  owners  in  regard  to  that. 

The  President  :  Is  there  any  further  discussion  on  the  subject  ? 

Mr.  Waitt:  Mr.  Chairman,  is  the  motion  of  Mr.  Mitchell  under- 
stood to  be  that  that  matter  is  to  be  submitted  to  letter  ballot  as  a 
standard  ? 

Mr.  Mitchell  :  I  will  accept  that  amendment. 

The  Prjesident  :  Is  there  any  further  discussion  ? 

Mr.  Cloud:  I  think  it  ought  to  be  understood  whether  it  is 
intended  that  cars  coming  along,  which  do  not  have  light  weights 
marked  on  them,  could  be  weighed  and  marked  by  any  parties  and 
reported  to  the  owners. 

Mr.  Mitchell  :  Mr.  President,  it  might  be  advisable  to  refer  that 
to  a  committee.  There  are  so  many  private  lines  that  are  not,  per- 
haps, represented  here,  that  it  might  be  advisable  to  refer  that  to  a 
committee  to  investigate  the  subject.  There  may  be  some  good 
grounds  why  it  should  not  be  done,  although  I  cannot  see  any.  If 
the  private  lines  are  represented  here,  I  would  like  to  hear  from 
them. 

The  President:  Is  Mr.  Parker,  of  Kansas  City,  in  the  house? 

Mr.  Rhodes:  Is  Mr.  T.  B.  Kirby  in  the  house? 

The  President  :    Is  Mr.  Bowen  here? 
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Mr.  Mitchell:  If  I  can  modify  my  motion,  I  will  recommend 
that  a  committee  be  appointed  to  confer  with  the  private  lines  and 
report  tomorrow  on  this  subject,  that  such  committee  should  contain 
at  least  two  members  from  private  lines. 

Mr.  Bush  :    I  second  the  motion. 

The  President  :  You  seconded  the  former  motion,  didn't  you, 
Mr.  Morris? 

Mr.  Morris  :   Yes. 

The  President  :  Is  that  acceptable  to  you  ? 

Mr.  Morris  :   Yes,  it  is  acceptable. 

The  President  :  You  have  heard  the  motion,  gentlemen.  Are 
you  ready  for  the  question  that  the  matter  be  referred  to  a  committee 
to  report  tomorrow.     Is  that  it,  Mr.  Mitchell  ? 

Mr.  Mitchell:  Yes  —  I  would  suggest  a  committee  of  five, 
at  least  two  members  of  which  are  to  be  representatives  of  private 
lines. 

The  President:  Are  you  ready  for  the  question?  All  in  favor 
will  please  say  "aye";  contrary,  *•  no." 

The  motion  was  carried. 

The  Chair  names  the  following  committee  on*  this  subject,  to  report 
tomorrow :  Messrs.  Mitchell,  Stark,  Bush,  Parker  and  Bowen. 

Mr.  Cloud  :  The  Chairman  desires  that  I  read  the  following 
communication,  which  is  from  Mr.  Moseley,  addressed  to  Mr.  Crone, 
in  response  to  a  request  to  address  us  at  the  opening  of  this  conven- 
tion : 

.V.  A.  Crone,  Esq.,  President,  Master  Car  Builders'  Association,  New  York, 
N.  v.: 

My  Very  Dear  Sir, — I  deeply  appreciate  your  kind  invitation  to  be  present 
and  address  the  approaching  annual  convention  of  the  Master  Car  Builders'  Asso- 
ciation, and  regret  that  official  duties,  involving  a  journey  to  the  Pacific  Coast, 
compel  me  to  deny  myself  the  pleasure  of  meeting  with  you  on  that  occasion. 
If  my  inclinations  could  prevail,  be  assured  I  should  be  most  happy  to  accept. 
1  am  much  gratified  by  the  honor  tendered,  and  would  be  more  than  delighted  to 
embrace  the  opportunity  of  meeting  so  many  old  friends  and  of  making  the  acquaint- 
ance of  others  whom  I  have  long  wished  to  know. 

Many  of  your  duties  relate  only  to  commercial  or  material  interests,  but  the 
persistent  efforts  of  your  Association,  extending  over  a  quarter  of  a  century,  to 
secure  the  safety  of  those  engaged  in  railroad  train  service  by  provision  of  those 
uniform  and  automatic  devices  which  alone  can  guard  against  ever-present  danger, 
to  my  mind  entitle  your  body  to  grateful  recognition,  not    only  by  the  vast  army 
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of  railway  employes,  but  by  all  classes  of  our  people.  That  the  world  is  never 
indifferent  to  the  demands  of  humanity  is  being  continually  proven,  and  right  now 
the  call  to  interfere  by  force  of  arms  in  behalf  of  the  helpless,  the  suffering  and 
the  oppressed  is  responded  to  with  practical  unanimity  throughout  the  nation. 

If  time  shall  demonstrate  the  necessity  of  changes  in  legislation  regarding  rail- 
way equipment  in  the  matter  of  safety  appliances,  the  advice  and  experience  of  that 
body,  of  which  you  have  the  honor  to  be  the  head,  will  again,  as  they  have  in  the 
past,  undoubtedly  be  of  the  greatest  consideration  and  assistance  in  determining  on 
what  lines  and  in  what  degree  the  alterations  should  be  made. 

That  American  railway  travel  has  become  almost  the  safest  condition  in  life  is 
due  most  largely  to  the  care,  intelligence  and  experience  which  have  given  the  hum- 
blest bolt  the  rank  of  an  engineering  problem,  and  ignored  no  appliance  tending 
toward  the  stability,  capacity,  general  utility,  and  longevity  of  the  instrumentalities 
of  transportation. 

I,  too,  have  given  more  than  a  decade  of  my  life  to  the  study  of  some  features 
of  this  subject  and  may  therefore  be  indulged  in  the  expression  that  no  one  appre- 
ciates more  thoroughly  than  I  the  great  debt  which  the  public  owes  to  the  mechani- 
cal genius  of  the  Master  Car  Builders*  Association.  The  ordeals  to  which  your 
experience  has  subjected  inventions  and  adherence  to  the  principle  of  survival  of  the 
fittest,  have  evolved  a  system  of  car  construction  which  is  infinitely  superior  to  those 
of  other  countries. 

With  renewed  assurances  of  my  appreciation  of  the  honor  conferred  by  your 
invitation,  and  again  regretting  my  inability  to  be  with  you, 

I  am,  very  truly  yours, 

Edw.  a.  Moseley. 

Mr.  Cloud  :  The  following  announcement  is  handed  in  : 

**  An  interesting  and  instructive  exhibition  of  the  Westinghouse  draft  gear  can 
be  seen  by  all  interested  on  the  D.  &  II.  tracks  east  of  Saratoga  station  at  any  hour 
on  the  days  of  the  convention. 

The  President  :  We  will  now  take  up  the  reports  of  the  commit- 
tees, if  no  other  business  be  offered  first. 

Mr.  Rhodes:  Mr.  Chairman,  we  are  ready  to  report  on  the 
report  of  the  Committee  on  Conference  with  Auditors,  which  was 
referred  to  the  Arbitration  Committee.  This  matter  was  discussed  at 
the  meeting  held  here  yesterday  afternoon,  and  an  expression  was 
had  of  the  general  views  of  the  members  who  attended,  and  later  in 
the  evening  the  committee  further  considered  it  and  makes  the  fol- 
lowing report : 

The  committee  recommends  that  the  refK>rt  be  accepted  and  spread  on  the .  min- 
utes, and  that  a  copy  be  transmitted  to  the  Railway  Accountants'  Association  with 
the  statement  that  while  the  M.  C.  B.  Association  is  in  sympathy  with  the  general 
intent  of  the  recommendations,  it  does  not  feel  that  the  M.  C.  B.  Association  is  the 
channel  through  which  recommendations  i,  2  and  3  of  the  refK>rt  can  be  enforced. 
Recommendation  4  can  be  cared  for  by  the  M.  C.  B.  Association. 
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The  President  :  Gentlemen,  you  have  heard  the  report.  What 
is  your  pleasure  in  the  matter  ? 

Mr.  Bush  :  I  move  the  adoption  of  the  report. 

The  motion  was  carried. 

Mr.  Lentz  :  Mr.  Chairman,  I  now  move  that  the  committee  to 
confer  with  the  auditors  be  discharged.     (Seconded.) 

The  motion  was  carried. 

The  President  :  If  there  is  nothing  further,  we  will  proceed  to 
the  reports.  Trains  Parting  is  the  next  report ;  Mr.  B.  E.  Thomp- 
son, chairman. 

Mr.  Cloud  :  Mr.  Thompson  is  not  here,  so  far  as  I  know,  and  I 
would  say  that  the  committee  has  not  sent  a  report  in  to  the  Sec- 
retary. 

The  President  :    Are  there  any  remarks  on  this  subject  ? 

Mr.  Rhodes  :  Mr.  Chairman,  I  think  that  many  of  the  members 
of  the  Association  have  looked  upon  this  subject  with  a  great  deal  of 
interest,  and  had  hoped  to  have  a  report,  and  it  seems  to  me  a  very 
pertinent  question  is.  Why  is  there  no  report  ?  I  believe  that  there  is 
an  undercurrent  of  feeling  among  our  members  that  there  is  hacrdly  a 
more  important  subject  now  to  be  dealt  with  by  railroads.  I  judge 
so,  because  in  the  topical  discussions,  and  in  the  recommendations 
for  committees,  we  find  that  there  is  a  tendency  to  discuss  questions 
all  of  which  relate  to  trains  parting.  At  the  present  time  a  law  is  to 
go  into  effect  which  will  affect  largely  the  safety  of  trains  while  in 
service.  I  have  been  a  little  surprised  to  see  the  sort  of  blind  confi- 
dence that  everyone  connected  with  the  subject  of  couplings  between 
cars  has.  No  one  questions  the  character  of  the  coupling,  or  the  kind 
of  material  that  is  put  into  it.  But  it  seems  to  me  that  some  one  must 
have  confidence  that  some  people  are  looking  after  it,  and  I  believe 
that  this  sort  of  blind  confidence  is  in  our  Association.  I  believe 
that  up  to  the  present  time  it  has  been  thought  that  it  was  not  neces- 
sary to  describe  the  mechanism  of  a  coupling,  or  describe  the  charac- 
ter of  the  material  that  goes  into  it,  because  our  Association  has  done 
such  good  work  in  the  past  that  the  public  believes  we  will  continue 
doing  it.  I  think  that  that  is  quite  a  gratifying  condition  to  reach, 
and  I  do  hope  that  we  will  continue  to  merit  it.  Not  very  long  ago 
I  was  traveling  over  our  road  —  and  while  it  is  true  that  accidents  to 
through  freight  trains,  as  was  stated  by  one  of  the  Commissioners  at 
our  opening  yesterday,  have  been  largely  reduced,  and  there  are  fewer 
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deaths  than  we  have  had  in  the  past,  nevertheless  accidents  do  occur, 
and  whatever  perfection  we  reach  there  will  still  be  a  class  of  acci- 
dents that  may  happen  and  will  happen  more  frequently  than  others  — 
and  on  our  road  I  was  told  not  very  long  ago  that  although  we  very 
seldom  have  any  accidents,  the  one  that  most  frequently  occurs  is  that 
of  breaking  in  two.  A  couple  of  years  ago  in  this  hall  it  was  voiced 
quite  largely  that  break-in-twos  were  very  serious,  and  I  believe  it 
behooves  us  well  to  consider  what  we  are  doing  to  prevent  the  break- 
in-twos  from  even  occurring,  we  will  say,  as  seldom  as  they  do  occur. 
Now,  I  think  that  one  move  that  has  been  made  bysome'of  the  promi- 
nent and  larger  coupler  companies  is  to  be  commended  in  the  highest 
way.  In  the  first  place,  the  price  of  the  product  has  been  reduced  in 
such  a  way  that  it  is  no  longer  an  incentive  for  new  companies  to 
enter  into  the  field.  Then,  again,  these  older  companies  in  their 
replacement  prices,  instead  of  only  taking  back  their  own  material, 
take  back  any  material  which  is  made  in  the  form  of  the  M.  C.  B. 
coupler.  I  think  that  is  one  of  the  most  commendable  moves  that 
the  manufacturers  of  couplers  have  made.  It  at  once  draws  attention 
to  the  character  of  material  which  some  of  the  newer  companies  are 
trying  to  force  upon  the  railroads.  Some  years  ago  a  good  deal  of 
talk  was  made  in  this  Association  because  some  railroads  had  put  into 
service  cast-iron  knuckles,  and  we  introduced  a  clause  in  our  rules  to 
prevent  that,  or  to  show  that  we  discountenanced  that  kind  of  mate- 
rial. I  have  recently  seen,  and  people  in  my  vicinity  of  the  country 
are  well  aware,  that  actually  the  M.  C.  B.  bar  has  been  put  into  service 
made  of  cast  iron  —  the  bar  itself,  not  the  knuckle.  Now  I  do  not 
hesitate  to  say  that  any  railroad  company  or  any  manufacturing  com- 
pany that  puts  an  M.  C.  B.  cast-iron  bar  into  service,  lays  itself  open 
to  serious  charges,  and  I  propose,  for  one,  if  anything  of  that  kind  is . 
discovered  on  the  equipment  of  cars  passing  over  our  road,  to  make 
it  just  as  prominent  as  it  is  possible  to  make  it.  I  think  that  that  is 
what  we  want  to 'do  as  an  Association,  and  as  members  of  the  Master 
Car  Builders*  Association.  If  anybody  through  ignorance  or  any 
other  cause  attempts  to  manufacture  unsuitable  material  and  to  put 
unsuitable  material  on  the  cars  which  we  pass  all  over  our  lines  in  this 
country,  we  must  make  prominent  that  negligence  and  that  indiffer- 
ence to  the  safety  of  railroads  and  of  trainmen  and  passengers  on  our 
lines. 

Now,  let  us  ask,  What  is  there  that  we  can  do  in  this  respect  ?   In 
the  first  place,  a  move  has  been  made  at  this  meeting  for  specifica- 
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tions  for  drawbars  and  couplers.  Now,  let  us  all  go  at  that  with  some 
intention  of  having  some  kind  of  a  specification.  Let  us  ask  our- 
selves, How  can  we  have  a  specification  for  wheels  and  have  a  spec- 
ification for  axles  and  at  the  same  time  have  no  specification  for  a 
coupler  ?  It  does  not  seem  to  me  that  any  management  of  a  railroad 
can  consistently  say  that  they  will  not  put  cast-iron  wheels  under  cars 
without  specifications,  and  at  the  same  time  tacke  any  kind  of  an 
M.  C.  B.  bar  and  put  it  in  service  without  knowing  anything  about 
what  specification  it  will  stand.  In  so  far  as  the  government  legis- 
lation is  concerned,  we  all  know  how  fully  the  government  appre- 
ciates specifications.  Not  only  do  they  have  specifications  for  their 
materials,  but  they  .have  tests  and  thorough  investigations  of  their 
material,  and  how  good  those  specifications  and  tests  and  investiga- 
tions have  proved  is  shown  by  the  excellent  results  produced  by  our 
vessels  and  our  guns,  and  we  may  rest  assured  that  those  who  want 
safety  appliances  on  the  railroads  of  this  country  will  indorse  in  every 
way  investigations  and  specifications  for  such  material. 

The  other  day  I  was  out  West,  and  on  returning  to  my  headquar- 
ters the  first  thing  I  saw  was  that  a  bad  accident  had  occurred  on  our 
line  through  a  break-in-two.  Now,  the  first  thing  I  wanted  to  know 
was,  what  had  caused  that  break-in-two.  Suppose  I  had  been  apply- 
ing cast-iron  drawbars  and  it  was  discovered  that  one  of  those  cast- 
iron  M.  C.  B.  couplers  had  broken.  Suppose  that  we  had  been 
applying  inferior  knuckles  and  it  was  discovered  that  one  of  those 
inferior  knuckles  was  broken  —  one  life  was  lost  and  two  or  three 
persons  badly  injured  —  suppose  we  knew  that  as  matter  of  fact  we  had 
not  tested  our  drawbars,  and  we  did  not  know  really  what  the  char- 
acter of  the  drawbar  material  was  —  I  would  have  felt  quite  embar- 
rassed ;  I  would  have  felt  perhaps  that  I  had  not  been  doing  my  duty 
as  I  ought  to  have  done  it.  As  a  matter  of  fact,  none  of  these  con- 
ditions afiected  me  at  all,  because,  so  far  as  my  information  went,  I 
felt  that  we  were  buying  the  best  and  the  safest  and  the  strongest 
bar  that  we  knew  of.  Perhaps  we  do  not  know  what  is  the  best,  but 
when  we  do  know  we  will  try  to  get  it.  The  investigation  of  the 
break-in-two  showed  this,  that  a  link  had  broken  between  two  cars. 
It  was  on  a  grade  and  the  rear  part  had  run  back  and  collided  with 
the  coming  train.  Those  who  were  in  the  way-car  were  badly 
injured.  Investigation  resulted  in  confirming  the  work  of  this  Asso- 
ciation. This  Association  has  recognized  that  the  link-and-pin  is  not 
a  safe  coupling  between  cars  either  for  trainmen  or  for  the  movement 
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of  trains.  Our  brake  tests  at  Burlington  showed  conclusively  that  it 
was  utterly  unsafe.  In  making  a  stop  w&  could  hardly  make  a  stop 
without  the  pin  flying  out  and  causing  these  break-in-twos,  so  it  was 
a  cause  of  satisfaction  to  me  to  find  that  the  style  of  coupling  which 
had  been  abandoned  by  the  M.  C.  B.  Association  and  which  we  were 
no  longer  introducing  was  the  cause  of  that  break-in-two. 

When  bars  are  sent  to  be  tested  or  to  be  tried  on  a  railroad 
I  believe  it  is  the  practice  of  a  good  many  to  accept  those  bars  if 
made  of  proper  material  to  put  in  service.  Now,  I  would  like  to 
see  the  members  of  the  Association  never  do  that,  but  would  urge 
that  the  first  thing  to  do  when  you  receive  half  a  dozen  bars,  or  tw^ 
bars,  or  three  bars,  is  to  put  them  under  the  drop  test  and  see  what 
kind  of  material  they  are  made  of.  If  it  stands  the  drop  test,  and 
you  have  reason  to  believe  that  the  others  are  as  good,  put  them 
in  service,  but  never  put  them  in  service  without  putting  some 
under  the  drop  test.  Another  thing  is,  I  would  keep  a  record  of 
every  break-in-two  that  occurs.  I  think  that  is  exceedingly 
important.  When  a  car  parts,  find  out  which  knuckle  is  open, 
get  the  name  of  that  coupler  and  keep  a  record  of  it,  and  if  it 
parts  without  either  knuckle  opening,  that  is  a  matter  also  of  which 
a  record  should  be  kept,  because  there  may  be  conditions  of  wear 
or  conditions  of  construction  which  would  permit  that  to  happen. 
I  would  keep  a  record  of  that  also.  In  getting  cars  over  our  rail- 
roads from  different  lines,  there  will  occasionally  come  up  condi- 
tions which  we  cannot  control.  For  instance,  some  neighbor  may 
have  a  C.  B.  &  Q.  car ;  it  may  be  causing  trouble ;  it  may  be 
parting.  They  may  say :  **  We  cannot  control  the  C.  B.  &  Q. 
cars."  There  is  one  thing  you  can  do — you  can  write  to  the 
Motive  Power  Department  of  the  Burlington  road  and  explain  that 
such  and  such  a  break-in-two  occurred  on  your  road  with  C.  B.  & 
Q.  cars  fitted  with  such  and  such  couplers.  When  we  have  done 
that  and  given  that  kind  of  information  around  generally,  I  believe 
we  will  finally  know  the  couplers  which  cause  break-in-twos,  the 
kind  of  draft  rigging  which  causes  break-in-twos,  and  by  following 
up  those  cases  carefully  we  will  help  very  materially  to  know  what 
is  the  best  kind  of  coupler  to  use,  and  the  best  kind  of  attach- 
ments to  use,  and  I  would  urge  the  members  of  the  Association  to 
follow  this  up  very  closely.  We  cannot  afford  to  have  devices  in 
service  that  are  not  reliable ;  our  trains  run  at  too  high  speed,  and 
the  connections  between  cars  must  be  safe.     [Applause.] 
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Mr.  Waitt  :  Mr.  Chairman,  as  the  subject  of  this  committee's 
report  that  was  to  have  been  presented  is  very  similar  to  the  sub- 
ject which  was  assigned  to  me  in  the  topical  discussions,  I  think  I 
may  take  the  opportunity  now  of  speaking  on  it,  there  being  a  little 
more  time  than  would  be  given  for  the  general  discussion  of  it 
under  the  ten  minutes  limit.  I  am  very  sorry,  for  one,  that  the 
committee  has  made  no  report.  I  think  that  the  subject  is  of  vital 
importance  to  the  railroad  companies,  and  of  enough  importance 
to  have  given  it  a  great  deal  of  consideration.  To  be  sure,  it  was 
taken  up  last  year.  I  know  that  from  my  own  experience  in  inves- 
tigating the  subject  last  year  in  connection  with  the  report  that 
was  presented,  that  information  was  obtained  which  was  made  use 
of  on  the  Lake  Shore  and  has  quite  materially  reduced  the  number 
of  break-in-twos.  Many  cases  of  break-in-two  were  discovered  and 
were  enumerated  in  the  report,  and  those  causes  have  in  many  cases 
been  removed.  It  seems  to  me  that  as  the  Association  has  found 
it  wise  to  have  a  permanent  committee  on  triple  valve  tests  and  a 
permanent  committee  on  brake  shoe  tests,  that  right  in  line  with 
that  as  a  proper  subject  for  permanent  committee  work  the  sub- 
ject of  couplers  would  come  in,  and  I  for  one  would  like  to  see  a 
standing  committee  of  the  Association  take  this  subject  up  and 
consider  it  in  its  broadest  sense.  I  propose  for  the  first  year  put- 
ting upon  them  the  duty  of  considering  special  limit  gauges,  and 
considering  besides  that  special  tests  for  couplers,  ahd  let  it  be  a 
standing  committee  to  take  the  subject  up  from  year  to  year  in  its 
various  phases,  being  assisted  for  the  first  year  by  committees  on 
these  two  special  subjects  —  specifications  and  tests  for  couplers  and 
limit  gauges  for  wear  of  couplers.  And  then,  afterward,  if  such  a 
standing  committee  could  act,  as  we  hope  the  triple  valve  committee 
will  have  occasion  to  act,  making  tests  of  couplers  from  time  to 
time,  and  possibly  working  out  a  wise  plan  for  certifying  to  the 
Association  couplers  that  satisfactorily  stand  the  required  tests.  I 
think  that  would  go  quite  a  step  in  advance  in  getting  the  best  coup- 
lers retained  and  those  that  are  not  worthy  of  use  culled  out.  It 
seems  to  me  that  with  the  fifty  or  a  hundred  or  more  of  the  M.  C.  B. 
couplers  at  the  present  time,  it  is  in  the  line  of  economy  and  wis- 
dom to  ask  the  question  whether  we  can  afford  to  be  dealing  with  so 
many  different  kinds  and  styles  of  couplers  of  all  degrees  of  efficiency 
in  working,  and  all  degrees  and  qualities  of  material  that  are  used, 
and  I  hope  that  one  of  the  results  of  this  convention  will  be  to  estab- 
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lish  a  permanent  committee  in  connection  with  this  line  of  work ;  and 
I  think  if  we  should  wish  to  carry  on  official  tests  in  years  to  come, 
that  there  are  institutions  like  Purdue  University  which  would  only  be 
too  glad  to  assist,  to  take  the  apparatus  in  charge  and  give  assistance 
in  making  tests  that  would  be  of  great  value  to  the  railroads  of  the 
country.  During  the  past  year  I  think  it  is  safe  to  say  that  many  of 
the  coupler  companies  have  carried  out  some  of  the  suggestions  that 
were  made  by  the  Committee  on  Trains  Parting  last  year,  and  have 
made  improvements  in  their  couplers  to  avoid  some  of  the  difficulties 
or  some  of  the  weak  points  that  were  at  times  causing  the  parting  of 
trains. 

The  question  is  asked  whether  it  is  necessary  to  have  any  additional 
device  in  order  to  prevent  trains  parting.  We  know  that  one  of  the 
sources  of  trains  parting  with  some  couplers  is  on  account  of  some  sort 
of  a  creeping  action  that  raises  the  lock  and  lets  the  knuckle  open. 
That  evidently  must  be  caused  by  the  cars  not  being  kept  at  a  uniform 
distance  apart,  sometimes  slacking  up  and  sometimes  pulling  apart. 
With  our  heavier  trains,  and  heavier  capacity  cars,  it  seems  to  be  a 
proper  question  whether  or  not  we  have  not  need  to  make  a  provision 
to  keep  the  cars  steady  and  to  keep  them  from  having  the  lateral  and 
the  longitudinal  motion  that  they  now  have,  by  means  somewhat  simi- 
lar to  what  we  have  in  our  passenger  trains.  Consideration  was  given 
last  year,  and  I  think  is  still  being  given,  to  the  use  of  some  sort  of 
buffing  device,  something  to  keep  the  cars  where  they  should  be,  and 
to  prevent  the  breaking  of  the  couplers  by  unusual  shocks  that  they 
get  in  switching.  There  are  various  devices  of  this  kind  in  use,  and  I 
believe,  as  the  capacity  of  our  cars  increases  and  the  length  of  our 
trains  increases,  we  have  got  to  consider  this  very  seriously.  There  is 
one  point  especially  that  I  think  must  receive  attention  this  coming 
year,  and  in  fact  right  along,  and  that  is  deciding  on  some  limit  for 
permissible  wear  in  the  couplers.  We  are  beginning  now,  as  nearly 
all  of  our  cars  on  many  roads  are  equipped  with  the  automatic  coupler, 
to  find  that  the  couplers  will  sometimes  come  apart  without  unlocking. 
If  that  is  so,  there  is  a  cause  for  it,  and  we  have  tried  to  investigate  a 
number  of  cases  of  this  kind  and  we  think  we  have  found  some  of  the 
causes.  I  have  here  a  blue  print  which  I  wish  every  member  of  the 
Association  could  see.  It  gives  the  contour  line  of  the  M.  C.  B. 
standard  coupler  and  the  contour  line  of  the  M.  C.  B.  coupler  which 
uncoupled  a  number  of  times  on  a  number  of  divisions  of  our  road, 
and  then  again  once  or  twice  in  one  of  our  yards.    We  had  it  removed 
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from  the  car  and  made  a  careful  diagram  showing  the  exact  shape  of 
it.  The  dotted  line  on  that  diagram  shows  the  shape  of  the  coupler 
that  was  removed  from  the  car.  The  full  line  shows  the  shape  of  the 
M.  C.  B.  contour  line,  and  it  will  be  seen  that  this  coupler  which  was 
running,  on  account  of  wear  and  on  account  of  the  bending  or  dis- 
tortion from  some  cause  or  other,  of  the  guard  arm,  the  opening 
between  the  knuckle  and  the  guard  arm  was  more  than  an  inch  above 
what  the  standard  contour  line  would  permit.  The  result  was  that 
this  coupler  uncoupled  four  or  five  or  six  times  in  going  over  the  road 
without  either  of  the  knuckles  opening,  and  then  it  would  couple 
again,  just  as  easily,  without  opening  the  knuckles.  We  have  got  to 
provide  against  anything  of  that  kind.  We  had  a  meeting  some  time 
ago  of  our  Division  Master  Car  Builders  to  consider  the  subject,  and 
several  gauges  were  submitted  which  were  sent  out  for  trial  to  be 
reported  on  at  a  future  meeting.  The  result  of  that  has  been  the 
adoption  of  a  gauge  which  will  apparently  overcome  the  objectionable 
features  to  the  first  one  that  was  put  in  service,  and  I  have  been  look- 
ing around  for  Mr.  Fildes,  our  Division  Master  Car  Builder  at  Chi- 
cago.    Have  you  the  gauge  with  you,  Mr.  Fildes  ? 

Mr.  Fildes  :  No,  I  have  not. 

Mr.  Waitt  :  Mr.  Fildes  had  one  of  the  gauges  with  him,  and  I 
hoped  he  had  it  here  this  morning.  But  as  a  suggestion  to  whatever 
committee  will  look  the  matter  up,  or  the  members  of  the  Association, 
I  would  say  that  we  must  limit  the  bending  or  distortion  of  the  guard 
arm.  We  must  limit  the  change  of  the  condition  of  the  knuckle  by 
reason  of  the  wear  of  the  lock  or  back  end  of  the  knuckle.  We  must 
limit  the  thickness  of  the  tongue  of  the  knuckle  in  wear,  the  amount 
of  work  in  the  knuckle  pivot  and  pivot  pin.  All  of  those  points  are 
vitally  important  if  we  are  going  to  keep  our  couplers  in  shape  to 
keep  the  cars  coupled  together  surely  and  safely.  But  one  thing 
especially  —  I  hope  the  Association,  as  I  said  before,  will  have  a 
permanent  committee  on  this  subject  of  couplers  that  can  keep  in 
touch  with  the  subject  from  year  to  year. 

Mr.  Leeds  :  Mr.  President,  I  move  that  this  blue  print  be  em- 
bodied as  a  cut  in  our  Proceedings,  so  that  we  can  all  study  the  points, 
and  also  that  Mr.  Waitt  be  requested  to  prepare  diagrams  of  these 
gauges  that  relate  to  the  limits  that  he  speaks  of,  so  that  there  will  be 
clearly  set  forth  not  only  the  defects  that  have  occurred,  but  the  pro- 
visions he  would  suggest  being  made  to  prevent  the  recurrence  of  such 
accidents  as  he  refers  to. 
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Mr.  Waitt:  Mr,  Chairman,  I  would  say,  if  the  motion  is 
seconded,  that  a  drawing  could  be  prepared,  if  it  is  wanted  to  be 
published  in  the  report,  showing  the  gauges  that  we  have  used  and  the 
way  they  are  to  be  used.  The  limits  that  we  have  set  on  the  Lake 
Shore  may  not  possibly  be  the  wisest  ones.  They  are  merely  being 
put  in  use  for  trial.  I  can  say  this  much,  that  it  has  necessitated  in 
passenger  equipment  cars  the  removal  of  quite  a  number  of  knuckles, 
and  in  one  or  two  cases,  I  believe,  of  couplers  themselves,  and  it 
stopped  some  of  the  cases  of  uncoupling  in  passenger  trains.  We 
have  not  applied  it  to  freight  yet,  because  we  wanted  to  try  the  thing 
thoroughly.  But  I  think,  so  far  as  setting  any  limits  is  concerned,  it 
is  a  matter  that  should  have  careful  committee  consideration,  and  the 
sentiment  and  experience  of  the  members  at  large.  But  if  it  is  wanted, 
a  drawing  of  the  gauge  that  we  are  trying  can  be  furnished,  and  I 
would  be  glad  to  do  it. 

Mr.  Leeds  :  Exactly  the  point  that  I  wanted  to  make  in  this 
matter  is  that  Mr.  Waitt's  remarks  should  be  embodied  in  our  Pro- 
ceedings, and  that  in  order  to  fully  comprehend  all  that  he  has  said 
we  should  have  diagrams  showing  what  he  refers  to,  not  only  that 
we  may  study  it  up  ourselves  at  our  leisure  and  without  taking  up 
the  time  of  this  convention,  but  that  from  the  study  of  it  we  will 
all  be  better  prepared  to  make  suggestions  to  the  committee  that  I 
hope  will  be  appointed  in  conformity  with  his  suggestion.  The  motion 
I  made  was  that  the  blue  print  that  he  has  presented,  and  which  he 
says  he  wishes  every  member  of  the  Association  could  see,  shall  be 
printed  in  our  Proceedings,  and  also  that  the  gauges  referred  to  be 
illustrated.  I  would  say  for  the  benefit  of  the  President  that  the 
motion  was  seconded. 

Mr.  Cloud  :  The  motion  is  that  Mr.  Waitt's  remarks  be  illus- 
trated by  a  cut  of  the  diagram  he  had  in  his  hands,  and  with  a  cut  of 
the  gauge  or  gauges  he  referred  to,  with  the  limits  followed  by  the 
Lake  Shore  &  Michigan  Southern  road. 

The  President  :  You  have  heard  the  motion.  Are  you  ready 
for  the  question ?     All  in  favor  please  say  **  aye'*;  contrary,  **no.'* 

The  motion  was  carried. 

Mr.  Waitt  subsequently  furnished  the  following  : 

Fig.  I  shows  a  simple  test  gauge  which  we  are  experimenting  with  at  the  present 
time,  for  determining  when  the  wear  in  a  coupler  is  so  excessive  as  to  allow  the 
knuckle  to  open  when  locked  to  a  dangerous  extent.  The  part  of  the  gauge  between 
the  points  A  smd  B  corresponds  with  the  standard  contour  line  of  the  inner  face  of 
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the  coupler.  Point  C  is  intended  to  be  on  the  line  with  the  center  line  of  coupler. 
The  length  of  the  arm  C  D  is  such  as  to  permit  of  an  opening  of  the  knuckle  through 
wear,  or  from  bending,  or  other  cause,  of  ^  inch  beyond  the  normal. 

Our  practice  in  using  this  gauge  on  passenger  trains  was  to  first  pull  the  knuckle 
open  as  far  as  it  would  go  in  its  proper  locked  position,  then  place  the  gauge  against 


v7 


Fig.  I. 


the  face  of  the  coupler  close  to  the  top  lug,  dropping  it  down  between  the  knuckle 
and  face  of  coupler.  If  the  position  of  the  knuckle  is  such  as  to  allow  the  gauge 
to  drop  down  inside  of  the  knuckle,  it  indicates  an  excessive  wear  of  one  or  more 
of  the  following  parts  :  pivot  pin  ;  knuckle  (pivot  pin  hole,  inside  of  lugs  or  tongue); 
lock  ;  coupler  body  (pivot  pin  hole).  Our  instructions  are  that  the  renewals  of  parts 
should  be  made  in  the  order  above  named,  and  a  sufficient  number  of  parts  should 
be  renewed  to  prevent  the  gauge  being  inserted  between  the  knuckle  and  coupler. 
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Some  little  experience  with  this  gauge  has  shown  that  it  cuts  out  quite  a  num- 
ber of  defective  knuckles,  and  to  that  extent  seems  to  reduce  the  troubles  that  we 
have  had  from  uncoupling;  but  we  find  that  it  does  not  take  in  enough  of  the  con- 
tour line  of  the  face  of  the  coupler  to  make  it  entirely  accurate.  Furthermore,  it 
does  not  provide  for  the  guard  arm  being  bent  or  out  of  its  proper  position,  and  it 
does  not  provide  for  maintaining  a  safe  proper  distance  between  the  nearest  points  of 
knuckle  and  guard  arm. 

As  one  of  a  committee  of  our  Master  Car  Builders  to  consider  the  subject  of 
limit  gauges,  and  to  recommend  a  suitable  gauge  for  the  purpose,  Mr.  Thomas  Fildes, 
our  Master  Car  Builder  at  Chicago,  has  devised  a  simple  and  seemingly  very  com- 
plete gauge,  which  is  not  patented,  and  wluch  is  submitted  lor  the  information  of  the 
members  of  the  Association  with  a  view  of  developing  from  this  a  practical  limit 
gauge  for  wear  on  couplers.  The  gauge  is  illustrated  in  Fig.  2.  This  gauge  is 
made  so  that  when  the  caliper  isproperly  set,  the  bearing  i>oints  A,  B,  C  and  D  can 
be  made  to  correspond  with  the  correct  contour  line,  as  shown  by  the  M.  C.  B. 
gauge.  At  point  E  are  two  marks  on  the  gauge ;  when  the  pointer  of  the  caliper 
arm  points  to  one  of  them,  the  gauge  is  set  in  accordance  with  the  standard  contour 
lines ;  when  the  pointer  points  to  the  other,  and  the  gauge  with  the  caliper  so  set 
passes  down  between  the  knuckle  and  the  guard  arm,  it  shows  that  there  is  an  exces- 
sive wear,  the  mark  being  made  at  the  limiting  point  determined  on  for  allowable 
wear.  This  wear  thus  indicated  shows^  that  it  exists  either  in  the  knuckle  pin  or 
holes  in  the  knuckle,  or  lugs  of  the  coupler.  If  the  movable  slide  at  C,  which  has  a 
free  movement  of  ^^  inch,  goes  to  its  extended  position,  it  indicates  that  the  guard 
arm  is  sprung  so  much  that  it  has  become  dangerous,  and  the  coupler  body  should  be 
removed.  The  maximum  distance  over  all  at  the  points  C  D  should  not  exceed  $j^ 
inches,  and  whenever  the  coupler  becomes  worn  so  as  to  permit  that  distance  it  should 
then  be  condemned.  The  remedy  then  would  be  either  to  apply  a  new  knuckle,  a 
new  knuckle  pin,  or  to  bush  the  holes  for  the  knuckle  pin  so  as  to  take  up  the  exces- 
sive play.  The  projecting  point  F  on  the  gauge  is  for  preventing  excessive  wear  in 
knuckle  or  coupler,  which  will  permit  the  knuckle  to  open  up  when  locked  ^  inch 
beyond  its  normal  position.  This  we  consider  is  the  maximum  distance  allowable 
in  safe  practice. 

It  will  be  noted  that  the  part  of  the  gauge  on  the  line  G  H  is  straight;  this  is 
made  1 1}  inches,  and  is  to  be  used  for  gauging  the  hole  in  the  knuckle  and  the  holes 
in  the  lug  of  coupler,  and  when  worn  to  the  limit  shown  it  indicates  that  they  should 
be  bushed  or  renewed.  The  distance  is  given  for  the  Gould  coupler,  which  is  our 
standard,  and  which  uses  the  largest  size  of  knuckle  pin  of  any  of  the  couplers. 

This  large  gauge  that  I  have  illustrated  and  described  is  merely  a  suggestion 
that  seems  to  be  in  line  with  what  we  want  to  get  at,  and  it  may  be  a  starting  point 
from  which  a  standard  limit  gauge  can  be  derived. 

Yours  truly, 

A.  M.  Waitt,  G^n.  M.  C.  B. 

Mr.  Blackall  :  Mr.  President,  if  in  order,  we  are  ready  to  report 
on  the  nominations. 

The  committee  has  nominated  for  President,  C.  A.  Schroyer;  for 
First  Vice-President,  John  T.  Chamberlain ;  for  Second  Vice-Presi- 
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dent,  J.  J.  Hennessey ;  for  Third  Vice-President,  W.  J.  Robertson  ; 
for  Executive  Committee,  E.  D.  Bronner,  J.  H.  McConnell,  William 
Apps  ;  for  Treasurer,  G.  W.  Demarest. 

Mr.  E.  D.  Bronner  declined  the  nomination  for  President. 

Mr.  E.  D.  Bronner  here  took  the  chair,  and  said  :  The  special 
order  of  business  at  this  hour,  gentlemen,  will  be  the  revision  of  the 
Code  of  Interchange  Rules.  If  there  is  no  objection,  the  usual  course 
will  be  pursued  —  that  is,  the  Secretary  will  read  the  rules,  section  by 
section,  and  if  there  is  no  question  raised  the  section  will  be  allowed 
to  stand.  The  Arbitration  Committee,  of  course,  will  present  its 
recommendations  at  the  proper  time. 

Mr.  Rhodes  :  I  would  suggest  that  in  place  of  the  Secretary  read- 
ing the  entire  section  he  only  read  the  number  of  the  rule  and  the 
number  of  the  section,  and. then  pass  on,  if  there  is  no  question 
raised. 

Mr.  Cloud  :  We  have  here  a  lot  of  the  copies  of  the  Rules  of  Inter- 
change, and  copies  of  the  reports  of  the  Arbitration  Committee,  which 
will  be  distributed. 

The  Chairman  :  Before  we  proceed,  I  would  like  to  call  the 
attention  of  the  gentleman  who  is  acting  as  chairman  of  the  Commit- 
tee on  Prices  in  the  Master  Car  Builders*  Rules,  Mr.  McConnell,  to 
bring  the  recommendations  up  at  the  proper  time. 

The  convention  then  proceeded  to  revise  the  Rules  of  Inter- 
change. 

Section  20  of  Rule  5  having  been  reached,  Mr.  McConnell  said  : 
If  it  is  proper  at  this  time  I  would  like  to  bring  up  the  question  of 
additional  compensation  for  work  done  by  roads  west  of  the  105th 
meridian.  There  are  a  number  of  representatives  here  from  the  West- 
ern roads,  and  it  might  be  of  interest  to  the  convention  to  have  them 
get  up  and  state  their  position. 

The  President  :  Is  there  anybody  in  the  convention  who  wishes 
to  speak  on  this  question  ? 

Mr.  Hickey  :  Mr.  Chairman,  I  will  suggest  that  this  question  be 
deferred  until  the  end  of  the  adjustment  of  the  Interchange  Rules. 
Let  the  details  of  what  we  are  now  handling  proceed  until  the  end, 
after  which  the  question  of  additional  compensation,  brought  up  by 
Mr.  McConnell,  can  be  taken  up  in  better  shape. 

The  President:  There  is  no  motion  before  the  house,  and  we 
will  proceed  to 


Digitized  by 


Google 


106 

Mr.  McConnell  :  I  suggest,  then,  that  Mr.  Hickey  make  that  in 
the  form  of  a  motion  —  that  this  matter  be  brought  up  at  some  speci- 
fied time  —  the  compensation  to  Western  roads ;  apd  that  will  give 
everybody  interested  in  the  Western  lines  an  opportunity  to  come 
here  and  be  prepared  to  present  their  side  of  it  in  the  convention.  I 
would  ask  Mr.  Hickey  to  put  that  in  the  form  of  a  motion. 

Mr.  Hickey  :  I  cannot  see  that  it  would  better  the  situation  any 
to  fix  a  specified  time.  I  would  say  that  when  the  question  of  the 
Interchange  Rules  is  done  with,  we  could  then  take  it  up  to  advan- 
tage, because  there  are  matters  and  items  in  this  adjustment  which  we 
are  now  going  through  with  that  may  have  some  bearing  on  the  ques- 
tion of  additional  compensation.  I  do  not  see  that  a  motion  is  nec- 
essary. If  you  like,  and  if  I  am  in  order,  I  will  move,  that  it  be 
deferred  until  the  Interchange  Rules  are  adjusted. 

Mr.  McConnell:  1  would  say  in  that  connection  that  if  this 
matter  is  deferred  to  the  latter  end  of  the  session,  possibly  we  will 
get  tired  and  a  number  of  the  Western  representatives  may  be  away, 
and  I  do  not  think  the  subject  will  be  ventilated  to  the  justice  of 
the  convention  or  the  Western  members. 

Mr.  Small:  As  representing  one  of  the  Western  railroads,  I 
understand  that  a  committee  was  appointed  for  the  purpose  of  con- 
sidering and  presenting  recommendations  to  the  Association.  I  fur- 
nished the  committee  with  all  the  information  I  could,  showing  the 
amounts  it  cost  us  to  repair  cars.  But  I  do  not  see  that  the  com- 
mittee has  made  any  recommendations  to  the  Association.  We  are 
in  about  the  same  shape  now  that  we  were  last  year.  I  would  like 
to  hear  from  the  chairman  of  the  committee  as  to  what  he  would 
recommend,  judging  from  the  information  he  received  from  the 
Western  roads.  I  know  our  road  recommended  that  they  should 
receive  fifteen  per  cent  above  the  regular  M.  C.  B.  prices. 

Mr.  Chamberlain  :  I  believe  about  as  good  a  time  as  any  to 
settle  this  question  is  now,  for  the  reason  that  we  have  got  a  good, 
full  meeting  here  —  about  as  full,  probably,  as  we  will  get.  If  my 
friend  here  will  make  a  motion  bringing  up  this  question  at  a  stated 
time,  I  do  not  see  any  objection  to  it ;  but  I  do  not  believe  you  will 
get  a  better  meeting  than  you  have  got  now  to  handle  the  subject. 
As  far  as  the  prices  are  concerned,  whatever  the  Committee  on 
Prices  has  to  further  recommend  does  not,  so  far  as  I  can  see,  make 
any  difference  with  the  principle  of  the  question,  as  to  whether  the 
roads  west  of  the  105th  meridian  should  charge  a  percentage  for  labor 
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and  material  over  that  allowed  to  be  charged  by  the  Eastern  roads. 
The  principle  is  right  there.  The  arguments  can  be  made  pro  and 
con  an4  the  subject  can  be  discussed,  and  I  would  prefer  to  have  it 
discussed  now.  I  would  make  a  motion,  Mr.  Chairman,  that  the 
matter  be  taken  under  consideration  now.   • 

Mr.  Schrover  :  I  rise  to  a  point  of  order.  What  are  we  talking 
about  ? 

The  President  :  Mr.  Hickey*s  motion.  Your  motion  was  sec- 
onded, wasn't  it,  Mr.  Hickey? 

Mr.  Hickey:  I  made  a  motion  that  the  subject  be  deferred  until 
we  get  to  the  end  of  the  Interchange  Rules.  I  do  not  know  whether 
it  was  seconded. 

A  Member:  I  second  that  motion. 

Mr.  Humphrey  :  I  would  like  to  say  that  I  concur  with  Mr. 
Chamberlain  that  now  is  the  proper  time  to  take  this  up.  The  West- 
ern members  are  all  here.  After  adopting  all  these  different  sections 
it  will  be  necessary,  perhaps,  to  reconsider  some  of  them  if  we  adjust 
any  of  the  rates  as  some  of  the  Western  members  desire  to  request. 
I  move  to  amend  that  we  proceed  to  consider  this  question  right  now. 
(Seconded.) 

Mr.  Hickey  :  If  it  is  the  desire  of  the  members  that  that  be  done 
I  withdraw  my  motion  in  favor  of  Mr.  Humphrey's. 

Mr.  Leeds  :  I  agree  that  the  time  to  discuss  that  is  now,  and  we 
would  have  been  at  that  point  now  if  the  motion  had  prevailed  that 
we  take  it  up  on  the  conclusion  of  the  revision  of  the  Interchange 
Rules.  We  have  wasted  a  great  deal  more  time  than  it  would  have 
taken  to  finish  the  Rules.  I  make  a  motion,  as  I  understand  Mr. 
Hickey  has  withdrawn  his,  that  we  proceed  with  the  Interchange  Rules 
to  a  finish  and  immediately  take  up  the  discussion  of  the  extra 
compensation. 

The  Chairman  :  The  motion  before  the  house  is  Mr.  Chamber- 
lain's motion,  which  was  seconded  by  Mr.  Humphrey,  that  we  proceed 
at  once  to  consider  the  question  of  extra  compensation  for  the 
Western  roads. 

Mr.  Leeds:  Excuse  me.  I  did  not  know  there  was  a  motion 
before  the  house. 

The  Chairman  :  All  in  favor  of  the  motion  will  please  say 
*'aye'*;  contrary,  **no.'' 

The  motion  was  carried. 
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The  report  of  the  committee  is  as  follows : 

REPORT  OF  COMMITTEE  ON  PRICES  IN  MASTER  CAR 
BUILDERS'  RULES. 

To  the  President  and  Members  pf  the  Master  Car  Builders'  Association  : 

Your  Committee  on  Prices  in  Master  Car  Builders'  Rules  begs  leave  to  submit 
the  following:  A  circular  of  inquiry  was  sent  out  asking  for  certain  information 
that  would  enable  the  committee  to  present  to  the  Association  certain  facts  connected 
with  the  operation  of  cars  on  Eastern  and  Western  roads.  Thirty-one  replies  have 
been  received.  The  Arbitration  Committee  has  furnished  this  committee  with  sug- 
gestions from  the  several  railway  clubs  and  members  of  the  Association.  The  ten- 
dency to  increase  the  size  of  freight  equipment  in  the  last  few  years  has  put  in  service 
a  number  of  cars  of  70,000,  80,000  and  100,000  pounds  capacity,  and  also  increased 
the  length  of  furniture  and  stock  cars.  During  the  year  1897  a  number  of  furniture 
cars  fifty  feet  over  end  sills  have  been  built  and  this  year  stock  cars  forty-two  feet 
long  have  been  placed  in  service.  The  present  Master  Car  Builders'  prices  do  not 
include  axles  for  cars  above  60,000  pounds  capacity. 

Various  forms  of  metal  trucks  are  being  used ;  several  kinds  of  pressed  steel, 
others  of  cast  steel  and  combinations  of  iron  and  steel  are  in  service.  There  should 
be  a  price  made  by  the  Association  to  cover  the  loss  on  the  bodies  and  trucks  of  the 
modem  equipment  now  being  built  and  in  service. 

The  following  letter  from  the  Arbitration  Committee  has  a  number  of  suggestions 
and  the  letter  is  given  in  full : 

Some  suggestions  for  changes  in  the  prices  in  the  Rules  of  Interchange  having 
been  sent  to  the  Arbitration  Committee  in  response  to  its  circular  asking  for  sugges- 
tions ifor  the  revision  of  th^  Rules  of  Interchange,  the  committee  has  instructed  me  to 
communicate  to  you  these  suggestions  about  prices,  because  they  properly  belong  to 
your  Committee  on  Prices  in  the  Rules.     They  are  as  follows : 

The  Northwest  Railway  Club  recommends  that  the  prices  of  axles  be  extended 
to  include  axles  for  70,000,  80,000  and  100,000  pound  cars. 

Mr.  H.  J.  Small  suggests  adding  to  the  prices  for  end  and  side  doors  applied,"  No 
credit  to  be  allowed,"  or  **  that  a  fixed  credit  be  quoted  for  doors  lost  when  cost  of 
replacing  same  b  charged  to  the  owner." 

The  Western  and  St.  Louis  Railway  clubs  advise  that  the  word  "brass"  be 
inserted  between  "  filled"  and  "  shell "  in  the  fifth  line  on  page  24,  while  the  Central 
Railway  Club  advises  that  the  words  "brass  or  bronze"  be  inserted  in  the  same  place. 

In  regard  to  Section  17,  Rule  5,  the  following  suggestions  have  been  made: 

By  Mr.  G.  L.  Potter. 

In  the  list  of  charges  for  labor  as  shown  on  page  27,  strike  out  the  fourth  item, 
"  draft  timber  bolts  complete,  at  one  end  of  car,  replacing,"  and  substitute  "  draft 
timber  bolts  renewed,  each  5  cents  for  ordinary  cars  and  5  cents  for  refrigerator  cars." 

We  would  suggest  that  the  following  additional  items  be  included  in  the  list 
referred  to : 

One  side  plank  replaced  for  gondola  cars. 

Two  side  planks  replaced  for  gondola  cars. 

Three  side  planks  replaced  for  gondola  cars. 
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One  end  plank  replaced  for  gondola  cars. 

Two  end  planks  replaced  for  gondola  cars. 

Three  end  planks  replaced  for  gondola  cars. 

One  side  plate  spliced,  6  hours  ordinary  cars,  15  hours  refrigerator  cars. 

One  side  plate  applied,  6  hours  ordinary  cars,  6  hours  refrigerator  cars. 

One  running  board  applied,  6  hours  ordinary  cars,  6  hours  refrigerator  cars. 

One  metal  brake  beam  repaired,  3  hours  ordinary  cars,  3  hours  refrigerator  cars. 

By  Mr.  Jno.  Hodge. 

That  table  be  amended  to  include  the  item  "  side  plate,"  the  number  of  hours  to 
be  charged  for  replacing  or  splicing;  also  to  designate  where  it  may  be  spliced, 
similar  to  Section  8,  Rule  4. 

By  Central  Railway  Club. 

Add  to  the  table  the  following : 

Side  plate  spliced,  8  hours  for  ordinary  cars,  15  hours  for  refrigerator  cars. 

Side  plate  applied,  15  hours  for  ordinary  cars,  25  houcs  for  refrigerator  cars. 

Running  board  complete,  applied,  6  hours  for  ordinary  cars,  6  hours  for  refrig- 
erator cars. 

By  St.  Louis  Railway  Club. 

Add  to  table : 

One  side  plate,  ordinary  cars,  25  hours ;  refrigerator  cars,  40  hours. 

One  side  plate,  splicing,  ordinary  cars,  15  hours;  refrigerator  cars,  25  hours. 

Western  Railway  Club  concurs  in  suggestions  of  Central  Railway  Club  as  above ; 
also  suggests  note  as  follows : 

Note. — When  center  plate  bolts  are  renewed,  no  extra  charge  for  labor  shall  be 
made  for  applying  the  center  pin  or  friction  rollers  to  same  end  of  cars. 

Car  Foremen's  Association. 

Add  to  table  on  page  28 : 

Applying  one  side  plate,  ordinary  car,  20  hours;  refrigerator  car,  35  hours. 

Splicing  one  side  plate,  ordinary  car,  10  hours;  refrigerator  car,  20  hours. 

Section  18,  Rule  5. 

The  Central  Railway  Club  suggests  that  we  add  the  following:  "Renew  pipe 
nipple  on  end  of  train  pipe,  5  cents." 

The  Arbitration  Committee  suggests  for  your  committee  that  prices  to  be  charged 
for  each  item  of  material  mentioned  in  this  section  should  be  inserted  in  the  table. 

Section  19,  Rule  5. 

The  Northwest  Railway  Club  suggests  that  the  prices  of  cars  should  be  extended 
to  include  box  and  furniture  cars  40  feet  long  or  over,  but  under  46  feet,  and  46  feet 
or  over,  but  under  50  feet. 

The  Pennsylvania  Railroad  Company  suggests  that  gondola  cars  of  40  and  50 
tons  capacity  should  be  included  in  these  prices  for  gondola  cars. 

The  Pennsylvania  Railroad  Company  also  suggests  that  under  the  head  of 
**  Trucks "  should  be  included  prices  for  pressed  steel  trucks  and  trucks  of  80,000 
and  100,000  pounds  capacity. 

The  question  of  additional  comi>ensation  for  work  done  by  roads  west  of  the 
105th  meridian  has  been  before  the  Association  several  times.  Information  from 
seven  Western  roads  shows  the  average  wages  paid  for  labor  on  car  repairs  to  be 
23|^  cents  per  hour,  while  the  average  for  same  class  of  labor  on  Eastern  roads  is 
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1 8  cents  per  hour.  The  Western  roads  pay  31  per  cent  more  on  an  average  than 
Eastern  roads  for  labor  and  the  Western  roads  claim  material  costs  an  average  of 
10  per  cent  more  than  prices  paid  by  Eastern  roads. 

Seven  Western  roads  paid  to  Eastern  roads  for  repairs  of  cars  $69,621.78.  They 
collected  from  Eastern  roads  1132,909.25  for  repairs  to  Eastern  cars  on  the  seven 
Western  roads. 

From  statements  from  the  Western  roads  as  to  prices  paid  for  labor  and  material, 
the  actual  cost  to  the  Western  roads  for  doing  the  work  was  $159,491. 10,  showing  a 
loss  to  the  seven  Western  roads  for  the  year  1897  of  ;^26,58i.85. 

If  the  amount  collected  from  Eastern  roads  was  equal  to  amount  paid  by  Western 
roads,  the  loss  would  be  less,  from  the  fact  that  the  Western  cars  were  repaired  East 
cheaper  than  West,  owing  to  less  cost  for  labor  and  material.  The  difference  would 
then  be  against  the  Western  lines,  $12,657.49. 

This  has  allowed  the  Eastern  roads  the  beneBt  of  less  cost  for  the  work  and 
given  the  Western  roads  credit  for  difference  in  cost  of  repairs  at  the  lower  rate. 

The  information  furnished  your  committee  by  the  Western  roads  as  to  additional 
compensation  for  car  repairs  west  of  the  105th  meridian,  does  not  justify  the  com- 
mittee in  making  any  recommendation,  believing  it  best  to  report  such  facts  as  they 
have  been  able  to  obtain  to  the  Convention  for  its  consideration. 

Your  committee  would  recommend  the  following  change  in  prices  : 

Axles  for  70,000  and  80,000  pound  capacity  cars,  |i2. 

Axles  for  100,000  pound  capacity  cars,  $14. 

Add  words  "  no  credit  for  scrap,"  in  connection  with  price  of  side  and  end  doors 
applied,  on  page  23. 

Insert  word  "  brass  "  or  '*  bronze  "  between  "  filled  "  and  "  shell,"  on  page  24. 

Add  to  table  on  page  28 : 

Renewing  one  side  plank,  gondola  cars,  4  hours. 

Renewing  two  side  planks,  gondola  cars,  5^  hours. 

Renewing  three  side  plank.«,  gondola  cars,  7  hours. 

Renewing  one  end  plank,  gondola  cars,  2  hours. 

Renewing  two  end  planks,  gondola  cars,  2}4  hours. 

Renewing  three  end  planks,  gondola  cars,  3  hours. 

One  side  plate  applied,  ordinary  cars,  15  hours;  refrigerator  car?,  25  hours. 

One  side  plate  spliced,  ordinary  cars,  8  hours;  refrigerator  cars,  15  hours. 

One  running  board  complete,  applied,  ordinary  cars,  6  hours;  refrigerator  cars, 
6  hours. 

Add  to  table,  page  28 : 

Head  center  pins  applied,  empty  cars,  }4  hour;  loaded  cars,  3  hours. 

Key  center  pins  applied,  empty  cars,  i)4  hours;  loaded  cars,  i^  hours. 

Add  to  table,  page  29  : 

Renew  pipe  nipple  on  end  of  train  pipe,  5  cents. 

In  regard  to  the  prices  of  larger  cars  than  mentioned  in  the  rules,  the  committee 
believes  that  Sec.  21  of  Rule  5  covers  furniture  cars  40  feet  long  or  over,  properly; 
and  it  recommends,  in  regard  to  gondolas,  that  the  following  words  be  added  to  the 
first  drop  bottom  and  the  first  hopper  bottom  gondola  mentioned  in  the  (able,  viz : 
"  but  under  40  tons."  Sec.  21  will  then  also  properly  cover  gondola  cars  of  40  tons 
capacity  and  over. 
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Add  to  footnoie  on  page  28,  "No  additional  labor  to.be  charged,  for  applying 
center  pin  or  friction  rollers  when  center  plate  bolts  or  center  plates  are  renewed  on 
same  end  of  car." 

Add  to  table  on  page  23 : 

Air-brake  hose  coupling  renewed,  80  cents ;  no  credit  or  scrap. 

On  page  31  substitute  for  prices  of  trucks  the  following: 

TRUCKS,   PER   PAIR. 


Wooden  Metal        .      Pressed 

CAPACITY.  Transoms,    j    Transoms.    |        Steel. 


6o,ooo-lb.  cars  or  under $200.00 

8o,ooo-lb.  cars  or  under,  but  over  60,000  lbs.       225.00 
ioo,ooo-lb.  cars  or  under,  but  over  80,000  lbs.       250.00 


$225.00     I    $250.00 
250.00  275.00 

275.00     I      300.00 


Prices  include  brake  beams  complete,  truck  levers  and  bottom  connection  rod. 

J.  H.  McCONNELL, 

J.  J.  Hennessey, 
S.  P.  Bush, 
T.  B.  PURVES,  Jr., 
S.  A.  Charpiot, 

Committee.^ 

The  Chairman  :  Now,  is  there  anybody  who  wishes  to  speak  on 
that  subject? 

Mr.  Humphrey  :  In  order  to  bring  this  formally  before  the  con- 
vention, I  will  simply  renew  the  motion  that  was  made  last  year,  and 
then  any  of  the  members  who  wish  to  debate  the  question  can  debate 
it  pro  and  con ;  that  is,  that  fifteen  per  cent  be  added  to  all  work 
done  west  of  the  105th  meridian.     (Seconded.) 

The  President:  It  has  been  moved  and  seconded  that  an  arbi- 
trary percentage —  fifteen  percent  —  be  added  to  the  prices  for  all 
work  done  by  railroads  west  of  the  105th  meridian.  Are  you  ready 
for  the  question  ? 

Mr.  Schroyer:  I  would  amend  that  motion,  Mr.  Chairman,  by 
an  addition  of  ten  per  cent  to  be  added  to  all  labor  charges  on  the 
repairs  of  cars  between  Lake  Michigan  and  the  105th  meridian. 
(Seconded.)  I  want  to  say  that  we  have  just  as  good  grounds  for 
making  this  demand  as  the  Western  members  have  for  making  theirs. 
We  pay  more  salary  than  you  Eastern  people  do,  and  it  costs  us  more 
money  to  do  our  work.  While  it  is  true  that  we  are  handling  your 
cars  at  the  rate  of  six-tenths  of  a  cent  a  mile,  you  are  maintaining 


Digitized  by 


Google 


112 

those  cars  at  home  for  less  money  than  we  are  maintaining  your  cars 
on  our  line.  Th^y  are  operating  cars  on  the  Western  lines  for  six- 
tenths  of  a  cent  a  mile,  and  we  are  paying  for  the  maintenance  of  the 
cars  while  there.  While  it  costs  them  probably  more  to  do  repairs 
than  it  costs  us,  yet  I  question  very  much,  from  the  aggregate  of  their 
figures,  whether  it  costs  a  great  deal  more.-  But  I  think  if  you  are 
going  to  discriminate  in  favor  of  some  of  us  you  should  let  the  balance 
of  us  get  a  chance  at  it. 

Mr.  McConnell  :  Mr.  Chairman,  when  you  go  east  of  the 
Missouri  River  you  begin  to  decrease  in  the  price  paid  for  labor. 
The  price  for  labor  for  car  repairers,  carpenters  and  laborers  on  the 
Eastern  roads  averages  about  i8  cents  an  hour.  West  of  the  Missouri 
River  it  amounts  to  about  23.6  cents  an  hour.  The  cars  that  are 
repaired  on  the  Eastern  lines  are  repaired  at  a  profit ;  on  the  Western 
lines  they  are  repaired  at  a  loss.  The  labor  charge  is  nearly  thirty-one 
per  cent  greater  on  the  Western  lines  than  it  is  on  the  Eastern  lines. 
The  cost  of  material  is  ten  per  cent,  and  in  a  number  of  cases  it  is 
fifteen  per  cent,  more.  Take  the  price  of  wheels :  you  can  buy 
wheels  in  the  Eastern  country  here  for  ^4.25,  ^5,  ^5.50,  and  in  the 
Western  States  they  cost  as  high  as  ^8.25  apiece,  and  the  same  applies 
to  manufactured  articles  and  material  that  l^as  to  come  from  the  East. 
While  that  is  true  of  hardwood  lumber,  it  is  not  true  of  softwood 
lumber.  The  Western  country  is  supplied  with  Oregon  fir  and  with 
Oregon  pine,  which  is  largely  used  in  car  construction,  but  the  oak 
and  other  material  that  comes  from  the  Eastern  States  is  at  a  much 
higher  price  than  that  paid  by  the  lines  east  of  the  Missouri  River.  I 
have  some  figures  here  to  show  the  difference  between  the  amount  of 
money  expended  for  car  repairs  to  Eastern  cars  on  Western  lines  and 
that  expended  on  Eastern  lines  in  repairing  Western  cars,  and  it  is 
largely  against  the  Western  lines.  Take,  for  instance,  the  Colorado 
Midland.  Oa  the  question  of  foreign  mileage  it  is  a  little  against 
that  line,  and  the  Colorado  Midland  paid  ^17,000  for  their  cars 
repaired  on  foreign  lines,  and  they  collected  ^27,000  for  repairs  of 
foreign  cars  made  on  their  own  line.  Their  foreign  mileage  was  two 
millions,  and  the  mileage  made  by  the  foreign  cars  on  their  lines  was 
four  millions.  On  the  Southern  Pacific  road  they  collected  from 
foreign  companies  ^32,000,  and  they  paid  out  ^10,000,  On  the 
Union  Pacific  we  paid  ^28,000  for  foreign  car  repairs,  and  we 
collected  from  foreign  lines  1 45, 000.  The  Rio  Grande  Western 
collected    from    foreign    lines  1 10,000,  and  paid  out  ^7,500.     The 
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U,?.D.  &  G.  collected  $14,226,  and  paid  out  ^5,495.  Tl^at  same 
thing  prevails  on  all  of  the  Western  roads,  that  the  amount  of  money 
expended  for  repairs  to  foreign  cars  is  largely  in  excess  of  the 
amount  of  money  that  they  pay  out  to  Eastern  lines  for  repairs  of 
their  own  cars.  The  mileage  of  foreign  cars  on  the  Western  roads 
is  largely  in  excess  of  the  mileage  of  the  Western  cars  on  the  Eastern 
roads,  and  in  view  of  the  fact  that  there  is  such  a  difference  in  the 
price  of  labor  and  material,  and  the  fact  that  the  cost  is  so  much 
against  the  Western  roads  for  the  amount  of  money  expended  in  car 
repairs,  1  think  there  should  be  a  difference  in  favor  of  the  Western 
roads  in  what  they  are  allowed  to  charge.  Now,  the  representa- 
tives here  of  the  Western  roads,  a  number  of  them,  can  give  you 
the  facts,  I  think,  in  dollars  and  cents  as  to  what  they  pay  out  for 
labor  and  what  their  price  is  for  the  different  classes  of  material. 

Mr.  Garstang  :  If  I  understood  Mr.  McConnell  right,  the  Union 
Pacific  paid  out  1 28,000  and  collected  $45,000.  I  think  it  would  be 
interesting  to  know  what  the  foreign  mileage  was  on  that  road,  and 
the  mileage  of  U.  P.  cars  on  foreign  roads,  so  that  we  can  get  at  some 
idea  as  to  how  it  was  on  a  mileage  basis. 

Mr.  McConnell:  The  Union  Pacific  cars  made  41,226,483  miles 
on  foreign  lines,  and  foreign  cars  made  on  the  Union  Pacific  road 
79,537,91 7  mile?.  The  Union  Pacific  paid  out  for  foreign  car  mileage 
$508,942,  and  they  collected  for  Union  Pacific  cars  on  foreign  roads 
$348,985  • 

Mr.  Bush  :  Mr.  Chairman,  as  a  member  of  the  Committee  on 
Prices,  I  am  personally  very  sorry  indeed  that  the  committee  has  not 
been  able  to  make  a  report  covering  this  entire  subject.  Most  of  the 
members  of  the  Association  know  that  the  chairman  of  the  committee, 
Mr.  J.  N.  Barr,  has  been  very  seriously  ill  for  a  long  time,  and  has 
not  been  able  to  do  any  work  with  the  committee,  and  at  the  last  hour 
Mr.  McConnell  was  appointed  chairman,  and  he  did  the  very  best  he 
could  to  get  some  information  together  to  make  a  report,  and  the  fact 
that  the  time  was  so  limited  was  one  of  the  reasons  why  a  good  many 
of  the  questions  arising  here  in  the  convention  have  arisen  in  regard 
to  prices.  I  was  very  much  in  hope  that  this  question  of  differentials 
might  be  discussed  and  presented  by  the  committee  in  a  thoroughly 
comprehensive  way,  because  it  is  a  question  that  involves  a  very 
important  principle,  and  I  believe  it  is  by  far  the  most  important 
thing  that  the  convention  has  before  it  at  this  meeting.  There  are 
two  factors  to  be  taken  into  consideration  in  this  question.  It  is  not 
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fair  to  consider  only  one.  One  is  the  question  of  repairs  —  the  cost 
of  repairs,  and  the  other  is  the  question  of  mileage,  and  they  go  hand 
in  hand.  Now,  of  course,  so  far  as  the  car  builders  are  concerned,  or 
so  far  as  the  motive  power  department,  or  anyone  having  charge  of 
the  equipment  is  concerned,  they  are  naturally  apt  to  look  at  the 
question  of  the  repair  side  and  the  cost  to  their  department,  and  take 
no  account  of  the  cost  of  mileage.  Now,  it  is  not  fair  to  look  at  it 
that  way.  The  fact  of  the  matter  is  this,  that  we  have  an  average 
mileage  rate  for  ordinary  freight  cars  which  covers  the  entire  country. 
That  rate  is  6  mills  per  mile,  an  exceedingly  low  rate.  If  you  take 
the  average  value  of  a  car — the  cost — at  say  ^400,  the  interest  on  that 
is  $24.  The  average  mileage  of  a  freight  car  on  twenty-three  of  the 
principal  roads  of  the  United  States  is  twenty-one  miles  per  day.  That 
gives  a  mileage  of  7,560  miles  a  year.  The  return,  at  the  rate  of 
6  mills  per  mile,  is  ^45. 36  to  the  owner.  Out  of  that  he  has  got  to 
pay  for  the  cost  of  maintenance,  and  included  in  the  cost  of  mainten- 
ance is  the  item  of  depreciation,  which  means  the  renewal  of  cars  that 
are  worn  out.  Now,  at  the  very  lowest,  4  mills  per  mile  will  be  the 
cost,  and  in  a  great  majority  0/  the  roads  of  the  country  1  am  satisfied 
that  it  will  run  over  5  mills  as  the  actual  cost  of  maintaining  the 
equipment.  That  includes  renewals  of  cars  that  are  made  vacant  by 
being  destroyed  for  various  reasons.  Assuming  that  it  is  4  mills  for 
maintenance,  that  will  be  {30.24  per  car  per  year.  Deduct  that  from 
the  revenue  received  from  the  car  of  {45,  and  you  have  fifteen  dollars 
and  some  odd  cents  as  the  return  on  your  investment.  Now,  the  rail- 
roads west  of  the  105  th  meridian  are  getting  the  benefit  of  that 
exceedingly  low  mileage  rate.  As  Mr.  McConnell  shows  by  his 
figures,  they  are  using  a  great  many  more  foreign  cars  —  the  foreign 
mileage  on  their  roads  is  much  greater  than  the  mileage  of  their  cars 
on  Eastern  roads,  and  he  and  all  the  others  in  that  section  of  the 
country  are  getting  the  benefit  of  that  exceedingly  low  mileage  rate, 
which,  I  claim,  compensates  for  any  difference  in  the  cost  of  making 
repairs,  and  even  if  it  did  not,  they  would  have  to  have  their  own 
equipment  to  do  the  business  that  they  are  doing  today.  They  would 
have  to  pay  exactly  the  same  amount  of  money  out,  and  a  great  deal 
more  for  maintaining  their  own  equipment  than  they  are  paying 
foreign  roads  today.  In  addition  to  that  they  could  not  possibly  get 
a  fair  return  on  their  investment.  The  fact  of  the  matter  is,  I  believe, 
that  the  Western  roads  are  away  ahead  on  account  of  being  able  to 
rent  cars  at  such  a  low  mileage  rate,  and  I  think  that  in  view  of  those 
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circumstances  the  question  of  a  differential  in  favor  of  any  section 
becomes  another  matter,  and  I  cannot  bring  myself  to  believe  that  it 
is  in  any  way  just.  I  think  the  matter  ought  to  be  settled  entirely  on 
the  basis  of  what  is  just.     [Applause.] 

Mr.  Schlacks  :  I  cannot  agree  with  what  Mii.  Bush  has  had  to 
say  in  regard  to  the  Western  roads  being  ahead.  We  are  sent  here 
by  the  machinery  department  of  these  Western  roads.  Now,  if  the 
material  and  labor  as  we  have  shown  here  are  higher  and  cost  so  much 
more  money,  I  cannot  see  the  force  of  the  argument  of  Mr.  Bush  in 
saying  that  we  are  ahead.  We  have  shown  by  figures  here  that  we  ai^ 
running  behind,  in  doing  other  people's  work  on  cars.  How  can  we 
be  ahead?  We  show  here  that  our  expense  is  very  nearly  31  per  cent 
more  to  keep  foreign  cars  in  repair  than  what  it  is  East.  Conse- 
quently I  cannot  understand  the  argument  that  we  are  still  ahead. 
For  every  dollar  we  spend  on  foreign  cars  we  are  just  that  much  out, 
as  labor  and  material  are  higher  than. they  are  in  the  East. 

Mr.  Humphrey  :  As  I  understand  the  principle  of  this  organiza- 
tion, Mr.  Chairman,  its  fundamental  principles  are  the  laws  of  reci- 
procity, or  the  spirit  of  reciprocity.  Now  as  soon  as  we  find  that  the 
rules  do  not  treat  all  alike,  then  I  think  it  is  the  duty  of  this  organi- 
zation to  take  into  consideration  the  facts,  and  try  to  adjust  those 
rules  to  meet  all  conditions.  We  find  other  departments  of  railways, 
such  as  the  traffic  department,  meeting  and  adopting  differentials  that 
meet  all  sections  of  the  country,  and  still  we  come  here  and  claim  to 
be  business  representatives  of  the  railroads  of  all  sections  of  the 
country,  and  when  we  present  facts  and  figures  showing  that  we  are 
operating  at  a  loss  in  a  certain  section  of  the  country,  and  that  there 
are  hardships  being  worked,  then  we  are  met  with  the  proposition,  or 
with  the  suggestion,  that  we  are  doing  very  well  indeed,  and  that  we 
are  really  making  a  profit,  when  the  figures  show  everything  to  the 
contrary.  Now,  gentlemen,  what  we  ask  of  you  at  this  time  is  jus- 
tice—  is  a  due  consideration  of  these  facts.  This  question  is  of  deep 
import  to  the  Western  members.  It  is  something  that  is  attracting 
the  attention  of  those  beyond  the  mechanical  department.  As  I  said 
to  the  convention  a  year  ago,  we  have  others  to  account  to,  and  when 
we  receive  cars  on  Western  lines,  and  especially  I  might  say  the  cars 
of  private  lines,  that  surely  are  making  a  profit  out  of  those  cars  that 
are  transporting  freight  throughout  the  country  —  if  they  were  not 
making  a  profit  in  the  handling  of  those  cars,  they  would  not  be  in 
the  business  —  when  we  accept  those  cars  for  transport  all  over  the 
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Western  lines,  and  we  show  to  you  by  facts  and  figures  that  cannot 
be  denied  that  it  costs  us  31  per  cent  more  to  make  the  repairs  than 
we  get  for  the  repairs,  is  there  any  just  argument  to  show  that  we 
should  not  have  that  31  per  cent  ?  We  do  not  ask  for  all  of  it,  but 
we  (Jo  say  that  we  think  we  should  be  recompensed  for  one-half  of  our 
loss.  Just  as  an  illustration  :  We  will  receive  a  private  car  line  on 
one  of  the  Western  roads.  In  transporting  it  over  the  mountain  the 
wheels  break.  We  apply  a  pair  of  wheels  that  cost  us,  we  will  say  — 
as  is  the  case  in  some  places  on  the  Southern  Pacific  lines  —  as  high 
as  ^8.70,  as  I  understand,  for  which  they  only  receive  $6.f{o  — 12.30 
loss  on  one  pair  of  wheels  in  transporting  that  car  of  freight  over  the 
line.  Perhaps  if  the  exact  amount  was  figured  out  they  did  not  receive 
enough  for  transporting  that  car  through  what  they  received  of  the 
freight  to  pay  for  the  repairs  that  they  put  on.  Now,  after  we  had 
made  those  repairs  it  was  not  possible  for  us  to  receive  in  the  way  of 
reciprocity  any  return  whatever  from  that  private  line,  but  we  had  to 
accept  the  car  when  it  was  returned  to  us  the  next  time,  and  make  the 
same  repairs.  Now,  if  we  were  operating  entirely  on  an  interchange 
between  the  different  railroad  companies,  we  would  be  more  content 
to  let  this  question  continue  as  it  has  been,  but  as  long  as  the  manage- 
ments of  the  Western  lines  have  to  pay  for  the  independent  cars  the 
rates  that  they  charge,  when  they  are  tendered  to  us  at  our  connect- 
ing points,  we  are  in  duty  bound  to  receive  the  cars  or  transfer  them. 
We  cannot  transfer  the  freight  and  do  justice  to  our  connecting  lines. 
Therefore  we  are  compelled  to  take  those  cars  and  make  the  repairs  at 
a  loss,  and  deliver  them  to  our  Western  connections,  which  experience 
the  same  thing  as  the  middle  roads  do.  Now,  we  do  not  ask  for  a 
cent  of  profit.  The  suggestion  has  been  made  that  you  draw  an 
intermediate  line  between  the  East  and  the  West.  I  will  say  that  if 
they  can  show  that  they  are  repairing  cars  at  a  loss  they  should  do  it. 
But  the  figures  presented  do  not  show  that  they  are  repairing  these 
cars  at  a  loss.  They  are  making  a  profit.  Where  the  Western 
lines  show  that  they  are  paying  as  high  as  |2.6o  for  labor,  the 
Eastern  and  the  middle  roads  show  that  they  are  getting  their  labor 
for  J1.80  for  ten  hours,  or  18  cents  an  hour.  That  being  the 
case,  is  there  any  just  argument,  when  material  comes  the  same, 
why  there  should  be  a  dividing  point  in  the  intermediate  terri- 
tory ?  I  think  not,  unless  they  can  show  where  there  is  a  hard- 
ship being  worked.  As  I  said  before,  I  do  not  believe  it  is  the 
intention  of  any  section  of  the  country  to    lose    money  by  making 
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these  repairs.  If  we  are  not  to  lose  money  by  making  the  repairs, 
let  us  get  down  to  the  figures ;  let  us  take  the  figures  as  presented, 
which  I  think  everyone  will  agree  are  authentic,  and  arrive  at  a 
better  basis,  which  can  easily  be  done,  and  then  we  will  do  lots  to 
promote  and  guarantee  the  perpetuity  of  this  institution  which 
stands  today  the  highest  of  any  organization.  But  I  am  sorry  to 
say,  and  I  believe  that  everyone  of  the  Western  representatives 
will  say  to  you  candidly,  if  we  cannot  go  back  to  our  managers 
and  say  we  met  with  some  concession  from  this  body,  that  they 
will  begin  to  think  that  our  trips  are  more  of  a  junketing  nature 
and  of  a  pleasure  trip  than  they  are  of  a  business  nature.  Now, 
we,  as  representatives  of  the  mechanical  department,  know  that  that 
is  not  true.  We  have  been  met  with  fairness  on  every  proposition 
but  this  one,  and  when  it  comes  to  adjusting  this  I  hope  that  the 
members,  the  different  members  individually,  will  look  at  it  with  a 
magnanimous  spirit,  and  let  us  go  home  and  say  that  we  have 
accomplished  something  in  this  line,  and  then  I  am  sure  that  the 
future  of  this  institution,  so  far  as  this  broad  land  from  the  East 
to  the  West  is  concerned,  will  be  won.     [Applause.] 

Mr.  Leeds  :  I  think  that  the  first  statement  made  that  it  should 
be  reciprocal  is  very  fair ;  but  I  would  as  soon  think  of  asking  them 
to  share  in  our  malaria  as  against  their  salubrious  climate  and  exhilarat- 
ing spirits  and  health,  as  to  expect  that  they  should  ask  us  to  employ 
their  labor  at  their  exorbitant  rates,  other  things  being  equal ;  and 
it  is  equal  from  the  fact  that  they  do  get  the  same  mileage  rates  that 
we  do.  Now,  if  the  interchange  of  cars  were  exactly  equal,  then 
it  would  be  to  their  advantage  always  to  keep  their  cars  in  our  ter- 
ritory, and  decidedly  to  our  disadvantage  to  keep  them  in  theirs. 
Consequently  there  is  no  reciprocity  in  it.  If  we  are  to  pay  fifteen 
per  cent  more  for  repairs  to  cars  than  we  receive  for  repairs  of  same 
nature,  they  would  get  the  full  benefit.  If  their  cars  made  the  same 
mileage  on  Eastern  roads  and  received  the  same  repairs  as  Eastern 
cars  on  Western  roads,  then  cars  would  be  repaired  so  much  cheaper 
East  than  they  can  repair  them  themselves  that  it  would  fully  offset 
the  extraordinary  expense  that  they  are  put  to  in  repairing  Eastern 
cars.  Now,  then,  it  costs  very  close  to  every  cent  that  we  get  for 
mileage  to  keep  our  cars  in  repair  and  perpetuate  them.  If  you 
add  the  six  per  cent  that  anyone  should  have  on  such  property  as  that, 
where  they  are  liable  to  loss,  then  it  does  cost  fully  all  that  we  get 
to  perpetuate  equipment,  to  replace  every  car  that  is  destroyed  and 
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goes  out  of  existence  due  to  age  and  decay,  to  keep  up  our  repairs ; 
it  costs  fully  the  6  mills  that  we  receive  to  so  maintain  equip- 
ment, allowing  that  we  get  our  six  per  cent  on  the  original  cost. 
Now,  then,  if  we  are  giving  the  benefit  of  the  use  of  our  cars  at 
exactly  or  very  nearly  what  it  costs  us  to  maintain  them,  there  .is 
no  reason  why  we  should  go  to  a  greater  expense  to  maintain  those 
cars  for  their  use,  and  it  is  shown  by  the  mileage  that  we  are  per- 
petuating and  equipping  cars  for  their  use,  and  the  greater  balance 
in  the  actual  cost,  not  per  mile  but  on  the  gross  expenses,  is  pretty 
well  accounted  for  by  the  mileage.  It  is  a  fact  that  they  pay  more 
for  wages,  but  is  there  any  reason  why  we  should  repay  those  wages? 
Are  we  responsible  in  any  way  for  the  conditions  that  make  those 
wages  higher?  It  is  an  undoubted  fact  that  with  those  conditions 
before  them  their  competition  is  not  such  but  that  they  get  a  better 
rate  per  mile  for  their  tonnage.     [Applause.] 

Mr.  Hickey  :  About  a  year  and  a  quarter  ago,  when  I  connected 
myself  with  a  Western  line,  I  was  very  much  struck  with  the  prices 
of  the  material  and  labor  that  were  being  put  into  the  repairs  of 
freight  cars.  To  ascertain  where  we  stood  and  how  we  would  come 
out  as  to  expenses,  I  addressed  a  note  to  Mr.  Small,  of  the  Central 
Pacific,  Mr.  McConnell,  of  the  Union  Pacific,  and  Mr.  Humphrey, 
of  the  Colorado  Midland,  Mr.  Egan,  of  the  Denver  &  Gulf,  Mr. 
Henry  Schlacks,  of  the  D.  &  R.  G.,  Mr.  Dunn,  of  the  Oregon  Short 
Line,  and  others.  The  replies  were  a  unit  in  saying  that  they  were 
losers  in  labor  and  material  and  in  scrap  prices  allowed  by  the  M. 
C.  B.  rules  anywhere  from  eighteen  to  forty-five  per  cent,  and  in  one 
case  it  was  more  than  forty-five  per  cent.  Now,  the  attention  of  our 
general  managers  on  several  Western  roads  was  called  to  that  fact. 
They  got  together  and  talked  over  the  question  of  the  propriety  and 
justice  of  the  M.  C.  B.  rules.  In  fact  the  question  of  seceding  from 
the  rules  or  from  the  regular  Interchange  Rules  of  the  Association 
was  talked  of.  Of  course,  the  mechanical  people  would  discourage 
that.  Nevertheless,  I  mention  that  to  show  the  seriousness  of  this 
question.  Now,  I  am  not  going  to  take  the  time  of  the  convention, 
as  you  are  getting  tired,  and  as  this  matter  has  been  fully  discussed 
by  other  gentlemen  here,  and  perhaps  others  want  to  discuss  it ;  but  I 
want  to  read  for  you  just  a  few  items  —  a  ten-day  transaction  for  the 
month  of  March  of  this  year  in  the  repairs  of  foreign  equipment. 
We  used  for  ten  days  2,797  pounds  of  cast  iron.  The  cost  of  that 
to  our  company  was  ^55. 95,  and  its  application.     The  cost  permitted 
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by  the  M.  C.  B.  rules  was  {41. 96,  a  loss  to  our  company  of  ^13.99 
in  that  one  transaction.  Now,  we  used  of  brass  2,397  pounds,  at  a 
total  cost  to  our  company  of  ^281.65.  The  amount  allowed  by 
the  M.  C.  B.  rules  to  us  is  ^263.67,  or  a  loss  to  our  company  of 
I17.98.  On  the  question  of  hardwood,  oak  especially,  we  used  500^ 
feet,  which  cost  us  ^22.57.  Allowed  by  the  M.  C.  B.  rules  J  12.5 4  —  a 
loss  to  our  company  of  1 10.03.  ^^  "^^^  twenty  wheels,  at  a  cost  to 
us  of  J 7. 10  each,  and  that  was  a  very  low  figure ;  they  are  more  now. 
That  was  a  total  cost  to  us  of  I142.  Allowed  by  the  M.  C.  B.  rules 
J130,  or  a  loss  to  our  company  of  |i2.  Without  going  into  the 
further  particulars  of  this  matter,  gentlemen,  I  want  to  say  that  in 
a  total  transaction  of  11,047.01  actual  cost  to  our  company,  we  were 
allowed  by  the  M.  C.  B.  rules  ^941:41,  or  a  loss  of  ^105.60,  in  ten 
days.  I  can  go  along  the  whole  year  round  and  show  you  even  worse 
figures  than  that,  but  I  take  this  as  a  medium,  and  I  cannot  think 
of  any  argument  which  can  be  produced  to  justify  this  Association 
in  denying  to  the  Western  roads  a  reasonable  rate  for  the  repairs  to 
foreign  cars.  To  say  that  the  Association  does  not  desire  to  permit 
differentials  to  prevail,  is  saying  that  they  desire  not  to  be  honest. 
That  is  the  way  I  look  at  the  matter.  In  fairness  to  our  companies, 
in  justice  to  the  individual  members  of  this  Association,  and  as  a 
matter  of  common  honesty  to  the  Association,  they  should  permit 
differential  rates  and  we  should  have  not  less  than  fifteen  per  cent 
added  to  the  price  of  labor  and  material  in  favor  of  roads  west  of 
the  105th  meridian.     [Applause.] 

Mr.  Garstang  :  Mr.  Chairman,  referring  to  the  figures  that  were 
presented  by  Mr.  McConnell,  of  the  Union  Pacific,  if  I  understood 
him  correctly,  he  claimed  to  have  paid  out  ^28,000  and  collected 
$45,000  for  car  repairs.  He  claimed  also  that  their  cars  made  forty- 
one  million  miles  on  foreign  roads,  and  foreign  cars  made  seventy- 
nine  million  on  his  road.  He  collected  60  per  cent  more  money 
than  he  paid  out  and  received  90  per  cent  more  foreign  car  mileage 
on  his  road  than  the  mileage  made  by  his  cars  on  foreign  roads.  In 
view  of  these  figures  I  do  not  see  where  the  Western  roads  are  losing 
anything.     [Applause.] 

Mr.  Mackenzie:  It  is  nearly  half-past  one  now,  and  I  think  we 
ought  to  adjourn.  A  number  of  us  here  have  ladies  who  are  wait- 
ing for  us  in  order  to  go  to  dinner.  I  suggest  that  when  we  do 
adjourn  it  be  to  meet  here  at  three  o'clock  and  take  up  the  question 
further.     (Seconded.) 
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Mr.  Morris  :  I  approve  of  the  suggestion  of  Mr.  Mackenzie. 

Mr.  Mackenzie  :  I  make  a  motion  that  we  adjourn  now  until 
three  o'clock. 

Mr.  Cloud  :  Before  the  adjournment  I  have  an  announcement  I 
would  like  to  make.  Mr.  Mitchell  says  :  *'  Please  announce  that  the 
Committee  on  Stenciling  Light  Weight  on  Cars  will  meet  at  three 
o'clock  in  the  writing  room  of  the  Grand  Union  Hotel." 

The  convention  then  adjourned  until  3  p.m. 

AFTERNOON    SESSION. 

The  convention  was  called  to  order  at  3:15  p.m. 

The  Chairman  :  Before  we  proceed  to  a  consideration  of  the 
rules,  the  Secretary  has  some  announcements. 

Mr.  Cloud  :  The  Chairman  has  appointed  a  Committee  on  Cor- 
respondence and  Resolutions,  to  report  about  the  close  of  this  conven- 
tion —  Messrs.  Appleyard,  Hickey  and  Atterbury. 

Mr.  McConnell  requests  that  the  Committee  on  Prices  meet  in  the 
writing  room  of  the  Grand  Union  Hotel  at  6:30  this  evening,  to  con- 
sider the  matters  referred  to  it. 

The  New  York,  New  Haven  &  Hartford  Railroad  Company  has 
kindly  sent  to  Saratoga  a  first-class  passenger  coach  which  has  been 
finished  on  the  exterior  with  sheet  copper.  The  car  is  standing  just 
across  the  tracks  from  the  station.  There  has  also  been  sent  by  the 
same  company  for  inspection  one  of  their  baggage  cars  fitted  with  a 
series  of  removable  horse  stalls,  which  has  proven  an  excellent  device 
in  service. 

The  Chairman  :  The  question  on  Mr.  Humphrey's  motion  is  now 
open  for  further  discussion. 

Mr.  Small  :  Referring  to  Mr.  Humphrey's  motion,  there  is  one 
point  I  would  draw  attention  to  in  the  argument  of  the  gentleman  on 
the  other  side,  and  that  is  bringing  in  the  matter  of  differentials  of 
freight  rates  in  connection  with  this  question.  It  appears  to  me  that 
this  Association  is  here  to  discuss  and  legislate  on  matters  of  car 
repairs.  I  think  that  is  the  only  way  to  look  at  it.  It  has  been 
clearly  demonstrated  that  the  repairs  of  cars  west  of  the  105th  merid- 
ian are  more  costly  than  east  of  that.  I  have  no  doubt,  if  our  traffic 
manager  were  here,  he  could  clearly  demonstrate  that  our  company 
loses  money  on  every  ton  of  freight  it  hauls  over  the  road  in  foreign 
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cars.  I  believe  it  myself,  and  I  have  no  doubt  that  he  could  demon- 
strate it.  Another  point  is  that  a  large  percentage  of  the  cars  han- 
dled on  Western  roads  are  private  line  cars.  I  think  in  discussing 
this  matter  it  ought  to  be  solely  from  the  point  of  view  of  car 
repairs. 

Mr.  Leeds  :  I  have  a  little  something  to  say  about  this.  I  think 
it  is  very  clear  and  evident  that  these  gentlemen  get  the  full  benefit  of 
the  prices  now  in  vogue  according  to  their  own  showing  as  to  mileage, 
number  of  cars  repaired,  or  at  least  the  amount  of  repairs  made  ; 
they  get  as  much  of  their  own  repairs  made  at  the  reduced  prices  as 
they  in  return  make  for  us  at  the  advanced  price,  and  if  the  inter- 
change was  exactly  the  same  they  would  have  to  make  the  same 
amount  of  repairs  on  their  own  cars  at  the  advanced  price  as  they 
now  make  on  our  cars,  and  they  would  not  get  any  benefit  on  their 
own  cars  of  the  repairs  that  we  make  at  the  reduced  price.  Now, 
then,  that  is  reciprocity,  I  think.  But  there  is  no  reciprocity  in  regard 
to  the  repairs  that  are  made  on  private  line  cars  by  them,  and  I  think 
that  it  is  no  more  than  equitable  that  there  should  be  a  rule  estab- 
lished that  private  line  cars  should  pay  a  differential  from  the 
very  fact  that  they  do  have  repairs  made  at  an  increased  cost,  a  cost 
in  excess  of  what  they  have  to  reimburse  these  people  for,  and  at  the 
same  time  there  is  no  possibility  that  they  receive  any  advantage  as 
they  do  in  the  interchange  with  railroads.  If  you  will  forgive  me  for 
what  I  have  done,  I  will  keep  quiet  after  this. 

Mr.  McConnell  :  Mr.  Chairman,  I  should  like  to  correct  a  mis- 
take that  Mr.  Leeds  has  made.  Mr.  Leeds  is  under  the  impression 
that  the  amount  of  money  paid  both  ways  for  Eastern  and  Western 
lines  is  about  equal.  I  think  he  is  mistaken  on  that.  The  Western 
roads  collected  from  the  Eastern  roads  1132,000  for  repairs  made  to 
Eastern  cars  while  on  Western  lines,  while  the  cost  for  repairing  the 
Western  cars  on  Eastern  lines  was  169,000.  Now,  there  is  a  differ- 
ence between  ^69, 000  and  1132,000.  There  is  the  difference;  and 
I  wish  to  say  further  that  the  business  on  the  Western  lines  is  done — 
forty-five  per  cent  of  all  the  business  on  the  Western  lines  is  done — 
on  foreign  cars.  Now,  that  is  not  the  fault  of  the  Western  lines, 
because  they  have  cars  of  their  own  that  lie  idle  while  they  are 
obliged  to  use  cars  from  Eastern  lines  and  private  line  cars  to  carry 
the  traffic  over  the  Western  lines. 

Mr.  Leeds  :  I  promised  to  keep  quiet,  but  at  the  same  time  I 
cannot  rest  under  a  misunderstanding.     I  know  that  I  tried  to  make 
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it  clear  that  if  the  interchange  was  equal  then  they  would  get  the 
advantage. 

Mr.  McConnell:  Mr.  Chairman,  after  hearing  Mr.  i,eeds' 
explanation,  I  will  forgive  him. 

Mr.  Johnson  :  Mr.  Chairman,  in  connection  with  this  question 
there  are  several  points  that  enter  into  the  subject  that  have  been 
overlooked  this  morning.  One  of  them  is  the  movement  of  cars. 
A  gentleman  on  the  left  this  morning  stated  that  the  average  mile- 
age per  car  was  21  miles.  Now,  the  figures  are  quite  startling.  To 
think  that  with  trains  running  at  the  speed  which  we  have  today 
giving  a  possibility  of  nearly  200  miles  per  car,  that  they  do  not 
make  but  21  !  Now,  if  you  analyze  the  cause  you  find  that  the 
cars  in  the  East  move  through  a  section  of  the  country  densely  pop- 
ulated. They  are  used,  to  a  greater  or  less  extent,  as  storehouses 
for  the  commodities  which  they  transport  from  point  to  point.  Take 
that  same  car  and  let  it  leave  Denver  loaded,  as  it  often  is,  for  San 
Francisco,  and  what  is  the  result  ?  That  car  runs  to  its  destination, 
possibly,  without  the  loss  of  an  hour,  and  where  before  it  only  made 
100  miles  it  now  makes  1,000.  Is  it  not  possible,  under  those  con- 
ditions, that  the  wear  and  tear  of  that  car  is  much  in  excess  of  what  it 
would  be  were  it  only  moved  20  miles  ?  There  is  not  a  gentleman 
in  the  house  but  will  say  that  such  is  the  fact.  Then,  if  that  is  the 
fact,  it  is  natural  to  suppose  that  those  handling  that  car  have  to  make 
good  that  wear,  where  it  is  broken  and  must  be  repaired,  and  in 
being  reimbursed  for  those  repairs  they  are  compelled  to  confine 
themselves  to  fixed  prices  that  are  established  on  the  most  economical 
basis  that  exists  in  the  United  States.  It  is  a  fact  that  what  the  East 
can  do  its  work  for  is  the  principle  that  governs  them  in  setting  the 
prices  of  labor  and  material  today  for  this  Association.  Everyone 
knows  that.  The  consequence  is  that  if  they  can  do  it  for  simply 
what  it  costs  and  lose  nothing,  they  are  satisfied,  and  every  gentle- 
man in  his  car  department  boasts  that  he  has  reduced  the  expenses 
so  much  per  mile.  At  the  same  time,  Mr.  Chairman,  he  does  not 
stop  to  think  that  the  man  who  pays  double  salaries  to  his  force  and 
double  the  prices  on  material  loses  four  times  per  mile,  possibly  ten 
times  per  mile,  in  proportion  to  what  lie  loses  per  mile.  Those  are 
results  that  they  do  not  stop  to  figure. 

Now,  this  is  not  the  first  and  I  hope  it  will  not  be  the  last  time 
when  these  things  will  be  reached  and  handled.  At  present,  possibly 
but  ten  per  cent  of  the  country  is  benefited  at  the  expense  of  the  other 
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ninety  per  cent.  Today,  taking  the  gentleman's  own  figures  of  21 
miles  as  the  possibility  of  a  car,  why  is  it  ?  Let  them  go  through  the 
country  to  the  different  points  where  cars  are  met  and  hauled  in  inter- 
change ;  on  every  line  you  will  find  from  ten  to  one  hundred  cars 
standing  idle.  Why  ?  Because  on  some  technicality,  backed  by  the 
rules  of  the  Association,  the  men  stand  and  argue,  **  I  am  right  and 
you  are  wrong,"  and  vice  versa.  Today  the  managers  all  over  this 
country  are  demanding  prompt  movement  of  freight.  Gentlemen, 
what  are  you  doing  to  insure  this?  On  every  desk,  in  every  mechan- 
ical department  in  this  country,  are  complaints  from  the  transporta- 
tion department  of  the  freight  being  delayed,  and  all  you  can  say  is 
the  Master  Car  Builders*  Rules  are  responsible.  There  are  many 
trunk  lines  in  this  country  that  will  not  receive  a  car,  no  matter  if  its 
owners  are  responsible  or  the  delivering  company  is  responsible,  unless 
that  car  is  put  in  first-class  shape  to  run.  I  have  hundreds  of  records 
to  substantiate  what  I  say,  if  a  committee  is  appointed  to  investigate. 
Now,  Mr.  Chairman,  that  is  a  condition.  It  is  no  theory,  but  it  is  a 
condition  that  we  must  arise  and  meet.  The  day  for  romancing  on 
these  facts  has  passed.  I  believe  that  this  Association,  in  delibera- 
tion, is  etjual  to  every  emergency  if  they  will  but  take  it  in  hand  and 
carry  it  on  to  a  proper  solution. 

Mr.  Humphrey  :  It  is  not  to  deprive  anyone  of  the  right  to 
speak  if  he  wishes,  but  I  would  like  to  modify  my  original  motion,  or, 
if  in  order,  I  will  offer  it  as  an  amendment,  that  for  repairs  done  on 
all  cars  not  owned  or  operated  by  railroads,  an  arbitrary  percentage 
of  fifteen  per  cent  be  added  to  same. 

Mr.  Mackenzie  :    I  second  the  motion. 

The  Chairman:  Do  you  offer  that  as  a  substitute  for  the  orig- 
inal motion  ? 

Mr.  Humphrey:    As  a  substitute  for  the  original  motion. 

The  Chairman:    Is  that  acceptable  to  the  seconder? 

Mr.  Small:    I  accept  that,  Mr.  Chairman. 

Mr.  Cloud  :  The  motion  now  is  —  that  fifteen  per  cent  shall  be 
added  to  the  price  of  all  repairs,  as  fixed  by  the  rules,  done  on  all 
cars  not  owned  or  operated  by  a  railroad  company  and  done  west  of 
the  105th  meridian? 

Mr.  Leeds  :  I  understand  that  the  original  motion  is  with- 
drawn ? 

Mr.  Humphrey  :    Yes,  sir.     This  is  a  substitute. 
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Mr.  Bush  :  Mr.  Chairman,  before  that  motion  is  put,  I  just  want 
to  add  one  word  more  by  saying  that  I  feel  that  the  question  involved 
in  this  proposition  that  has  been  made  is  even  broader  than  has  been 
brought  out  at  the  present  time,  and  I  cannot  yet  quite  see  ray  way 
clear  to  support  the  amendment.  On  the  face  of  this  it  would  seem 
that  on  account  of  there  being  no  reciprocity  in  mileage  that  that 
might  be  fair.  At  the  same  time  it  is  a  question  in  my  mind  is  to 
whether  the  railroad  companies  West  really  do  have  to  pay  the 
increased  cost  of  repairs.  It  seems  to  me  that  that  question  is  taken 
care  of  by  the  freight  charge.  As  an  illustration  of  that  I  will  state  that 
on  our  roads  during  1897  the  revenue  per  ton  per  mile  for  all  kinds 
of  freight  was  6  mills  per  ton  per  mile.  I  understood  from  Mr. 
McConnell  the  other  day  in  conversation  that  on  the  Un-ion  Pacific 
road  the  revenue  per  ton  per  mile  was  considerably  over  a  cent. 

Mr.  McConnell:    No;   9^  mills. 

Mr.  Bush  :  Well,  9^  mills.  It  shows  an  increase  of  about  fifty 
per  cent  over  what  we  get.  Now,  if  that  is  the  case,  it  seems  to 
me  that  it  is  not  the  railroad  company  which  is  the  loser  in  the  cost 
of  repairs,  but  it  is  the  people  —  all  the  people  in  the  West.  Now, 
then,  supposing  that  individual  companies  did  not  operate  their  cars, 
but  suppose  the  railroad  companies  themselves  had  those  refrigerator 
cars,  would  they  not  still  have  to  pay  the  same  price  for  repairs? 

Mr.  Chamberlain  :  I  think  I  can  speak  somewhat  impartially  on 
this  subject,  from  the  fact  that  even  if  the  original  motion  had  been 
passed  the  company  which  I  represent  would  probably  not  be  affected, 
say,  I25  a  year,  situated  as  far  east  as  we  are,  and  being  practically  a 
local  line.  I  believe  when  I  answered  the  circular  I  opposed  any  per- 
centage either  for  labor  or  material  to  Western  roads,  and  one  reason 
was  that  to  a  great  degree  one  hand  washed  the  other ;  that  the  Union 
Pacific  and  these  lines  running  west  of  the  105th  meridian  had  their 
cars  repaired  at  the  East  much  cheaper  than  they  could  do  it  them- 
selves, and  the  matter  of  reciprocity  entered  in  there.  I  believe  that 
in  answering  the  circular  relative  to  private  lines  I  said  that  if  there 
was  any  reason  why  those  repairing  cars  west  of  the  105th  meridian 
should  receive  any  percentage,  that  they  should  receive  it  from  the 
private  lines,  for  the  very  reason  that  there  was  not  any  reciprocity 
either  in  mileage  or  in  repairs.  The  Western  lines  are  not  having 
their  cars  repaired  by  private  line  companies,  and  whatever  repairing 
is  done  to  private  line  cars  West  is  done,  according  to  Mr,  McCon- 
nell's  statement  and  the  statements  of  others,  at  a  considerable  increase 
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of  cost.  And  the  way  it  looks  just  at  this  minute  I  shall  support  the 
last  motion  made. 

Mr.  Humphrey  :  Mr.  Chairman,  I  do  not  wish  to  talk  again, 
because  I  do  not  want  to  take  up  the  time. '  But  I  am  so  imbued  with 
the  idea  that  it  is  to  the  interest  of  this  Association  to  pass  this  sub- 
stitute that  I  want  to  appeal  to  the  Association  to  recognize  the  claim 
of  the  Western  roads,  and  to  say  that  we  have  to  pay  on  private  line 
cars  nearly  double  what  we  have  to  pay  per  mile  on  cars  owned  by 
railroad  companies.  That  being  the  fact,  should  they  not  pay  actual 
cost  for  their  repairs  done  by  the  roads  west  of  the  105th  meridian  ? 
That  is  all  we  ask  for —  to  come  out  even. 

Mr.  McConnell  :  Mr.  Chairman,  the  question  has  been  raised 
here  and  talked  upon  about  the  rate  per  ton  per  mile  received  on  the 
Eastern  roads.  They  do  not  take  into  consideration  that  the  roads 
in  the  East  can  be  operated  a  great  deal  more  cheaply  than  they 
can  be  in  the  West ;  that  we  have  heavy  grades,  bad  water  and  not 
as  good  fuel.  We  pay  a  higher  rate  for  all  classes  of  labor,  we  pay 
more  for  material,  and  I  do  not  think  the  question  of  rates  should 
enter  into  this  question  at  all,  because  that  is  an  operating  problem 
and  not  one  pertaining  to  the  cost  of  car  repairs. 

Mr.  Rhodes  :  Mr.  Chairman,  I  have  listened  to  this  discussion 
with  a  good  deal  of  interest,  and  especially  to  the  clear  and  concise 
and  apparently  earnest  way  in  which  the  Western  representatives  have 
pleaded  their  cause.  At  the  same  time  I  am  frank  to  say  that  I  am 
not  in  favor  of  supporting  the  present  motion.  I  would  not  have 
supported  the  original  motion,  and  I  am  not  prepared  at  the  present 
time  to  support  the  pending  motion.  I  want  to  give  reasons  why 
I  believe  we  ought  not  to  support  it.  The  Association,  in  order 
that  it  might  have  ample  time  —  that  its  members  might  have  ample 
time  to  consider  important  questions —  passed  a  rule  some  years  ago 
that  all  reports  should  be  printed  and  be  in  the  hands  of  the  members 
of  the  Association  before  the  convention  assembled.  The  object  of 
that  was  that  when  there  were  material  changes  to  be  made  in  the 
methods  of  handling  our  Association,  that  we  might  consult  with  our 
superiors  and  know  how  they  wished  us  to  act  on  given  measures.  As 
has  been  explained  by  the  committee,  for  reasons  which  we  all  regret, 
the  committee  was  not  able  to  get  at  its  work  at  the  time  when  it 
ought  to  have  been  commenced.  It  took  this  question  up  in  a 
hurried  way;  it  acted  on  it  with  such  promptitude  as  it  could, 
and  nevertheless  it  did  not  get  the  report  before  us  until  we  were 


Digitized  by 


Google 


126 

at  the  meeting.  The  report  makes  no  mention  of  this  proposed  addi- 
tion. It  simply  takes  up  the  question  of  prices.  As  there  was  no 
opportunity  to  prepare  a  minority  report,  it  seems  to  me  that  this 
Association  ought  not  to  be  asked  to  be  in  better  shape  for  considering 
the  question  than  the  committee  was.  I  have  been  much  interested  in 
what  some  of  the  Western  gentlemen  have  said  about  their  being 
anxious  to  stay  with  the  Association.  I  think  that  the  Car  Builders 
generally  are  anxious  to  be  fair  and  to  do  what  is  right.  We  showed 
that  last  year  in  appointing  this  committee.  The  Association  has 
done  a  great  deal,  I  think,  to  ameliorate  this  condition  of  things. 
The  conditions  which  prevail  today  under  the  new  Interchange  Rules 
enable  the  Western  lines  to  obtain  benefits  which  they  could  not 
obtain  under  the  old  rules,  and  I  believe  thoroughly  that  the  spirit 
of  fairness  which  the  Association  has,  as  a  whole,  shown  in  the  part 
will  prevail  in  the  future ;  but  to  carry  that  out  we  must  be  allowed 
to  consult  with  our  superior  officers,  and  I  for  one  will  vote  against 
the  present  resolution.  If  that  resolution  should  be  voted  down  I  am 
prepared  to  offer  a  resolution  afterward  that  the  subject  of  whether 
there  should  be  a  differential  or  not,  and  to  what  extent  it  should 
prevail,  be  referred  to  a  committee  of  three,  who  shall  have  nothing 
else  to  do  but  consider  and  investigate  that  question.    [Applause.] 

The  Chairman  :  Is  there  any  representative  of  private  car  lines 
present  ? 

Mr.  Mather  :  I  do  not  wish  to  make  a  speech  on  this  subject, 
but  as  our  company  seems  to  be  very  poorly  represented  here,  I  would 
like  to  answer  the  gentleman  and  say  that  we  receive  the  same  mile- 
age as  the  railroad  company.  Our  repairs  are  necessarily  heavy,  so 
that  the  profits  of  the  business  are  practically  reduced  to  a  minimum. 
I  know  that  the  reputation  of  this  convention  for  justice  is  world- 
wide, and  I  hope  you  will  not  tarnish  it  by  discriminating  against  us 
in  any  such  way.  I  do  not  believe  the  motion  will  prevail  —  at  least 
I  hope  not. 

Mr.  Hickev  :  Mr.  Rhodes  spoke  of  submitting  this  question  to 
superior  officers.  That  matter  has  been  done  by  some  of  the  Western 
members.  A  conference  of  some  of  the  superior  officers  was  held  — 
one  or  two  conferences,  I  think  —  and  they  said  that  the  consensus  of 
their  opinion  was  that  the  question  in  its  entirety  should  be  sub- 
mitted to  the  Master  Car  Builders*  Association,  and  that  is  the  feel- 
ing that  is  prevailing  among  the  superior  officers,  so  far  as  I  can 
learn,    throughout   the  country.     If  this  Association   settles  on  the 
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proper  schedule  of  prices  or  differentials  throughout  the  country,  it 
will  be  indorsed  fully  by  the  superior  officers.  A  gentleman  stated 
that  a  mileage  of  6  mills  a  mile  was  sufficient  to  enable  us  to  pay 
for  any  extras  that  we  put  on.  Now  I  want  to  say  here  that  in  the 
country  where  we  are  doing  business  it  is  mountainous,  much  of  it, 
and  that  cars  that  do  a  good  service  on  the  ordinary  Eastern  lines 
have  got  to  have  greater  attention  when  they  arc  with  us  and  have 
to  be  in  better  condition  generally  than  those  running  East.  In  con- 
sequence of  that  our  inspection  has  got  to  be  closer,  and  very  often 
we  have  to  make  repairs  on  those  cars  because  of  the  hard  service  in 
which  they  are  placed ;  whereas  if  they  were  on  an  Eastern  connec- 
tion they  could  get  along  without  repairs.  I  do  not  see,  therefore, 
why  we  should  hesitate  at  all  about  allowing  these  Western  railways 
the  extias  that  they  are  asking  for.  It  is  a  fair  and  honest  proposi- 
tion, and  I  believe  that  the  original  motion  should  prevail  in  this 
Association.  It  has  been  said  also  that  the  Eastern  cars  going  west 
enable  the  Western  companies  to  handle  their  business  with  foreign 
equipment,  thus  saving  their  own  equipment.  I  have  seen  the  lime 
when  we  have  had  hundreds  of  cars  lying  on  a  siding  when  foreign 
cars  were  passing  over  our  line.  It  was  done,  of  course,  for  the  pur- 
pose of  rushing  forward  freight  that  was  important.  We  did  not  want 
to  transfer  at  terminals;  we  wanted  those  cars  to  pass  through,  and 
we  did  it  at  a  sacrifice  of  our  own  interest?.  The  question  of  mile- 
age, it  seems  to  me,  ought  not  to  enter  into  this  question  at  all.  This . 
Association,  so  far  as  I  understand,  has  nothing  to  do  with  rates  or 
mills  or  anything  else  of  that  kind.  Those  things  belong  to  another 
association  of  railway  people,  and  we  ought  not  to  touch  on  them. 
This  is  a  question  of  cost  to  us,  and  it  is  a  question  that  we  only  can 
deal  with  properly.  We  are  asking  for  nothing  but  that  which  is  fair 
and  honest  and  just,  and  this  Association  ought  to  recognize  it. 

The  Chairman  :  Is  Mr.  Bowen  in  the  room  ? 

Mr.  Chamberlain  :  Will  you  please  ask  the  Secretary  to  read 
that  motion  once  more  ? 

Mr.  Cloud  :  The  substitute  is  that  fifteen  per  cent  shall  be  added 
to  the  prices  of  all  repairs,  as  fixed  by  the  rules,  done  west  of  the 
105th  meridian,  on  cars  not  owned  or  operated  by  a  railroad  com- 
pany. 

Mr.  Chamberlain  :  I  would  like  to  ask  the  mover  of  the  motion 
if  it  contemplates  that  fifteen  per  cent  be  added  to  the  cost  of  repairs, 
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material  and  labor  as  enumerated  in  the  Code  of  Rules  —  the  prices 
in  the  Code  of  Rules  ? 

Mr.  Humphrey  :  Yes,  sir. 

Mr.  Chamberlain  :    Not  to  go  outside  of  that  ? 

Mr.  Humphrey  :   Not  to  go  outside  of  that ;  no  sir. 

Mr.  Hayward  :  The  claim  made  by  the  representatives  of  the 
Western  lines  appears  to  be  founded  more  on  the  unfortunate  loca- 
tion of  their  roads  and  the  character  of  their  roads,  and  also  that 
their  business  demands  the  use,  to  a  great  extent,  of  Eastern  line  cars. 
In  fact,  as  far  as  I  can  discover,  it  has  developed  largely  that  it  is  the 
line  cars  against  which  this  discrimination  will  come  more  heavily  than 
against  the  Eastern  roads.  Now,  would  it  be  fair  to  make  the  line  cars 
going  west  of  a  certain  meridian  pay  those  Western  roads  a  higher 
prtce  than  they  do  on  the  Eastern  roads  ?  That  would  be  an  unjust 
discrimination,  and  there  is  no  doubt  that  those  Western  lines  obtain 
certain  advantages  in  using  the  cars  of  the  Eastern  roads,  and  that 
they  have  the  same  chances  of  reciprocity  by  sending  their  cars  East 
to  be  loaded,  if  their  freight  people  were  looking  sharply  into  the 
matter. 

Mr.  Bowen  :  Some  few  years  ago,  when  the  new  interchange  was 
brought  forward,  among  others  we  were  told  that  it  would  be  to  the 
advantage  of  private  line  companies  to  get  on  the  same  basis  as  rail- 
road companies ;  that  possibly  they  had  been  discriminated  against  to 
a  certain  extent,  and  it  would  be  wise  to  come  in  and  be  as  a  railroad 
company,  and  on  that  basis  largely  we  went  in,  thinking  that  possibly 
we  might  get  a  little  the  worst  of  it,  but  willing  to  be  treated  as  a  rail- 
road company.  I  hope  this  motion  will  not  prevail,  although  we  are 
not  largely  interested,  and  it  will  not  affect  us  very  much.  But  I  do 
not  think  it  is  right  that  we  should  be  discriminated  against,  going 
back  to  the  older  method,  and  I  trust  it  will  not  prevail. 

The  Chairman:    Is  Mr.  Thomas  Kirby  in  the  room? 

Mr.  Kirby  :  I  hope  that  that  motion  will  not  prevail.  I  shall 
simply  vote  against  it.  I  feel  that  it  would  work  a  great  injustice  to 
all  private  lines.  When  these  rules  that  we  are  now  working  under 
were  inaugurated,  we  told  that  committee  of  twenty-one  that  we  did 
not  have  a  chance  to  get  back  on  making  repairs.  So  they  said,  one 
hand  will  wash  the  other.  If  we  break  a  drawbar,  we  will  repair  it 
and  charge  it  to  you,  and  you  break  ours  you  can  do  the  same  thing, 
and  it  is  a  matter  of  reciprocity.     But  as  soon  as  it  affects  only  one 
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side  they  lose  track  of  all  that.  I  am  not  prepared  to  say  anything 
on  this.  In  fact  this  has  taken  a  very  sudden  turn.  This  morning  the 
idea  was  to  add  fifteen  per  cent,  I  believe  it  was,  to  the  repair  prices, 
whether  roads  or  private  line  cars.  There  seemed  to  be  a  great  feel- 
ing against  it,  and  these  people  now  seem  to  think  that  they  will  take 
what  they  can  and  get  it  out  of  the  private  lines.  I  think  it  is  an 
injustice,  and  I  shall  vote  against  it.     [Applause.] 

Mr.  Johnson  :  I  cannot  help  but  concur  with  the  gentleman.  It 
does  seem  to  me  that  if  the  question  holds  good  on  one  side  it  should 
hold  good  on  the  other.  If  the  private  line  cars  are  compelled  to  pay 
this  additional,  why  not  the  others?  The  principle  is  the  same,  and 
that  is  what  the  Association  is  working  upon.  I  have  always  con- 
tended, after  my  experience  in  Denver,  that  the  Western  lines  did  not 
receive  compensation  sufficient  to  compare  with  the  Eastern  roads  in 
their  repairs,  and  I  maintain  tfie  same  today.  But  I  do  not  believe  it 
would  be  fair  to  discriminate  against  the  private  lines.  The  reason 
why  I  hold  that  it  would  not  be  right  is  that  if  it  is  right  in  principle 
to  charge  one,  it  is  equally  right  to  charge  the  other. 

Mr.  L.  C.  Haynes  :  This  question  of  affecting  private  lines  seems 
to  me  to  be  one  that  the  Association  ought  to  view  with  a  great  deal  of 
care.  As  a  matter  of  fact,  if  this  action  is  taken,  it  will  chiefly  affect  the 
refrigerator  and  stock  car  lines.  The  line  I  represent  has  none  of  the 
latter  and  very  few  of  the  former.  But  a  small  proportion  of  our  equip- 
ment goes  west  of  the  105th  meridian  —  it  probably  would  not  affect  our 
repair  bills  five  per  cent  altogether.  At  the  same  time  it  seems  to 
me  that  in  the  interests  of  justice  some  features  ought  to  be  considered 
that  have  not  been  given  prominence  yet.  A  few  years  ago  there  was 
a  good  deal  of  profit  in  the  operating  of  private  line  cars.  Box  cars 
could  be  built  for  ^400,  ^500  or  ^600,  and  they  paid  ^  cent  a  mile, 
where  the  railroads  were  at  a  large  expense  to  take  care  of  the  repairs, 
and  there  was  a  handsome  profit  in  it.  As  a  result  of  that  action  on 
the  part  of  the  roads,  the  private  car  equipment  very  rapidly 
increased.  I  think  that  all  the  members  of  the  Association  will  bear 
me  out  in  the  statement  that  the  reduction  of  the  mileage  to  six-tenths 
of  a  cent,  and  the  imposing  of  additional  repairs  upon  owners  was 
done  largely  for  the  purpose  of  checking  the  building  of  private  cars, 
and  excepting  in  case  of  refrigerator  and  some  stock  cars,  I  doubt  if 
there  have  been  a  hundred  private  cars  built  in  the  last  four  years,  and 
I  doubt  if  there  will  ever  be  another  private  car  built.  It  has  been 
stated,  and  I  think  it  is  borne  out  by  the  experience  of  all  of  you, 
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that  there  is  no  possible  profit  in  constructing  and  maintaining  and 
providing  a  sinking  fund  for  the  original  construction  of  a  car  on  the 
present  basis  of  compensation  for  its  use  —  take  a  box  car,  for 
instance.  For  that  reason  it  seems  to  me  as  though  the  private  line 
cars,  if  anything,  had  the  advantage  of  reciprocity  on  their  side; 
they  furnish  the  equipment  for  a  very  small  compensation — scarcely 
enough  to  make  interest  —  and  in  that  respect  I  think  are  doing  fully 
as  much  as  the  railroads  are  doing  in  furnishing  a  certain  amount  of 
repairs  at  a  low  price.  Another  feature  connected  with  the  operation 
in  a  mountain  section  is  that  the  cost  of  maintenance,  as  mentioned 
by  the  gentleman  on  the  right,  is  increased  there.  The  repair  bills 
run  higher.  It  costs  higher  per  mile  run  to  make  repairs  to  run  cars 
on  a  mountain  section  than  on  an  eastern  section,  and  if  the  element 
of  fairness  were  to  be  carried  to  the  utmost  limit,  it  seems  to  me  that 
at  the  same  time  an  increase  of  fifteen  per  cent  was  made  in  the 
charge  for  repairs,  there  ought  to  be  an  increase  of  fifteen  or  eighteen 
per  cent  made  in  the  rate  of  mileage  paid.  The<%^  are  not  many  pri- 
vate line  representatives  here  today.  There  was  nothing  anticipated 
of  this  nature  from  the  printed  proceedings  or  the  printed  report. 
I  think  it  would  be  only  fair  that  they  should  have  ample  oppor- 
tunity to  be  heard,  and  have  their  arguments  presented  in  a  much 
clearer  shape  than  I  can  present  them,  and  by  those  who  are  much 
more  interested  than  I  am.  I  trust  that  the  Association  will  not 
take  hasty  action  in  the  matter.     [Applause.] 

Mr.  Marden:  I  hope  that  the  discrimination  against  private 
car  lines  will  not  pass  today,  while  I  do  not  believe  there  is  an 
Eastern  man  who  would  not  be  willing  and  glad  to  have  a  rule 
passed  that  should  give  our  Western  friends  an  equal  chance  with 
us.  If  it  can  be  shown  clearly  that  it  is  right,  and  that  a  discrim- 
ination with  regarc;^  to  prices  is  just,  I  know  that  we  would  accept 
it  cheerfully.  I  agree  with  Mr.  Rhodes,  that  we  would  be  better 
prepared  to  accept  gracefully  and  cheerfully  any  rule  that  might  be 
asked  for,  if  a  committee  could  be  appointed,  or  the  present  com- 
mittee continued,  perhaps,  and  further  investigate  the  matter  and 
present  clearly  to  us  at  our  next  meeting  this  topic  for  considera- 
tion. 

The  Chairman  :  If  there  is  no  further  discussion  I  will  put  the 
question.     The  Secretary  will  read  the  motion  again. 

Mr.  Cloud  :    **  That  fifteen  per  cent  shall  be  added  to  the  price 
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of  all  repairs,  as  fixed  by  the  rules,  done  west  of  the  105th  meridian, 
on  cars  not  owned  or  operated  by  a  railroad  company.* ' 

Mr.  Mackenzie  :  I  heard  something  said  about  reciprocity.  I 
also  heard  something  said  about  their  getting  more  mileage  for  the 
private  line  cars  than  for  the  ordinary  railroad  cars.  If  that  is  sof 
I  do  not  know  why  the  railroads  east  of  the  105  th  meridian  should 
not  have  the  benefit  of  that  too.  I  am  sure  that  they  get  more  per 
mile  for  the  private  cars  west  of  the  105th  meridian,  certainly,  than 
we  do  east  of  it,  and  I  am  not  prepared  to  say  that  I  should  vote 
to  sustain  the  motion  as  it  now  stands.  I  do  not  believe  that  we 
can  go  in  and  say  that  those  cars  are  paying  more  mileage  or  that 
they  are  getting  more  pay  for  their  cars  than  the  others  are.  Until 
such  time  as  that  is  made  clear  to  the  convention,  I  do  not  think 
we  ought  to  entertain  the  motion. 

The   Chairman  :    All   in  favor  of  the  motion  will   please  say 
"aye**;    contrary,  **no." 
The  motion  was  lost. 

Mr.  Rhodes:  I  move,  Mr.  Chairman,  that  the  subject  of  the 
consideration  of  differentials  and  the  charges  under  the  M.  C.  B.  rules 
be  referred  to  a  committee  of  three  to  report  at  our  next  annual 
convention.    (Seconded. ) 

Mr.  M.  D.  Green  :  I  represent  the  National  Dispatch  Line.  If 
Mr.  Rhodes  will  accept  it,  I  would  suggest  that  this  committee  show 
what  the  actual  repairs  are  upon  private  lines  west  of  this  105th 
meridian.  In  that  way  we  will  see  what  they  will  save.  I  do  not 
imagine  they  are  going  to  save  anything — hardly  worth  the  time  — 
but  if  Mr.  Rhodes  will  accept  that  amendment  it  seems  to  me  that 
it  would  be  very  easy  for  the  committee  to  embody  in  its  report, 
showing  what  the  repairs  are  which  are  done  upon  the  private  line 
cars  west  of  the  105th  meridian ;  showing  it  separately  from  the 
railroads.     Now  it  is  all  in  a  lump. 

Mr.  Rhodes  :  It  would  seem  to  me  that  with  the  very  full  dis- 
cussion that  has  taken  place  at  this  meeting,  the  committee  will 
certainly  take  into  consideration  all  the  various  phases  of  the  ques- 
tion that  have  been  presented,  and  I  would  not  think  it  wise  to 
embarrass  them  with  any  special  instruction. 

Mr.  Green:  I  only  offered  that  as  a  suggestion.  The  repor^ 
being   brought    in    in  a  lump,  it  gives  no  one  to  understand  what 
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the  private  line  expense  is.      It  is  all  confused  with  the  railroad 
expense. 

Mr.  Potter  :  I  would  offer  as  a  suggestion,  or  an  amendment,  if  J 

necessary,  that  this  committee  shall  consist  of  one  member  from  the  ^ 

East,  one  from  the  West  and  one  representing  the  private  lines.  | 

[Applause.] 

Mr.  Mackenzie:  I  think  it  ought  to  be  five,  Mr.  Potter;  two 
from  private  lines  and  three  others.    I  would  amend  that,  Mr.  Chair-  1 

man,  that  the  committee  consist  of  five,  and  that  the  representatives  j 

consist  of  one  railroad  man  from  the  far  West,  one  from  the  Middle  j 

States  and  one  from  the  far  East,   and  that  two  others  consist  of 
private  line  representatives. 

Mr.  Potter  :  I  will  accept  that. 

The  Chairman  :  Do  you  accept  that,  Mr.  Rhodes  ?  The  motion 
as  it  now  stands  is  that  the  subject  of  differentials  in  charges  in  M. 
C.  B.  rules  be  referred  to  a  committee  to  report  at  the  next  conven- 
tion, the  committee  to  consist  of  five  members,  three  of  them  to  be 
connected  with  railroads  representing  the  western,  middle  and  east- 
ern portions  of  the  country,  two  of  them  to  be  connected  with  pri- 
vate car  lines.  Are  you  ready  for  the  question,  gentlemen?  All  in 
favor  of  that  motion  will  please  say  **aye*';  contrary,  **  no." 

The  motion  was  carried. 

The  convention  continued  the  revision  of  the  Rules  of  Inter- 
change, adjourning  at  twenty  minutes  past  four. 

THIRD   DAY'S  PROCEEDINGS. 

The  convention  was  called  to  order  on  Friday,  June  17,  at 
9:15  A.M. 

The  President  :    The  Secretary  will  present  the  report  of  the 
Auditing  Committee. 
Mr.  Cloud  : 

The  committee  appointed  to  audit  the  accounts  of  the  Secretary  and  Treasurer 
of  this  Association  have  examined  the  books  and  vouchers  and  found  the  amounts 
received  and  disbursed  are  as  reported  by  them,  and  the  same  are  correct. 

A.  M.  Waitt, 
William  Garstang, 
W.  P.  Applevard, 

Auditing  Committee. 


Digitized  by 


Google 


133 

The   President  :   You  have  heard  the  report  of  the  Auditing 
Committee.     What  action  do  you  wish? 
Mr.  Peck  :  I  move  that  it  be  received. 
The  motion  was  carried. 

The  President  :  The  Secretary  will  now  read  the  report  of  the 
Committee  on  Stenciling  Cars. 

Mr.  Cloud  :    The  question  brought  up  by  Mr.  Galbraith's  letter 
yesterday  was  referred  to  a  committee  of  which  Mr.  Mitchell  was 
chairman.    The  committee  presents  the  following  report : 
To  the  Master  Car  Builder^  Association  : 

Your  Committee  on  StencUing  the  Light  Weight  on  Refrigerator  Line  Cars 
begs  to  submit  the  following  report : 

On  account  of  several  of  the  refrigerator  line  representatives  knowing  that  their 
companies  object  to  have  stenciled  weights  on  their  cars,  and  preferring  to  confer 
with  their  superior  officers  before  deciding  this  question,  we  would  respectfully 
recommend  that  a  committee  be  appointed  on  this  subject,  to  report  at  our  next  con- 
vention,  before  which  time  the  subject  can  be  fully  ventilated. 

A.  E.  Mitchell. 
T.  E.  Parker. 
H.  A.  BowEN. 
S.  P.  Bush. 
F.  H.  Stark. 

Mr.  Morris  :  I  move  that  the  report  be  accepted  and  referred  ta 
the  Executive  Committee. 

The  motion  was  carried. 

The  President  :  No.  7  —  Care  of  Journal  Boxes.  The  report 
will  be  presented  by  Mr.  Chamberlain. 

Mr.  Chamberlain  read  the  following  report : 

REPORT  OF  COMMITTEE  ON  THE  CARE  OF  JOURNAL  BOXES. 

Your  committee  appointed  on  the  Care  of  Journal  Boxes  would  report  as  follows  r 

The  subject  was  brought  to  the  attention  of  the  members  by  the  issuance  of  the 
Circular  of  Inquiry,  a  copy  of  which  is  attached : 
•  •  To  the  Members  of  the  Master  Car  Builders'  Association  : 

**  The  Committee  on  the  Care  of  Journal  Boxes — Best  Method  of  Packing — 
would  ask  for  prompt  replies  to  the  following  questions,  to  enable  it  to  make  up 
a  report  to  present  at  the  Convention  to  be  held  at  Saratoga  next  June : 

"  1st.     Would  you  recommend  a  high 'or  low  grade  oil  ? 

**  2d.     What  does  it  cost  you  per  1,000  miles  for  car  lubrication  ? 

"  3d.  Do  you  use  any  special  cooling  compound  to  prevent  or  cool  hot  boxes  ? 
If  so,  please  state  what  it  is  and  what  your  experience  has  been  with  same. 

"  4th.     How  much  oil  do  you  use  per  car,  per  1,000  miles  ? 
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<*  5th.    What  is  average  number  of  hot  boxes  per  i,ooo  miles  ? 

<*  6th.     Do  you  prefer  cotton  or  woolen  waste,  and  why  ? 

"  7th.  Is  there  any  other  material,  whether  patented  or  not,  that  you  would 
recommend  instead  of  waste  for  packing,  and  why  ? 

**  8th.  How  long  do  you  consider  it  necessary  to  soak  waste  before  using,  and 
at  what  temperature  ? 

**  9th.  What  device,  whether  patented  or  not,  do  you  recommend  to  prevent 
dust  from  entering  rear  of  journal  box? 

**  loth.  What  journal-box  lid,  whether  patented  or  not,  do  you  prefer,  that 
would  prevent  leakage  of  oil  and  at  the  same  time  be  dustproof  ? 

"  I  Ith.  What  particular  method,  if  any,  have  you  in  arranging  the  packing  io 
the  journal  boxes? 

**  1 2th.  Do  you  consider  it  good  practice  Io  remove  the  old  packing,  mix  the 
best  of  it  with  new,  thoroughly  saturated,  waste  for  repacking  ?  If  so,  how  often 
should  this  be  done  ? 

**  Kindly  address  all  replies  to  the  Chairman,  J.  T.  Chamberlain,  M.  C.  B., 
Boston  &  Maine  R.  R.,  Union  Station,  Boston,  Mass." 

In  answer  to  Question  I,  viz:  "  Would  you  recommend  a  high  or  low  grade 
oil  ? "  A  large  majority  of  those  who  replied  recommend  a  high-grade  oil ;  a  few 
recommend  high  grade  for  passenger,  and  low  grade  for  freight.  One  member 
recommends  a  low  grade  and  plenty  of  it  While  a  member  on  a  prominent  road 
would  not  recommend  either  grade.  From  the  manner  in  which  the  replies  were 
sent  in,  it  is  apparent  that  a  high  grade  of  oil  is  preferred  by  a  large  majority  of  the 
members. 

The  answers  to  Question  2,  viz :  "  What  does  it  cost  you  per  i,ooo  miles  for  car 
lubrication  ?  "  vary  a  great  deal,  and  the  committee  is  of  the  opinion  that  the 
question  was  not  thoroughly  understood.  The  replies  vary  all  the  way  from  )^  piut 
of  oil,  costing  i  cent  per  i,ooo  miles  on  passenger  cars  of  eight  boxes,  to  15  cents 
for  freight  and  24  cents  for  passenger,  the  average  being  about  as  follows : 

For  freight 9  cents. 

For  passenger 16  cents. 

A  number  of  roads  gave  replies  combining  the  cost  of  passenger  and  freight 
lubrication  per  thousand  miles,  the  average  cost  for  those  replies  being  about  9^ 
cents. 

In  reply  to  Question  3,  viz :  **  Do  you  use  any  special  cooling  compound  to 
prevent  or  cool  hot  boxes  ?  If  so,  please  state  what  it  is  and  what  your  experience 
has  been  with  same,"  but  six  reply  as  using  a  compound,  and  several  of  these  use 
it  but  in  a  small  way.  One  member  reports  using  compound  for  fighting  hot  boxes, 
after  which  all  packing  is  removed  artd  the  boxes  repacked,  and  one  recommends  using 
a  little  only  when  new  wheels  have  been* put  in.  Several  of  the  members  express 
themselves  to  the  effect  that  the  use  of  compound  does  not  at  all  answer  the  purpose 
as  well  as  soaked  waste,  from  the  fact  that  they  claim  it  glazes  over  the  waste,  making 
it  a  little  hard,  and  prevents  the  oil  from  feeding  freely  to  the  journal.  But  two 
members  fail  to  answer  the  question. 


Digitized  by 


Google 


135 

Regarding  Question  4,  viz:  "How  much  oil  do  you  use  per  car,  per  1,000 
miles?"  the  replies  indicate  that  the  average  amount  on  passenger  and  freight, 
combined,  is  about  4  pints  per  1,000  miles  for  ifreight  and  6  pints  for  passenger; 
while  those  reporting  both  passenger  and  freight  give  the  average  per  1,000  miles  as 

In  reply  to  Question  5,  viz :  **  What  is  the  average  number  of  hot  boxes  per 
1,000  miles  ?  "  the  replies  vary  considerably,  but  the  average  number  of  hot  boxes 
per  1,000  miles  is  2^. 

Regarding  Question  6,  viz  :  "  Do  you  prefer  cotton  or  woolen  waste,  and  why  ?" 
would  say  one  member  has  no  preference ;  one  member  prefers  elastic  wool  waste, 
75  per  cent  wool,  25  per  cent  cocoanut  fiber ;  one  member  recommends  "  what  is 
known  as  foreign  wool  waste,  which  is  as  good  as  high-grade  wool  waste  ";  two 
members  prefer  wool  for  passenger  and  cotton  for  freight. 

Seventy-five  per  cent  of  the  members  reply .  directly  to  the  question  preferring 
woolen  to  cotton,  and  in  almost  every  case  say  it  is  preferred  because  of  its  greatly 
increased  elasticity,  and  that  it  feeds  oil  much  better  than  cotton.  But  one  member 
preferred  cotton  to  woolen  waste,  because  *'  oil  siphons  through  cotton  waste  better 
than  woolen."  The  large  majority  of  those  preferring  cotton  do  so  on  account  0/ 
its  being  cheaper  than  woolen.  Several  of  the  members  who  reply  that  they  prefer 
woolen  to  cotton  waste  also  prefer  a  waste  known  as  asbestos  packing,  of  first-class 
woolen  waste  and  asbestos,  which  your  committee  understands  to  be  a  patented 
article. 

In  reply  to  Question  7,  viz  :  "  Is  there  any  other  material,  whether  patented  or 
not,  that  you  would  recommend  instead  of  waste  for  packing,  and  why?  "  would  say 
but  one  member  in  answering  the  circular  failed  to  reply.  All  other  replies  were  to 
the  effect  that  they  knew  of  nothing  they  would  recommend  as  a  substitute  for  waste. 
One  member  replied  that  he  had  been  making  satisfactory  tests,  but  was  not  prepared 
to  report.  One  member  replied  that  he  recommended  the  asbestos  packing,  made  by 
the  Franklin  Manufacturing  Company,  as  a  substitute  for  good  woolen  waste.  An- 
other member  recommended  the  Franklin  Manufacturing  Company's  asbestos*  packing 
as  a  substitute  for  good  woolen  waste  in  the  following  words : 

*'  I  am  prepared  to  recommend  the  Franklin  Manufacturing  Company's  asbestos 
packing  to  good  woolen  waste  because  of  the  fact  that  it  is  composed  of  first-class 
woolen  waste  and  asbestos,  that  it  feeds  the  oil  as  good  if  not  better  than  good  woolen 
waste ;  also  because  there  is  not  that  liability  for  it  to  get  packed  as  hard  as  wool ;  its 
elasticity  is  as  great,  at  least,  as  first-class  woolen  waste ;  and  also  from  the  fact  that 
the  temperature  of  heat  in  the  box  packed  with  the  Franklin  is  much  less  than  in  a 
box  packed  with  good  wool,  and  there  is  consequently  less  liability  for  hot  boxes." 

To  Question  8,  viz :  "  How  long  do  you  consider  it  necessary  to  soak  waste 
before  using,  and  at  what  temperature  ? "  one  member  replies, "  Nil,"  which  the 
committee  understands  to  mean  no  or  none,  indicating  that  this  member  does  not  con- 
sider it  necessary  to  soak  the  waste  at  all,  while  the  rest  of  the  replies  are  unanimous 
in  saying  that  the  waste  should  be  soaked,  one  member  giving  the  number  of  hours  as 
12,  while  the  rest  of  the  members  vary  from  24  to  48  hours,  the  average  number  of 
hours  indicated  by  the  replies  being  about  36.  The  temperature  recommended  is  from 
40  to  80  degrees,  with  an  average  of  about  65  degrees.  Several  of  the  members  recom- 
mend not  less  than  the  average,  65  degrees,  in  winter,  and  the  outside  temperature 
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in  summer.  One  member  replies  that  waste  should  soak  48  hours,  and  before  being 
used  the  surplus  oil  should  be  allowed  to  drain  ofiF  from  the  waste  3  or  4  hours,  and 
that  in  winter  the  waste  should  be  soaked  in  an  inclosure  and  be  kept  as  warm  as 
practicable. 

In  reply  to  Question  9,  viz :  "  What  device,  whether  patented  or  not,  do  you 
prefer  to  prevent  dust  from  entering  rear  of  journal  box?"  one  member  replies, 
**  Vulcanized  fiber ";  one  member  replies,  "  Close-fitting  dust  guard ;  one  member 
replies,  **  Using  Soule,  and  also  Harrison,  dust  guards,  but  not  prepared  at  present  to 
recommend  '*;  two  members  reply,  "  Wood  dust  guard  lined  with  rim  of  rawhide 
or  vulcanized  fiber ";  one  member  replies,  "  Common  wood  dust  guard,  fitting 
properly,'*  and  explains  his  position  as  follows : 

**  An  experience  with  the  numerous  improved  and  patented  dust  guards,  none  of 
which  were  as  good  or  enough  better  than  a  simple  dust  guard  of  basswood,  with  tin 
strips  top  and  bottom,  made  from  dry  lumber,  and  shaped  to  fit  the  slot  and  axle,  pay 
for  their  increased  cost.  It  is  important  to  have  a  good  plug  fitted  to  the  top  of  the 
slot.     More  dust  comes  in  through  the  top  slots  than  comes  in  through  the  backs." 

One  member  recommends  the  Stier  dust  guard ;  one  member  recommends  a 
wood  dust  guard  with  canvas  on  side  and  hole  cut  in  canvas  one  inch  smaller  than 
the  axle.  One  member  prefers  the  Soule  rawhide  lined,  on  account  of  its  lasting 
qualhies.  One  member  prefers  the  Harrison  guard.  The  balance  of  the  members, 
who  are  a  large  majority,  prefer  the  ordinary  wooden  dust  guard  as  the  most  practical, 
although  some  of  them  say  they  never  saw  any  that  were  dustproof. 

Regarding  Question  10,  viz;  **  What  journal-box  lid,  whether  patented  or  not, 
do  you  prefer,  that  would  prevent  leakage  of  oil  and  at  the  same  time  be  dustproof?" 
Quite  a  number  of  members  reply  that  they  have  never  seen  a  lid  that  was  dustproof, 
and  while  there  are  numerous  replies  recommending  a  special  lid,  the  preference 
seems  to  be  an  entirely  local  one,  and  it  is  apparently  not  used  to  any  great  extent. 
Four  members  prefer  the  McCord,  and  ten  the  Fletcher,  the  rest  being  scattered,  and 
in  such  a  way  as  to  make  it  impractical  for  the  committee  to  describe  them. 

In  answer  to  Question  11,  viz:  "  What  particular  method,  if  any,  have  you  in 
arranging  the  packing  in  the  journal  boxes  ?"  One  member,  our  linguist,  gets  in  his 
**  Nil."  One  member  has  no  particular  method,  while  the  balance  of  the  replies 
indicate  that  this  question  has  been  receiving  considerable  attention  in  the  past. 
With  the  exception  of  the  two  members  above  referred  to,  all  have  something  to  say 
on  the  question  and  have  a  method  which  is  carried  out  by  most  of  them,  same  being 
that  the  waste,  soaked  from  24  to  48  hours,  is  carefully  but  not  tightly  packed  in 
the  box,  care  being  taken  not  to  have  the  waste  come  to  within  }4  inch  of  the  under- 
side of  journal  bearing.  One  member  says:  **Pack  box  with  soaked  waste  firm 
enough  so  it  will  not  fall  away  from  journal,  but  not  so  tight  as  to  squeeze  out  the 
oil.  Keep  waste  j4  inch  below  line  of  brass  and  pack  box  flush  with  end  of  journal. 
If  waste  is  raised  too  high  on  sides  of  journal  it  is  likely  to  be  caught  by  brass  and 
drawn  between  brass  and  journal,  and  if  so,  a  hot  box  is  sure  to  occur." 

One  member  replies:  "  Pack  box  firmly,  but  not  too  tight  and  not  above  center 
of  journal,  and  put  a  sponge  of  waste  between  button  and  mouth  of  box. " 

One  member,  Mr.  Waitt,  replies  by  sending  copy  of  instructions  issued  to  car 
men,  and  Mr.  N.  L.  Smitham,  of  the  Texas  Midland,  also  sends  copy  of  instructions, 
both  of  which  are  embodied  here. 
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LAKE  SHORE  &  MICHIGAN  SOUTHERN  RAILWAY  CO. 

Packing  and  Oiling  of  Passenger  and  Freight  Cars. 

Passenger  Cars. 

Repacking. — All  journal  boxes  under  Lake  Shore  passenger  equipment  cars 

will  be  repacked  with  waste  saturated  with  winter  oil,  beginning  the  work  each  year 

on  the  first  day  of  November.     All  good,  clean  waste  removed  from  boxes  will  be 

used  in  this  repacking,  after  having  had  the  summer  oil  thoroughly  squeezed  out  by 

pressure,  and  resaturated  with  the  winter  oil.     In  addition  to  the  above  repacking, 

all  cars  will  be  repacked  six  months  afterward ;  the  waste  to  be  remove4  and  all 

good,  dean  waste  resoaked  in  summer  oil.     In  this  repacking,  the  waste  removed 

need  not  have  the  oil  squeezed  out     In  repacking  boxes,  new  waste  should  not  be 

used  alone,  bnt  should  (where  it  is  practicable)  be  mixed  with  the  old,  the  two  to  be 

mixed  in  the  proportion  of  half  old  sfcnd  half  new.     When  boxes  are  repacked,  tin 

tags  I  inch  by  3>^  inches,  having  station  abbreviation  with  month  and  year  stamped 

thereon,  will  be  attached  to  two  opposite  corners  of  each  tmck  frame.     Tags  applied 

when  winter  oil  is  used  to  have  four  dot  marks  after  the  date,  thus:   Ch.  11-98: 

Oiling. — All  through  passenger  trains  on  the  main  line  will  be  oiled  at  Buffalo- 
and  Chicago  only,  and  no  oiling  at  intermediate  points  will  be  done,  except  in  case 
of  a  warm  or  hot  box,  or  other  emergency.  All  local  and  branch  passenger  trains  and 
cars  not  running  in  main  line  service  between  Buffalo  and  Chicago  are  to  be  oiled  once 
in  every  2,000  miles  run,  the  date  of  oiling  of  all  cars  in  such  trains  to  be  marked  in 
chalk  on  underside  of  side  sill  over  each  truck,  giving  month  and  day  of  month. 
In  each  case  of  cars  which  have  no  regular  run,  inspectors  will  be  expected  to  use 
their  judgment  in  seeing  that  the  cars  are  given  sufHcient  oiling  when  at  their  stations, 
care  being  taken  to  avoid  using  oil  unnecessarily.  Division  Master  Car  Builders  will 
assign  the  terminals  at  which  the  regular  oiling  of  cars  in  local  and  branch  trains 
will  be  done. 

Freight  Cars. 

Repacking. — All  Lake  Shore  freight  equipment  cars  which  are  placed  on  shop 
repair  tracks  are  to  have  the  waste  removed  from  boxes  and  boxes  repacked.  All 
waste  removed  that  is  good  for  further  use  to  be  resoaked  in  saturated  waste  tank 
for  48  hours,  and  used  again  in  repacking  boxes  under  such  cars.  This  same  practice 
should  be  carried  out  at  inspection  points  to  as  great  an  extent  as  possible,  consistent 
with  surrounding  conditions. 

Doping. — All  cars  received  from  connections  at  interchange  points,  also  all  cars 
set  out  of  trains  at  stations  where  inspectors  are  located,  and  all  foreign  cars  placed 
on  shop  repair  tracks,  are  to  have  the  lids  of  journal  boxes  opened  and  the  packing 
put  in  proper  condition  to  run  without  question  over  the  road,  using  well-saturated 
waste  for  the  purpose.  The  use  of  an  oil  can  at  stations  other  than  East  Buffalo  and 
Chicago  will  not  be  permitted.  In  addition  to  putting  waste  in  good  condition, 
examination  must  be  made  to  see  that  journals,  journal  bearings  and  keys  are  in 
proper  condition. 

Caboose  car  boxes  will  be  taken  care  of  by  the  use  of  saturated  waste  in  the 
same  manner  as  other  freight  car  boxes.  They  should  be  examined  after  each  trip,, 
and  when  in  need  of  oil,  saturated  waste  should  be  applied. 
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Oiling. — ^All  through  freight  trains  on  the  main  line  are  to  be  oiled  at  Buftalo 
and  Chicago  only,  and  no  oiling  will  be  done  at  any  of  the  other  points  under  any 
•circumstances.  Where  it  is  necessary  to  put  a  box  in  good  condition,  either  by 
reason  of  a  hot  or  warm  box,  lack  of  oil  or  waste,  it  should  be  done  by  using  the 
saturated  waste.  In  the  treatment  of  boxes  having  a  sufficient  quantity  of  packing, 
but  which  are  in  need  of  oil,  a  small  amount  of  the  packing  should  be  removed  to 
give  place  to  the  saturated  waste  which  is  to  be  applied,  care  being  taken  to  apply  the 
saturated  waste  so  that  it  will  come  in  contact  with  the  journal  wher/it  will  do  the 
most  good. 

Passenger  and  Freight. 
Method  of  Packing. — In  the  packing  of  boxes  the  first  portion  of  waste  applied 
should  be  packed  moderately  tight  at  the  rear  end  of  box.  Care  should  be  taken  to 
keep  the  waste  at  the  sides  of  box  down  below  the  brass  about  an  inch,  and  also  to  have 
that  portion  of  the  waste  forward  of  the  journal  separate  and  distinct  from  that  which 
extends  from  front  end  of  journal  to  the  back  of  the  box.  This  will  avoid  the  dis- 
atrrangement  of  the  packing  at  rear  of  box.  The  roll  which  is  placed  in  front  of  box 
to  not  extend  above  the  lower  edge  of  opening  of  box. 

(Sigred)  M.  C.   B. 

TEXAS  MIDLAND  RAILWAY  CO. 
Instructions  to  Can  Men  and  Others  Who  at  any  Time  May  Pack 

Oil  Boxes. 

It  may  be  strange  to  say  care  should  be  taken  and  instructions  issued  in  so 
simple  a  matter  as  the  packing  of  oil  boxes.  Be  that  as  it  may,  I  believe,  after  you 
have  investigated  thoroughly  and  learned  that  about  seven  out  of  ten  boxes  are 
packed  as  shown  in  Fig.  2,  you  will  then  agree  with  me  there  is  room  for  improve- 
ment. 

In  the  blue  print,  prepared  for  this  purpose,  you  will  notice  Fig.  2  shows  a  box 
improperly  packed.  One  trouble  about  this  box  is,  the  best  part  of  the  packing  is 
where  it  is  least  needed,  thus  depriving  the  journal  of  the  proper  lubrication,  directly 
under  the  brass  and  in  the  center  of  the  journal,  where  the  load  is  carried. 

Another  fault  with  this  box  is  the  vacant  space  in  the  back,  which  makes  an 
inviting  place  for  sand  and  dirt  that  gets  by  the  dust  guards.  You  can  plainly  see  it 
•can  easily  get  to  the  journal  and  cause  the  box  to  run  hot  when,  apparently  from  the 
outside,  the  box  is  packed  in  good  shape. 

You  are  aware  that  a  perfect  dust  guard  can  only  be  maintained  for  a  short  time 
after  leaving  the  shop ;  they  soon  become  worn  and  leave  quite  an  opening  in  the 
back  of  the  box.  Your  attention  is  called  to  Fig.  4,  which  shows  how  you  can  pro- 
<ect  the  bearing  from  dust  and  the  same  time  hold  the  oil  in  the  box. 

I  will  now  proceed  to  show  the  method  by  which  I  desire  the  boxes  packed 
hereafter. 

First,  see  that  all  sand  and  dirt  is  out  of  the  box  ;  then  take  a  piece  of  waste 
that  will  show  oil  on  the  surface  when  you  press  it  between  your  thumb  and  fore- 
iinger.  Have  it  twisted  so  it  will  be  about  two  inches  in  diameter  and  eight  inches 
long.  Put  this  in  the  box,  giving  it  the  circle  of  the  journal,  and  place  as  far  back  as 
you  can  with  your  hands.     Now  take  your  packing  hook  and  put  the  waste  in  posi- 
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tion  as  shown  in  Fig.  4;  raising  it  up  from  the  bottom  of  the  box  and  hanging  it  on 
the  inside  guide  of  the  dust  guard.  This  will,  as  stated  above,  prevent  the  dust  from 
<coming  into  the  box  and  the  oil  from  running  out. 

Now  you  can  take  your  waste  that  has  been  soaked  in  the  oil  for  at  least  three 
days,  and  having  all  of  the  oil  it  can  contain  without  running  out  while  handling,  and 
put  it  in  the  box  after  the  same  manner  as  the  first  piece.  You  need  not,  how- 
ever, twist  it,  but  put  it  together  neatly  and  about  the  same  length  so  that  it  will  be 
-one  piece  of  waste  from  one  side  of  the  box  to  the  other,  and  thus  avoid  having  little 
fragments  that  are  apt  to  roll  up  into  knots  when  the  car  moves.  You  can  see  that 
waste  put  in  as  directed  above  will  brace  itself  against  the  sides  of  the  box,  thus 
overcoming  the  tendency  of  the  journal  to  roll  it. 

Fill  the  box  as  directed,  and  you  will  have  the  same  results  as  shown  in  Fig.  i. 
Keep  the  waste  three- fourths  of  an  inch  down  from  the  edge  of  the  brass,  so  the-  ends 
of  the  waste  cannot  get  between  it  and  the  journal,  which  is  often  the  case,  and  causes 
trouble  that  is  hard  to  account  for.  Attention  is  called  to  Fig.  3,  which  shows  you 
4m  oil  line.  Any  oil  that  might  be  put  in  the  box,  more  than  is  shown  here,  is  use- 
less, and  in  most  cases  will  only  run  out  of  the  box  and  be  wasted. 

Figs.  5  and  6  show  the  proper  method  of  touching  up  the  waste  that  has  settled 
away  from  the  journal.  Start  your  packing  iron  as  shown  at  A,  Fig.  5,  keeping  close 
to  the  bottom  of  the  box ;  when  you  have  reached  the  point  shown  by  B,  turn  your 
iron  as  shown  by  C,  Fig.  6,  and  run  it  along  the  bottom  and  close  to  the  side  of  the 
box,  to  the  back  wall  as  shown  by  D ;  now  by  bearing  down  on  the  handle  you  will 
raise  the  point  as  shown  by  E,  thereby  raising  the  packing  up  against  the  journal  and 
at  the  same  time  leaving  a  channel  on  each  side  of  the  box,  as  shown  by  the  dotted 
line  in  Fig.  i;  any  surplus  oil  that  may  be  in  the  box  can  run  in  this  channel  and 
will  feed  up  through  the  waste  to  the  journal. 

This  should  be  done  with  new  packing,  also,  when  touching  up  boxes.  If  you 
see  that  the  waste  is  a  little  dry,  take  your  packing  hook  and  make  a  small  basin  in 
the  waste,  at  the  end  of  the  journal  and  base  of  the  collar ;  pour  into  this  about  a 
wine  glass  full  of  oil. 

In  conclusion,  to  enable  you  to  keep  a  correct  account  of  the  amount  of  waste 
and  oil  that  you  use,  I  will  state  that  2^  pounds  of  waste  and  I  gallon  of  Galena 
•car  oil  will  make  10  pounds  of  dope  ready  for  use. 

Hoping  that  you  will  give  this  matter  close  attention,  I  remain, 
Very  truly  yours, 

Approved:     AssT.  G.  M.  (Signed)    Acting  M.  M. 

One  member  replies :  **  A  rope  of  waste  is  made  and  packed  tightly  against 
back  of  box  to  assist  dust  guard  in  excluding  dust ;  the  waste  from  which  oil  has 
been  drained  is  then  placed  in  box,  pushed  well  back,  and  maintained  at  a  level  a 
little  below  box  opening." 

One  member  replies :  **  Pack  back  end  of  box  well,  then  forward  to  center 
line  of  box,  stopping  waste  even  with  end  of  journal,  then  placing  small  bunch  in 
loosely  to  prevent  slush  of  oil" 

One  replies :  "  Pack  back  end  of  box  with  soaked  waste,  oil  having  been 
squeezed  out ;  then  pack  not  too  tight  the  balance  of  the  box  with  soaked  waste,  not 
higher  than  within  ^  inch  of  underside  of  brass.'' 
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One  replies:  '*  Waste  should  be  applied  in  small  separate  bunches,  the  first  of 
which  should  be  placed  in  the  back  end  of  the  box,  and  the  oil  squeezed  out  of  them." 

Another  says :  **  Roll  waste  in  small  balls  the  size  of  an  apple,  and  push  them 
in  end  of  box  one  after  another." 

Regarding  all  the  replies  above  mentioned,  it  should  be  understood  that  all 
waste  applied  has  been  soaked  for  24  to  48  hours. 

Your  committee  might  go  on  and  quote  further  replies,  but  in  a  general  waj  the 
methods  are  substantially  the  same. 

Regarding  Question  12,  viz  .  **  Do  you  consider  it  good  practice  to  remove  the 
old  packing,  mix  the  best  of  it  with  new,  thoroughly  saturated  waste  for  repacking  ^ 
If  so,  how  often  should  this  be  done?"  The  members  replying  to  the  circular  are 
nearly  unanimous  in  the  opinion  that  this  should  be  done,  but  very  few  venture  an 
opinion  as  to  how  often  it  should  be  done ;  one  replying,  twice  a  year ;  one  replying^ 
every  90  days ;  one  replying,  twice  a  year  in  passenger  service ;  one  replying,  every 
3,000  miles;  one  replying,  twice  a  year — in  the  spring  and  latter  part  of  fall;  one 
member  does  not  consider  it  good  practice,  and  two  members  do  not  answer  the 
question  at  all. 

Our  friend  who  is  so  fond  of  using  the  foreign  language,  and  gives  the  committee 
the  trouble  of  getting  it  translated,  gets  in  his  usual  **  Nil." 

Several  of  the  members  prefer  to  use  the  good  old  waste  shaken  out  and  put  in- 
the  bottom  of  the  box,  using  new,  soaked  waste  on  top.  Several  reply  that  they 
prefer  the  old  waste,  thoroughly  shaken  out,  resoaked,  and  mixed  with  new ;  two 
reply,  not  as  a  rule,  but  whenever  packing  is  removed,  the  good  should  be  mixed 
with  new;  one  replies,  «*  If  soft,  yes;  if  hard,  not  until  it  has  been  pulled  apart  and 
resoaked  ";  another  replies,  "  Only  in  case  of  necessity,  when  wheels  are  changed, 
or  when  shop  examination  indicates  that  waste  is  unfit  for  further  service,  or  on 
account  of  hot  box.  All  good  packing  removed  is  put  in  soaking  vat  with  new 
waste  and  treated  in  the  same  manner." 

Your  committee,  in  summing  up  the  evidence  from  such  data  as  has  been  given- 
it  in  replies  to  the  circular  of  inquiry,  desires  to  call  the  attention  of  the  Convention 
to  the  fact,  that  considering  the  membership  the  replies  were  limited,  and  the  com- 
mittee feels  that  they  are  only  called  upon  to  take  an  account  of  the  information  given 
it  in  the  replies.    They  therefore  call  attention  to  the  facts — 

I  St.     A  large  majority  recommend  high-grade  oil  for  car  lubrication. 

2d.  But  few  use  cooling  compound,  and  most  all  consider  it  unnecessary  in 
connection  with  car  oil  boxes. 

3d.  That  woolen  waste  is  preferred  by  a  substantial  majority  over  cotton  waste,, 
and  in  this  connection  would  say  that  of  the  former,  two  are  now  experimenting  with 
a  waste  of  wool  and  foreign  material,  which  they  claim  is  superior  to  woolen. 

4th.  It  is  the  unanimous  opinion  that  there  is  no  material  known  that  is  a 
practical  substitute  for  waste  for  journal-box  packing,  a  large  majority  recommending 
woolen  as  the  best,  and  your  committee  is  of  the  opinion  that  the  above  majority 
represents  the  views  of  a  majority  of  the  members  of  this  Convention. 

The  committee  calls  attention  to  the  fact  that  two  members  are  making  tests,  but 
are  not  ready  at  present  to  recommend,  and  also  to  the  fact  that  several  of  the 
members  recommend  woolen  waste  with  a  percentage  of  asbestos  mixed  with  it  as 
being  better  than  woolen  waste. 
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5th.  That  a  large  majority  recommend  that  waste  be  soaked  between  24  and  4S 
hoars  before  using,  and  at  a  temperature  of  about  65  degrees^  and  your  committee  is 
•of  the  opinion  that  waste  should  be  soaked  at  least  36  hours  at  a  temperature  of  not 
less  than  70  degrees. 

6th.  That  for  all  practical  purposes  the  members  almost  unanimously  recom- 
mend the  common  wooden  dust  guard  so  generally  in  use  at  the  present  time,  and 
your  committee  concurs  in  that  recommendation. 

7th.  That  while  there  is  considerable  difference  of  opinion,  as  indicated  in  the 
replies,  existing  in  the  minds  of  the  members  as  to  the  best  oil-box  lid,  all  seem  to 
desire  a  lid  that  will  keep  the  oil  from  getting  out  of  the  box  and  the  dust  from  getting 
in,  the  preference  expressed  being  for  the  so-called  Fletcher  lid  first,  wiih  the  McCord 
second. 

8th.  That  the  members  regard  the  matter  of  careful  packing  as  being  one  of 
utmost  importance,  their  replies  indicating  that  their  careful  attention  has  been  given 
to  the  subject. 

They  are  particular  to  have  the  waste  soaked  thoroughly  at  least  24  hours, 
packed  firmly,  yet  not  tightly,  care  being  taken  to  see  that  the  waste  does  not  come 
up  to  the  bottom  line  of  brass  within  }^  inch,  and  your  committee  fully  indorses  such 
practice. 

9th.  That  the  members  very  generally  consider  it  good  practice  to  shake  out  the 
old  and  discard  the  worn-out  short  waste,  mixing  the  good  old  waste,  after  resoaking, 
with  the  new,  the  only  difference  of  opinion  being  as  to  when  and  how  often  it  is 
necessary  to  do  this. 

The  committee  is  of  the  opinion  that  it  is  good  practice,  and  should  be  done  at 
least  once  a  year,  and  the  date  of  repacking  stenciled  on  the  truck.  It  further 
recommends  it  should  always  be  done  with  the  removal  of  oil  boxes  or  change  of 
wheels,  and  also  in  shop  practice,  when  there  b  any  indication  that  the  waste  has  in 
a  degree  become  matted  or  partially  worn  out. 

In  conclusion,  your  committee  feels  that  it  can  do  no  better  than  to  quote  the 
concluding  paragraph  of  the  report  of  your  committee  of  1888  on  "  Journal  Lubrication 
and  the  Best  Practice  for  Economizing  Oil.'* 

After  reviewing  the  whole  subject,  your  committee  is  of  the  opinion  that  no 
greater  economy  can  be  had  in  journal  lubrication  than  by  the  use  of  petroleum  or 
its  products,  either  with  or  without  mixtures  of  other  oils  or  lubricants,  along  with  a 
good  elastic  or  spongy  packing  of  woolen  waste  or  material  equally  as  good,  and  used 
in  a  thoroughly  tight  and  well-constructe^  journal  Box,  made  especially  with  a  view 
to  preventing  the  loss  of  lubricant  and  excluding  foreign  particles  of  dust  from  the 
journal  box. 

J.  T.  Chamberlain,  Chairman, 
J.  J.  Hennessey, 
R.  H.  Johnson, 
Boston,  Mass.,  May  2,  1898.  Committee. 

The  President  :  You  have  heard  the  report  of  the  committee. 
What  action  do  you  wish  ? 

Mr.  Mitchell  :  I  move  that  the  report  be  received. 
The  motion  was  carried. 
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The  President  :    The  report   is    now  open   for  discussion.    If 
there  is  no  discussfon  we  will  take  up  the  next  subject. 

Mr.  Waitt  :  Mr.  Chairman,  it  seems  to  me  this  is  too  important 
a  subject  to  let  go  by  without  a  discussion ;  especially  does  it  seem 
important  when  we  note  the  result  of  the  answers  that  have  been 
made  to  Question  5,  and  see  that  the  average  number  of  hot  boxes 
per  thousand  miles  from  the  roads  that  have  reported  amounts  to 
2)4  bot  boxes  per  thousand  miles.  It  seems  as  if  with  so  high  an 
average  of  hot  boxes  as  that,  there  is  an  opportunity  for  radical 
reform  somewhere.  I  surely  do  not  believe,  on  the  average  of 
roads,  excluding  some  of  those  that  go  through  very  sandy  territory, 
and  like  roads  in  the  South,  that  there  is  any  justification  for  run- 
ning cars  with  anything  like  that  proportion  of  hot  boxes.  I  was 
looking  up  the  records  on  the  Lake  Shore  just  after  receiving  that 
report  for  the  year  1897  —  and,  by  the  way,  I  would  say  that  hot 
boxes  are  things  to  which  we  give  a  great  deal  of  attention,  and 
watch  very  closely,  having  a  report  made  —  not  a  hit  or  miss  report, 
but  one  that  covers  everything  in  the  way  of  hot  boxes  that  requires 
attention  or  causes  delays  to  trains  on  the  road  —  and  from  .these 
reports  for  1897  for  the  whole  year  we  average,  on  passenger  equip- 
ment, one  hot  box  to  every  70,000  miles  run.  On  freight  equipment, 
with  equal  care  in  getting  the  reports,  we  had  one  hot  box  to 
every  20,000  miles  run.  That  result  was  not  obtained  without  care. 
It  meant  a  great  deal  of  attention ;  and  I  would  say  that  were  it 
not  for  the  foreign  cars  which  were  running  over  the  line,  which 
had  not  received  proper  care  on  the  home  lines,  the  mileage  to  a 
hot  box  would  have  been  more  than  four  times  what  it  was.  On 
the  reports  that  come  in  of  hot  boxes  on  freight  cars,  eighty  per  cent 
are  on  foreign  cars  and  about  twenty  per  cent  on  our  own  cars,  and  I 
think  that  shows,  for  oae  thing,  the  benefit  of  having  systematic 
rules  for  guidance  in  caring  for  journal  boxes,  and  in  watching 
them  very  closely.  If  we  have  an  excessive  number  of  hot  boxes 
occurring  on  any  division,  as  shown  by  the  reports,  attention  is  at 
once  called  to  the  matter  and  an  explanation  asked  for,  and  if  we 
cannot  get  a  satisfactory  explanation,  some  one  who  is  competent  to 
look  into  the  matter  goes  about  among  the  inspectors  and  oilers 
and  watches  their  practices,  and  almost  invariably  some  good  cause 
will  be  found  for  the  excess,  and  that  cause  is  removed  and  better 
results  occur. 

I  do  not  think  that  we  can  expect  to  have  good  results  in  run- 
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ning  our  journals  unless  we  keep  the  dust  out  of  the  oil  boxes. 
Now,  the  committee  has  recommended  excluding  the  dust  fron> 
the  front  end  of  the  box,  and  yet  they  seem  to  think  that  a  com- 
mon wooden  dust  guard,  made  as  most  of  those  are,  about  from 
tV  to  >^  inch  larger  than  the  part  of  the  axle  where  they  fit,  wiH 
be  satisfactory.  I  think  it  is  a  fact  that  you  will  find  the  waste  in 
the  oil  box  a  great  deal  more  dirty,  full  of  grit  and  sand,  at  the 
back  end  of  the  box,  than  you  will  at  the  front  end,  even  with  the 
very  poor  non-dust-tight  oil-box  covers  that  we  have  at  the  present 
time,  and  it  seems  to  me  it  is  worthy  of  attention  to  get  something 
that  will  exclude  the  dust  at  the  back  end  of  the  box.  I  would  not 
publicly  advocate  aay  one  dust  guard  to  the  exclusion  of  another* 
I  do  believe,  though,  that  it  is  worth  while  experimenting  and  find- 
ing from  the  many  that  are  in  the  market  something  that  will  be 
better  than  the  common  dust  guard,  which  is  no  protection  to  speak 
of  in  the  box.  I  know  that  we  have  experimented  with  two  or 
three,  and  I  can  surely  say  that  there  has  been  a  difference  shown 
between  them,  and  there  are  advantages  in  some  over  the  plain, 
crudely  made  wooden  dust  guards,  and  I  believe  that  if  some  of 
the  gentlemen  who  have  in  their  reports  or  in  their  answers  advo- 
cated the  wooden  dust  guard  would  experiment,  or  have  experi- 
mented, with  other  devices,  they  would  have  found  some  advantages 
over  the  plain  wooden  dust  guard. 

Another  feature  that  comes  in  —  probably  all  have  experienced  in 
extreme  cold  weather  an  excessive  number  of  hot  boxes  on  their  cars^ 
those  that  run  through  a  cold  part  of  the  country.  We  have  found,, 
from  a  few  years'  experience  in  the  past,  that  it  is  very  desirable,, 
almost  essential,  if  you  are  going  to  keep  your  average  of  hot  boxes 
down,  that  before  winter  comes  on  all  of  the  lighter  summer  oils  that 
have  been  used  in  the  boxes  be  entirely  removed  from  the  waste. 
If  the  light  summer  oils  are  left  in  the  waste  and  the  winter  oil  that 
is  used  for  a  lubricant  be  allowed  to  mix  with  the  other  oil,  as  soon  as 
cold  weather  comes  the  summer  oil  will  congeal  and  thicken,  and  the 
fibers  of  the  waste,  which  are  and  have  been  for  a  long  time  filled  with 
the  oil,  will  become  nonconductors  of  the  oil,  and  the  result  is,  when 
real  cold  weather  comes,  your  waste  is  stiff,  the  oil  will  not  be  fed  by 
the  waste  to  the  journals.  The  waste  will  jar  away  from  the  under- 
side of  the  journals,  and  you  will  have  hot  boxes.  Several  years  ago,, 
in  conversation  with  one  of  the  representatives  of  a  road  going  through 
the  northern  part  of  the  United  States,  through  the  coldest  territory,. 
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he  suggested  the  practice  of  removing  the  ligk^oil  before  cold  weather 
came  on,  and  for  several  years  it  has  beep  our  practice  on  the  Lake 
Shore  in  November  to  remove  the  waste  from  the  journal  boxes,  and 
under  a  press  squeeze  out  all  of  the  lighter  grade  of  oil  and  put  that 
aside  until  summer  comes,  to  be  used  in  such  service  as  it  might  be  judi- 
cious to  use  it  in,  and  then  resaturate  the  waste  with  the  winter  oil,  and 
after  it  has  been  saturated  a  long  enough  time,  forty-eight  hours  or  so, 
repack  the  boxes  with  that  grade  of  oil ;  and  we  found  that  the  results 
since  that  practice  was  adopted  have  been  much  more  satisfactory  than 
previously. 

Another  curious  thing  that  has  been  noticed :  The  excessive  num- 
ber of  hot  boxes  in  real  cold  weather  seems  to  come  after  the  fall  has 
come,  when  the  weather  is  beginning  to  get  a  little  more  moderate ; 
and  last  winter  some  investigation  was  made  into  the  cause  of  that, 
and  it  was  a  curious  thing  that  it  was  found,  after  the  weather  had 
begun  to  moderate,  when  we  would  open  the  oil-box  covers  there  would 
be  a  collection  of  water  inside  the  oil  boxes,  and  in  proportion  to  the 
amount  of  water  that  seemed  to  be  in  there  —  I  suppose  the  condensa- 
tion from  the  atmosphere  —  in  proportion  to  that,  seemed  to  be  the 
lack  of  lubrication  of  the  journals,  and  the  increase  of  hot  boxes. 
That  seemed  to  be  overcome  by  more  frequent  withdrawal  of  the 
packing  and  removal  of  that  moisture.  On  some  of  our  fast  trains  it 
has  been  found  a  wise  practice,  whenever  there  has  been  a  moderation 
of  the  temperature  in  severe  cold  weather,  to  make  sure,  before  those 
trains  go  out,  that  all  water  has  been  removed  from  the  waste,  and  it 
practically  has  stopped  hot  boxes  on  such  trains.  I  speak  of  that 
because  it  may  be  of  some  help  to  some  of  the  other  roads  who  have 
not  noticed  that  peculiar  feature. 

Mr.  Mitchell  :  I  would  like  to  ask  Mr.  Waitt  how  hot  a  box  must 
be  on  the  Lake  Shore  before  it  is  reported  as  a  hot  box  ? 

Mr.  Waitt:  Anything  that  causes  a  delay  to  a  train,  or  requires 
the  box  to  be  repacked  or  a  new  brass  to  be  put  in. 

Mr.  Mitchell  :  Mr.  President,  possibly  this  large  percentage  of 
hot  boxes  may  be  caused  by  other  railroads  practicing  the  scheme 
which  we  have  on  the  Erie.  We  have  not  got  force  enough  to  make 
as  careful  reports  as  the  Lake  Shore.  We  call  every  box  a  hot  box 
that  is  hand- warm,  that  requires  the  least  bit  of  attention.  As  the 
inspector  inspects  the  train  at  inspection  points,  if  a  box  is  hand-warm 
at  least,  he  raises  the  lid.  The  oiler  then  repacks  that  box  and  gives  it 
attention.     That  box  is  reported  on  the  Erie  as  a  hot  box,  and  yet  it 
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has  given  no  trouble^  and  might  not  for  a  hundred  miles  farther.     All 
those  boxes  are  reported  with  us  as  hot  boxes. 

The  President  :  I  would  like  to  ask  Mr.  Chamberlain  if  in  that 
report  he  does  not  mean  train  miles  instead  of  car  miles? 

Mr.  Chamberlain  :  No  ;  that  is  the  way  it  went  out,  sir  —  per 
thousand  car  miles.  It  did  not  say  so,  but  I  think  that  is  the  way  the 
members  generally  understood  it. 

The  President  :   Is  there  any  further  discussion  on  this  report? 

Mr.  Chamberlain  :  I  might  say,  Mr.  President,  in  answer  to  Mr. 
Waitt  in  reference  to  what  he  said  about  dust  guards,  that  while  a  few 
of  the  members  recommended  vulcanized  fiber  and  wood,  and  several 
other  special  grades,  they  are  all  substantially  the  same  as  the  old 
wooden  dust  guard,  except  that  they  are  made  of  material  that  is  sup- 
posed to  last  longer.  They  do  not  exclude  the  dust  any  more,  and  I 
believe  that  of  over  fifty  replies  received,  there  was  not  over  twenty 
that  recommended  any  special  dust  guard.  I  think  Mr.  Waitt  was 
experimenting  with  a  guard  he  did  not  feel  like  recommending,  and 
there  were  several  that  were  experimenting,  but  they  did  not  represent 
more  than  four  or  five  of  all  the  replies  that  we  got. 

Mr.  Waitt  :  I  would  like  to  call  to  Mr.  Chamberlain's  attention 
the  very  excellent  results  that  were  obtained  some  years  ago  when  he 
was  on  the  Boston  &  Albany  road,  where  there  was  quite  an  expensive 
arrangement  used  for  excluding  the  dust.  If  I  remember  rightly  the 
reports  made  at  that  time,  the  mileage  from  the  oil  used  was  really 
wonderful,  and  the  freedom  from  hot  boxes.  That,  of  course,  would 
not  be  a  practical  device  for  general  railroad  use,  and  yet  it  suggests 
the  advisability  of  some  experiments  in  the  line  indicated  with  regard 
to  something  in  the  way  of  a  dust  guard  which  will  adjust  itself  or  will 
always  clasp  the  axle  tight,  and  thereby  prevent  the  opening  between 
the  dust-guard  seat  and  the  dust  guard  which  so  soon  comes  in  the 
dust  guards  that  do  not  provide  for  wear.  There  are  a  good  many  in 
the  market.  I  would  not  recommend  one  over  another,  because  I 
have  not  experience  to  warrant  it.  There  is  one  other  point  in  con- 
nection with  the  possible  reduction  of  the  proportion  of  hot  boxes  on 
roads  that  are  receiving  foreign  cars.  The  gentlemen  will  notice  in 
the  rules  of  practice  for  packing  and  oiling  on  the  Lake  Shore  as 
printed  in  the  report,  it  is  our  practice  whenever  one  of  our  own  cars 
goes  into  the  shop  or  on  the  repair  track  for  repairs,  light  or  heavy, 
all  of  the  packing  is  removed  from  the  oil  boxes  and  the  oil  boxes 
10 
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are  cleaned  out.  Any  dirty  waste  or  any  that  is  unfit  for  further  use  is 
removed,  and  the  boxes  are  repacked  with  good  old  waste  or  freshly 
saturated  waste,  so  that  they  go  out  in  clean,  good  condition  for 
service.  I  think  if  a  practice  of  that  kind  —  not  on  every  inspection 
track  or  outside  repair  track  —  but  if  a  practice  of  that  kind  was 
adopted  in  all  of  our  shops,  and  it  can  be  without  any  material 
increase  of  force ;  i^  can  be  done  and  has  been  done,  I  have  seen,  in 
many  shops,  by  having  the  same  number  of  men  doing  the  work,  only 
watching  them  a  little  and  making  them  hustle  and  making  them 
understand  that  they  have  got  to  do  it,  and  the  results  obtained  were 
highly  satisfactory.  I  believe  a  general  practice  of  that  kind  would 
reduce  our  hot  boxes  and  the  delays  to  trains  and  would  make  it  more 
economical  for  all  of  our  roads  that  would  mutually  share  the  advan- 
tage. 

Mr.  Brazier  :  It  is  almost  an  unknown  thing  on  the  system  I  rep- 
resent to  have  a  hot  box  on  passenger  cars,  except  on  Pullman  cars. 
I  do  not  think  last  year  we  had  a  delay  of  thirty  passenger  trains  over 
our  entire  system  caused  by  hot  boxes,  and  we  attribute  it  to  our  sys- 
tem of  oiling  and  packing  boxes.  The  old  method  was  that  the 
inspector  would  go  along,  open  the  lid  and  put  in  a  little  oil.  At 
night  the  foreman  would  ask  him  how  much  oil  he  used.  He  would 
answer,  "Five  gallons  today.*'  The  foreman  would  say,  '*  You 
are  a  good  man."  We  took  the  oil  cans  away  from  every  inspector 
we  had,  and  we  use  saturated  waste,  and  we  make  our  men  go  and 
loosen  the  waste  up  and  get  it  up  to  the  journals.  I  have  personally 
watched  some  inspectors  go  along,  after  we  have  had  some  trouble 
with  hot  boxes  on  freight  cars,  and  they  would  use  their  feet ;  they 
would  open  the  box  a  little,  put  a  little  oil  in  and  go  on.  That  does 
not  amount  to  anything.  It  is  a  waste  of  6il.  If  you  get  your  pack- 
ing well  soaked  you  will  find  you  have  fewer  hot  boxes.  Since  we 
inaugurated  that  system  I  think  the  Illinois  Central  has  cut  down  the 
oil  consumption  almost  a  third,  and  our  hot  boxes  fully  fifty  per  cent,, 
right  out  of  Chicago.  I  am  free  to  say  that  anyone  can  come  and 
examine  our  records,  and  he  will  find  that  on  our  passenger  car  serv- 
ice it  is  almost  unknown  to  have  a  hot  box.  Our  officials  would  give 
it  to  us  pretty  heavy  if  we  did  have  them.  They  are  sometimes  occa- 
sioned by  the  journal  bearings  being  worn  down  too  thin.  We  have 
more  from  that  cause  than  any  other.  I  think  Mr.  Waitt's  remarks 
with  reference  to  the  dust  guard  are  all  right.  We  are  trying  at  the 
present  time  two  or  three  patent  dust  guards.     I  won't  mention  their 
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names,  but  I  will  say  that  I  am  trying  one  on  one  of  our  cars,  and 
the  mileage  is  something  like  30,000  or  40,000  miles.  It  has  not  had 
two  quarts  of  oil  yet.  It  is  tight  back  and  front.  The  front  is  put 
on  with  bolts ;  no  one  can  get  at  that,  and  it  is  making  a  remarkable 
record,  but  I  am  a  little  weary  of  it.  I  think  every  new  thing  in  cre- 
ation we  get  in  Chicago,  and  we  are  trying  three  at  the  present  time. 
I  get  a  good  deal  of  information  by  visiting  around,  and  I  find  that 
the  North- Western  is  using  a  dust  guard  which  I  think  is  not  patented. 
They  take  their  old  wooden  dust  guard  and  pick  up  their  pieces  of 
scrap  plush,  which  makes  a  good  dust  guard.  Our  dust  guards 
cost  us  about  2%  cents  apiece,  and  we  feel  as  if  we  can  take  them  out 
and  throw  them  away  every  time  we  exchange,  and  we  are  trying  to 
infringe  on  the  North- Western.  A  gentleman  called  on  me  the  other 
day  to  sell  me  a  dust  guard.  I  asked  him  the  cost,  and  he  said  62 
cents  apiece.  I  told  him  our  road  was  not  in  condition  to  pay  such  a 
price  when  we  had  dust  guards  which  cost  us  only  2^  cents  apiece. 
If  you  pay  more  attention  to  your  oiling  and  your  packing  and  your 
journal  boxes,  you  will  have  fewer  hot  boxes. 

Mr.  Mendenhall  :  I  want  to  rise  to  the  defense  of  the  wooden 
dust  guard.  If  we  could  have  a  machinist's  services  and  spend  62 
cents,  as  Mr.  Brazier  says,  or  more,  we  could  undoubtedly  get  an 
efficient  dust  guard,  but  we  .can  get  it  much  more  easily  and  cheaply 
with  the  wooden  guard  if  we  part  the  wooden  dust  guard  and  drive 
one  section  up  from  the  bottom  and  the  other  down  from  the  top,  a 
good  driving  fit,  and  we  will  have  a  tight  dust  guard.  Undoubtedly 
you  will  find  a  great  surprise  in  store  if  you  use  such  a  device. 

Mr.  Schrover  :  On  the  North-Western  road  we  know  something 
about  hot  boxes,  and  we  know  a  good  many  things  that  we  do  not 
like  to  get  up  in  meeting  and  tell,  and  I  am  not  going  to  tell  them. 
But  I  want  to  run  off  on  another  tack  in  this,  and  call  your  attention 
to  the  fact  that  I  am  of  the  opinion  that  we  are  too  contracted  in 
the  construction  of  our  oil  box,  especially  in  so  far  as  the  dust-guard 
face  is  concerned.  Do  you  not  think  it  is  absurd  for  us  to  put  in  a 
§^  or  A  inch  dust  guard  and  expect  that  small  piece  of  wood  or 
fiber  to  exclude  the  dust  ?  It  must  necessarily  work  in  the  space,  as  it 
b  loose.  I  am  of  the  opinion  that  if  we  would  contract  our  wheel  hubs 
a  quarter  or  three-eighths  of  an  inch  and  take  that  space  in  the  dust- 
guard  opening  of  our  oil  box,  and  make  our  dust  guards  of  wood  ^ 
of  an  inch  in  thickness  and  sufficient  in  width  outside  of  the  open- 
ing, and  make  it  strong  enough  so   that    it    is  not   going  to  break 
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as  quickly  as  it  does,  that  we  would  all  obtain  better  results  in  dust 
guards.  We  have  obtained  good  results  in  coring  the  dust-guard 
opening  all  the  way  up  through  the  box,  and  we  make  the  dust  guard 
long  enough  so  that  it  goes  all  the  way  through  the  box.  Before  we 
adopted  the  Master  Car  Builders*  Standard  we  used  a  ^-inch  dust 
guard,  and  I  want  to  tell  you  that  it  is  a  good  deal  better  than  the 
Master  Car  Builders'  Standard  ever  was.  We  make  them  of  wood, 
and  I  should  say  they  cost  us  ij^  to  2  cents  apiece,  and  we  do  not 
feel  that  we  can  afford  to  put  in  dust  guards  at  10  or  12  cents  or  half 
a  dollar  apiece,  as  a  man  at  Congress  Hall  asked  me  for  his  dust  guard 
yesterday.  Another  thing  I  think  we  are  wrong  in,  and  that  is  the 
contracted  width  of  our  box  outside  our  pedestal  guides.  We  are  so 
narrow  there  that  when  our  inspectors  and  oilers  along  the  road  are 
endeavoring  to  oil  a  box  they  give  the  can  a  tilt  and  the  oil  flows  across 
the  end  of  the  journal.  I  do  not  think  you  can  help  noticing  that 
thing  wherever  you  have  oilers.  We  make  a  mistake  in  not  having 
the  width  of  our  box  sufficient  so  that  you  can  get  the  spout  of  your 
oil  can  back  to  the  side  of  the  journal  and  put  the  oil  where  it 
belongs.  Something  has  been  said  about  woolen  waste.  The  only 
objection  I  have  to  woolen  waste  is  this,  that  it  does  not  hold  up  the 
oil  as  the  cotton  waste  does,  and  our  boxes  go  out  on  the  road  and 
our  oilers  and  inspectors  look  at  them,  and  they  will  give  them  a  dig 
and  think  the  thing  is  dry  ;  they  give  it  a  little  oil  because  they  think 
it  is  dry.  We  did  not  find  that  the  case  when  we  used  cotton  waste. 
It  was  a  better  absorbent  to  carry  up  the  oil  —  better  than  the  woolen 
-waste.  We  use  woolen  waste  on  passenger  cars,  and  the  reason  we  use 
it  there  is  this,  that  our  cotton  waste  was  stolen  from  us  to  such  an 
extent  and  used  by  trainmen  and  others  that  we  had  in  self-defense  to 
use  something  else  that  they  could  not  use,  and  that  is  the  reason  we 
took  woolen  waste.  But  I  do  not  think  it  is  a  particle  better  than 
cotton. 

As  far  as  hot  boxes  are  concerned,  I  do  not  suppose  we  are  troubled 
any  more  than  others.  We  have  records  that  are  kept  by  our  gen- 
eral superintendent  and  my  own  office,  and  the  one  is  checked 
against  the  other.  I  want  you  to  understand  that  the  general  offi- 
cers of  the  North-Western  road  are  after  the  car  department  all  the 
time  if  there  is  any  trouble  with  hot  boxes.  We  have  the  waste 
removed  from  the  boxes  of  the  cars  that  are  received  in  our  impor- 
tant repair  yards.  It  is  taken  into  the  assorting  room,  where  we 
have  a  pneumatic    press.     We    have   there    large  vats,  in  which  we 
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keep  our  waste  saturated.  Sometimes  it  is  in  there  for  weeks  before 
it  is  used.  We  squeeze  the  oil  out,  and  then  the  waste  is  sorted 
over  and  dried,  and  the  babbitt  and  brass  is  taken  out  of  it,  and 
that  which  is  good  is  put  back  into  service.  That  which  is  bad  is- 
sent  to  the  locomotive  department  for  use  in  starting  fires,  and  we 
get  enough  oil  out  of  that  old  waste  that  is  handled  in  that  way 
to  pay  us  about  fivefold  for  the  work  of  doing  it,  and  we  think 
it  is  a  good  practice.  We  do  not  change  our  oil  in  spring  and 
fall.  I  think  it  is  more  essential  that  oil  should  be  changed  in 
spring  than  in  fall.  The  summer  oil,  if  used  in  the  winter,  will 
form  an  emulsion  in  the  box,  and  that  emulsion  does  in  a  measure 
hold  up  the  new  oil  put  in.  The  winter  oil  in  summer  gets  as  thin* 
as  water,  and  it  flows  out.  It  is  not  held  up  properly  by  the  waste. 
So  I  think  it  is  more  important  that  the  oil  be  changed  in  the 
spring  than  in  the  fall ;  but  we  do  not  change,  we  do  not  make  a 
practice  of  changing  waste  at  any  time.  We  do  not  make  a  prac- 
tice of  giving  especial  attention  during  the  spring  and  summer 
months,  when  the  changes  are  being  made  from  one  to  another^ 
and  more  especially  during  the  summer  season  when  ballasting  is. 
being  done.  That  is  the  period  when  we  have  the  most  trouble 
from  hot  boxes. 

Mr.  Leeds  :  Human  nature  is  pretty  much  the  same  whether  it  be 
in  a  car  inspector  or  a  Master  Car  Builder.  It  looks  to  me  as  thougb 
we  were  making  a  scapegoat  for  a  good  many  other  deviltries  that 
ought  to  be  looked  after  first  in  our  lubrication.  Whenever  we  have 
a  hot  box  on  the  road  we  call  up  our  Master  Mechanics  and  Master 
Car  Builders  and  foremen,  and  all  of  them,  to  give  an  explanation,  and 
it  is,  almost  invariably,  hot,  dry,  dusty  times — all  on  account  of  heat 
and  dust,  and  they  do  not  always  consult  the  records  of  what  the 
weather  has  been  in  the  past  few  weeks.  That  holds  good  with  the 
exception  of  one  division  on  our  road.  On  that  division  the  sand 
will  pile  up  on  the  brake  beams  from  an  inch  to  an  inch  and  a  quarter 
deep  every  trip.  That  sand  is  as  fine  and  as  sharp  as  emery.  We  can- 
not run  a  set  of  driving  axles  one-third  as  long  there  as  we  can  on  our 
other  divisions.  The  journals  always  look  white  and  dry  as  though 
you  had  been  using  emery  cloth  on  them.  They  never  get  a  blue 
glaze  on  them,  and  our  wheels  will  not  run  half  as  long  before  they 
will  wear  through  the  chill  as  they  will  on  any  other  division,  and  we 
never  have  any  hot  boxes.  [Laughter.]  That  is  the  only  place  on 
the  road  where  the  hot,  dry,  dusty  season  does  not  cause  hot  boxes  or 
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where  that  is  not  used  as  an  excuse.  Mr.  Waitt  sa)rs  that  eighty  per 
cent  of  the  hot  boxes  on  his  road  are  on  foreign  cars.  That  indicates  to 
me  one  of  two  things  —  either  he  is  not  carrying  out  the  rules  in  giv- 
ing foreign  cars  the  care  and  attention  that  he  gives  to  his  own,  so  far 
as  lubrication  is  concerned,  or  else  this  great  difference  is  to  be  cred- 
ited to  the  refinements  he  has  shown  us  at  different  times  as  being 
practiced  on  his  road.  Heretofore  he  has  come  before  us  with  nice 
gauges  to  gauge  the  inside  of  his  boxes,  outside  of  his  brasses  and 
everything  of  that  kind,  which,  in  my  opinion,  goes  a  great  way  fur- 
ther toward  the  reduction  of  the  number  of  hot  boxes  on  his  system 
than  the  mere  matter  of  his  soaking  out  his  waste,  and  even  his  dust 
guards.  In  my  opinion  nine-tenths  of  the  trouble  comes  from  lumps 
in  our  castings,  in  the  inside  of  our  boxes,  the  boxes  not  being  cored 
true  to  the  angles  and  dimensions  given,  either  in  the  brasses  or  in 
the  box,  and  any  inequality  there  is  bound  to  cause  trouble.  Another 
thing  is  that  while  we  make  a  long  bearing  apparently  with  our  wedged 
brass,  we  recognize  that  it  is  not  practicable  to  use  such  a  bearing,  and 
so  we  put  a  radius  on  it  and  get  a  center  bearing,  a  pivoted  bearing. 
There  is  no  brass  that  is  strong  enough  to  stand  the  carrying  weight 
that  is  put  upon  it  on  any  such  bearing.  To  illustrate  it  better,  a 
couple  of  years  ago  the  general  superintendent  of  a  road  came  to  me 
and  said :  **  A  certain  class  of  cars  go  over  our  road  and  we  never 
have  any  hot  boxes  on  them.  Our  own  equipment  is  on  fire  all  the 
time.  I  have  got  at  my  Master  Car  Builder  about  it  and  he  does  not 
give  me  any  explanation.  Can  you?  **  I  said  :  **  Yes.  You  have  got 
after  the  wrong  man."  **  Who  is  it?"  he  asked.  I  said :  *'You. 
[Laughter.]  You  do  not  allow  your  Master  Car  Builder  either  to  make 
his  own  brasses  or  to  buy  them.  You  go  into  the  market,  and  Tom, 
Dick  and  the  Devil  come  along,  and  you  ask  them  what  they  will 
furnish  you  brasses  for."  I  asked  him  what  he  paid  for  brasses. 
He  said  8  cents  a  pound.  I  said  :  **  No  living  man  can  make  a  brass 
that  is  fit  to  put  even  into  a  freight  car  for  less  than  ii  cents.  You 
are  the  man  that  is  burning  up  the  whole  country.  Go  home  and 
correct  your  own  errors  and  I  will  be  responsible  for  your  Master 
Car  Builder."  I  think  a  good  deal  of  that  trouble  has  been  cor- 
rected, and  I  think  a  great  deal  of  the  trouble  for  which  the  packing 
is  made  the  scapegoat  is  to  be  attributed  to  what  I  consider  the 
abortion  of  a  box  that  we  have  got  as  a  Master  Car  Builders'  box. 
[Laughter.]  Next,  the  inefficiency  of  the  inspection  that  allows  that 
box  to  go  out  in  even  worse  condition   than    the  design  calls  for 
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[laughter],  and  in  the  next  place  the  purchasing  of  material  that  is 
not  fit  to  put  into  a  wheelbarrow.     [Applause.] 

The  President  :  If  there  is  no  further  discussion,  we  will  proceed 
with  the  next  subject. 

Mr.  Lyon  :  I  would  like  to  ask  the  committee  in  regard  to  its 
statement  on  page  2  that  the  average  number  of  hot  boxes  for  1,000 
miles  is  two  and  a  half.  It  seems  impossible  that  that  can  be  right, 
if  they  mean  car  miles,  and  also  if  that  includes  all  passenger  equip- 
ment. Two  and  a  half  hot  boxes  per  thousand  car  miles  would  run 
up  into  the  hundreds  per  day  on  a  very  small  equipment. 

Mr.  Chamberlain  :  Replying  to  the  gentleman  who  last  spoke,  I 
would  say  that  the  committee  sent  out  a  circular  —  I  do  not  know 
whether  he  received  it  or  not  —  the  fifth  question  in  which  was, 
"What  is  the  average  number  of  hot  boxes  per  1,000  miles?'*  And 
taking  up  the  little  less  than  fifty  replies,  adding  the  hot  boxes  all  up 
together  and  dividing  them  by  the  number  of  replies  received,  the 
number  of  hot  boxes  per  thousand  miles  was  two  and  a  half.  That 
was  the  only  way  in  which  the  committee  could  arrive  at  the  result. 
It  is  barely  possible  that  some  of  the  members  may  have  construed 
Question  5  to  mean  per  thousand  train  miles — that  is  barely  possible  ; 
and  I  think  that  if  the  committee  was  going  to  do  it  over  again  it 
would  make  that  train  miles,  or  have  it  a  little  more  definite  than  it 
is.  I  think  it  is  definite  now,  but  undoubtedly  it  is  misunderstood  by 
some.  The  committee  thought  it  was  a  very  high  number.  I  know 
it  is  very  much  higher  than  the  road  I  represent.  But  that  is  the  only 
reply  I  can  give  to  the  gentleman,  that  by  dividing  the  number  of  hot 
boxes  by  the  replies  received  it  was  two  and  a  half  per  thousand  miles. 

Mr.  Ball  :  I  want  to  indorse  what  Mr.  Brazier  said  in  connection 
with  the  success  obtained  by  discarding  the  use  of  the  oil  can.  It 
will  be  noticed  in  the  instructions  on  the  Lake  Shore  that  particular 
stress  is  laid  upon  doing  the  oiling  by  the  use  of  saturated  waste,  with 
the  exception  of  two  large  terminal  points,  Chicago  and  East  Buffalo, 
where  the  number  of  cars  handled  precludes  the  doing  of  the  work 
with  the  saturated  waste  by  reason  of  the  number  of  men  we  have  for 
that  purpose  at  those  points.  After  the  adoption  of  this  practice  we 
reduced  the  number  of  hot  boxes  on  our  freight  cars  about  thirty-five 
or  forty  per  cent,  and  it  was  more  noticeable  on  foreign  cars.  This, 
no  doubt,  is  due  to  getting  the  waste — the  saturated  waste — in  a  posi- 
tion against  the  journal  where  it  will  do  the  most  good.     If  the  box 
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has  a  sufficient  amount  of  packing  in  it  after  it  is  dry,  our  practice  is 
to  remove  a  sufficient  quantity  and  insert  enough  saturated  waste  to 
properly  lubricate  the  journals. 

Mr.  Bush  :  In  that  connection  the  question  might  be  asked ,  Why 
is  it  that  on  Mr.  Ball's  road  they  have  obtained  so  much  better  results 
with  the  use  of  saturated  waste  than  with  the  oil  can  ?  I  think  Mr. 
Schroyer's  remarks  on  that  point  are  very  pertinent  indeed.  He 
suggests  that  with  the  very  contracted  space  for  supplying  oil  it  is  not 
possible  to  get  the  spout  of  the  oil  can  back  to  the  rear  of  the  journal 
where  the  oil  is  most  needed,  and  on  the  great  majority  of  railroads, 
in  fact  I  think  you  might  say  on  all  roads  where  the  oil  can  is  used, 
it  is  done  as  Mr.  Schroyer  suggests,  the  oil  is  just  put  in  at  the  front ; 
it  does  not  get  back  to  the  rear  of  the  journal. 

The  President  :  If  there  is  no  further  discussion,  we  will  proceed 
to  the  next  subject,  which  is  No.  3  —  Square  Bolt  Heads  and  Nuts; 
Standard  for  Pipe  Fittings.  This  is  a  joint  committee  with  the  Master 
Mechanics*  Association.     Mr.  Schroyer  is  chairman. 

Mr.  Schroyer  read  the  following  report : 

REPORT  OF  COMMITTEE  ON    SQUARE   BOLT  HEADS   AND  NUTS: 

STANDARDS   FOR   PIPE   FITTINGS. 
To  the  President  and  Members  of  the  Master  Car  Builders*  Association  : 

Your  Commiuee  on  Standard  Pipe  Fittings  and  Square  Head  Bolts  and  Nuts, 
to  act  jointly  with  a  committee  of  the  Master  Mechanics'  Association,  finds  it  neces- 
sary to  report  progress,  and  asks  to  be  continued  for  another  year.  After  meeting 
and  conferring  with  the  members  of  the  committee  of  the  Master  Mechanics' 
Association,  it  was  decided  that  the  object  for  which  these  committees  were  appointed 
could  not  be  attained  without  concerted  action  of  the  members  of  the  principal 
societies  of  mechanical  officers  and  the  co-operation  of  manufacturers  of  pipe  and 
fittings. 

In  the  line  of  our  work,  Mr.  E.  M.  Herr,  chairman  of  the  Master  Mechanics' 
Association,  addressed  a  letter,  under  date  of  November  16,  1897,  to  the  secretary  of 
the  American  Society  of  Mechanical  Engineers,  as  follows : 

**  Dear  Sir, —  The  attention  of  the  American  Society  of  Mechanical  Engineers 
is  directed  to  the  lack  of  uniformity  in  the  sizes  of  pipe  fittings  manufactured  by 
different  makei;^  in  various  parts  of  the  country. 

"  This  has  been  brought  forcibly  to  the  attention  of  the  undersigned,  and  others 
interested  in  the  mechanical  department  of  railway  work,  by  the  trouble,  delay  and 
consequent  expense  caused  by  pipe  unions  purchased  from  different  dealers  for  the 
same  purpose  not  being  interchangeable.  The  same  also  is  true  of  pipe  threads 
themselves,  although  the  lack  of  uniformity  is  not  so  great.  This  subject  has  been 
deemed  of  sufficient  importance  by  the  American  Railway  Master  Mechanics'  Asso- 
ciation and  Master  Car  Builders'  Association  for  the  appointment  of  a  joint  committee 
on  this  and  the  related  subject  of  standards  for  square  bolt  heads  and  nuts.    Inasmuch 
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as  the  desired  unifonnity  can  only  be  secured  by  concerted  action  of  the  large- 
purchasers  and  consumers  of  bolts  and  nuts,  pipe  and  fittings,  and  those  engaged  in 
their  manufacture,  it  would  seem  desirable  that  the  American  Society  of  Mechanicab 
Engineers  should,  at  the  next  meeting,  appoint  a  committee  to  consider  these  subjects, 
confer  with  the  committee  of  the  Railway  Association,  and  endeavor  to  secure  the 
appointment  of  a  committee  representing  the  manufacturers,  with  the  object  of 
securing  the  desired  uniformity. 

**  As  an  example  of  the  present  condition  of  affairs,  the  diameter  and  number 
of  threads  on  union  nuts  of  one-inch  pipe  fittings,  made  by  seven  different  manufac- 
turers, are  given  below  : 

No.  of  Threads.  Diameter  of  Threads. 

11     2.  inches 

12     1.875 

^iH ^• 

iiH 1-97 

12     1.875        " 

ii;^ 1.8906      " 

ii>^ 2.1718      " 

"  Yours  very  truly." 
This  was  presented  at  the  New  York  meeting  of  that  society,  held  December  3^ 
1897,  and  the  following  resolution  passed : 

^* Resolved^  That  the  American  Society  of  Mechanical  Engineers,  having 
received  and  considered  the  suggestion  of  Messrs.  E.  M.  Herr,  W.  H.  Marshall  and 
C.  H.  Quereau  on  the  subject  of  securing  uniformity  in  the  threads  of  coupling 
unions  for  pipe,  approve  of  the  suggestion  that  the  society  should  appoint  a  commit- 
tee to  consider  this  question  in  joint  conference  with  similar  committees  of  the  Amer- 
ican Railway  Master  Mechanics'  and  Master  Car  Builders'  Associations,  and  refer 
the  appointment  of  such  committee  to  the  council,  with  power." 

On  April  7  last  a  joint  meeting  of  the  chairman  of  the  Master  Mechanics'  com- 
mittee and  representatives  of  the  American  Society  of  Mechanical  Engineers  was 
held  in  New  York,  and  a  plan  agreed  upon,  which,  it  is  believed,  will  accomplish^ 
the  object  for  which  the  joint  committee  was  appointed.  This  will  require  consider- 
able time,  as  it  includes  the  designing  of  a  complete  line  of  pipe  fittings,  which  can- 
only  be  satisfactorily  done  after  taking  the  matter  up  with  the  other  manufacturers  of 
pipe  fittings,  and  giving  careful  consideration  to  this  side  of  the  question.  The  mem- 
bers of  the  committee  of  the  Master  Mechanics'  Association  have  taken  up  the  work 
more  especially  of  pipe  fittings,  while  the  members  of  your  committee  are  working 
on  the  subject  of  square-head  bolts  and  nuts.  After  canvassing  the  situation  at  a 
joint  meeting  of  the  two  association  committees,  we  have  thought  it  best  not  to  make- 
any  report  at  this  meeting,  and  ask  that  the  committee  be  continued  until  next  year, 
when  we  think  we  will  be  able  to  make  a  satisfactory  report,  and  in  so  doing  get  the 
co-operation  of  the  American  Society  of  Mechanical  Engineers  and  the  manufactur- 
ers of  bolts,  nuts,  pipe  and  fittings.  Respectfully  submitted, 

C.    A.    SCHROYER, 

W.  H.  Lewis, 
Thomas  Fildes, 
Chicago,  June  3,  1898.  Committee. 


Digitized  by 


Google 


154 

Mr.  Johnson  :  I  move  you,  Mr.  President,  that  the  report  be 
Teceived  and  the  committee  continued  until  next  year,  as  requested. 

The  motion  was  carried. 

The  President:  The  next  will  be  No.  4  —  Specifications  for  Air- 
Brake  Hose.     Mr.  Waitt  is  chairman. 

Mr.  Waitt  presented  the  following  report : 

REPORT    OF    COMMITTEE    ON    SPECIFICATIONS    FOR    AIR-BRAKE 

HOSE. 

To  the  President  and  Members  of  the  Master  Car  Builders'  Association: 

Among  the  parts  of  railway  cars  which  are  short-lived  and  therefore  require 
frequent  renewal,  air-brake  hose  take  a  prominent  rank.  If  it  is  considered  that 
there  are  over  650,000  cars  and  locomotives  in  this  country  at  the  present  time 
•equipped  with  air  braked,  and  that  the  highest  guarantee  given  on  the  life  of  air  hose 
by  manufacturers  is  only  twenty-four  months,  and  that  a  large  ]>ercentage  of  the  air 
hose  are  renewed  for  defects  not  inherent  in  the  hose  before  they  are  twenty-four 
months  old,  it  will  be  seen  that  the  railways  of  this  country  require  probably  over 
600,000  air-brake  hose,  costing  with  present  prices  almost,  if  not  quite,  %\  each,  to 
supply  the  requirements  for  yearly  renewals.  With  this  large  continuous  expense, 
to  say  nothing  of  the  cost  of  hose  used  in  additions  to  equipment  built  each  year,  it 
would  seem  that  in  connection  with  this  much  overlooked  part  of  our  equipment 
'there  is  a  field  for  study,  which  may  be  productive  not  only  of  considerable  economy 
in  the  yearly  expenditures  for  supplies,  but  of  saving  by  the  reduction  of  delays  to 
trains  and  prevention  of  collisions,  which  are  many  times  due  to  the  bursting  of  air 
hose. 

At  the  present  time,  to  quote  a  recent  writer,  •*  there  seems  to  be  no  standard  of 
quality  to  measure  hose  by  and  no  generally  recognized  tests  which  can  be  made  in 
the  laboratory  or  in  the  shop  which  will  give  an  approximation  of  the  probable  life 

of  a  hose There  seems  to  be  very  little  definite  information  obtainable 

from  published  accounts  as  to  the  methods  of  manufacture  of  hose,  its  composition 
and  the  service  to  be  expected  of  it."  It  is  with  the  hope  of  creating  greater  interest 
and  deeper  investigation  on  the  subject  of  air  hose  that  this  paper  is  prepared.  In 
order  to  throw  further  light  on  the  subject  and  encourage  the  use  and  enforcement  of 
carefully  prepared  specifications  for  air  hose,  it  may  be  well  first  to  briefly  describe 
the  materials  and  processes  which  enter  into  air-hose  manufacture. 

The  character  of  air  hose  depends  largely  upon  the  quality  of  the  rubber  and 
fabric  used,  but  more  especially  upon  the  methods  by  which  they  are  combined  in 
manufacturing.  The  use  of  good  materials  alone  is  not  a  guarantee  of  the  produc- 
tion of  high- class  air-brake  hose.  Judging  from  past  practice  on  most  of  our  rail- 
ways, it  has  been  assumed  that  almost  anything  that  bore  the  name  of  air  hose  was 
a  satisfactory  and  safe  article  for  use  on  railway  equipment.  Much  attention  has 
been  given  by  many  roads  to  preparing  carefully  worded  specifications  and  making 
extended  tests,  in  connection  with  other  classes  of  material  used  on  railways,  but  it 
is  only  within  the  past  two  years  that  much,  if  any,  attention  has  been  given  by  any 
of  the  railway  companies  to  the  consideration  of  what  is  necessary  in  order  to  have 
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a  safe  knd  economical  air-brake  hose.  This  is,  perhaps,  largely  due  to  the  fact  that 
it  is  only  within  the  past  two  or  three  years  that  any  very  large  percentage  of  our 
equipment  has  been  equipped  and  operated  with  air  brakes. 

There  is  a  general  impression  that  the  strength  of  an  air  hose  to  resist  bursting 
is  the  one  great  requisite.  It  is  a  fact,  however,  that  almost  any  hose  in  the  market 
will  withstand  an  initial  bursting  pressure  many  times  greater  than  the  maximum 
strain  put  upon  it  in  ordinary  use.  A  large  number  of  experiments  made  by  the 
writer  have  shown  that  many  of  the  poorest  grades  of  hose  will  stand  a  bursting 
pressure  far  in  excess  of  that  passed  by  hose  which  are  known  to  be  of  much  better 
quality. 

There  seems  to  be  a  generally  accepted  opinion,  but  without  any  good  reason 
therefor,  that  it  is  necessary  for  an  air-brake  hose  to  be  made  four-ply — that  is, 
composed  of  four  wrappings  of  heavy  cotton  canvas — in  order  to  make  it  of  sufficient 
strength  to  stand  the  strains  put  upon  it  in  service.  Tests  made,  by  bursting  a  large 
number  of  hose  of  various  plies  and  various  styles  of  manufacture,  have  shown  that 
four-ply  air  hose  are  made  which  will  burst  at  400  pounds  pressure,  while  other  hose 
made  with  only  two-ply  fabric,  but  manufactured  by  a  different  method,  cannot  be 
burst  at  pressures  of  over  1,200  pounds.  The  examination  of  many  hundred  good 
quality  condemned  hose,  removed  from  cars  on  account  of  being  defective  and  leaky, 
has  shown  conclusively  that  but  very  few  of  them  have  been  removed  on  account  of 
weakness  of  the  fabric  itself.  In  the  construction  of  an  air  hose,  the  canvas  or  cotton 
fabric  can  be  considered  as  the  foundation  upon  which  the  structure  is  built.  On  the 
fabric  alone  reliance  must  be  placed  for  strength  to  resist  the  pressures  that  are  put 
upon  it.  In  general  engineering  design  and  construction,  it  is  considered  good  and 
safe  practice  if  a  factor  of  safety  of  five  is  used.  With  an  air-brake  hose  on  freight 
cars,  90  pounds  is  about  the  maximum  pressure  that  they  are  called  upon  to  resist.  If 
hose  are  specified  to  stand  a  bursting  test  of  500  pounds,  a  factor  of  safety  of  a  little 
over  5^  pounds  is  thereby  required,  which  seemingly  should  be  amply  high  for  all 
requirements.  Nevertheless,  specifications  that  have  been  submitted  to  manufac- 
turers are  calling  for  a  bursting  pressure  of  600  and  even  900  pounds  to  the  square 
inch. 

The  rubber  used  in  the  construction  of  an  air  hose  is  placed  there  for  the  pur- 
pose of  furnishing  an  air-tight  and  moisture-proof  covering  inside  and  out,  and  to 
aid  as  a  protection  to  the  fabric  which  forms  the  basis  of  the  manufacture.  It  is  also 
used  as  a  means  of  tying  together  the  various  wrappings  which  make  up  the  ho?e. 

The  fabric  foundation  of  air-brake  hose  is  made  of  cotton ;  of  this  material 
there  are  several  varieties.  The  first  and  highest-priced  grade  of  cotton  is  known  as 
"  Sea  Island."  "  This  is  a  distinct  variety  having  a  longer  fiber  than  any  other, 
which  renders  it  stronger  in  proportion  to  the  weight  than  cotton  of  short  fiber.  It 
is  claimed  that  it  possesses  superior  strength  apart  from  its  longer  fiber.  By  means  of 
csureful  selection  of  the  raw  cotton,  combined  with  improved  methods  of  manufac- 
ture, fabrics  are  now  produced  with  Sea  Island  cotton  which  have  a  strength,  com- 
pared with  fabrics  made  of  equal  weight  of  ordinary  cotton,  indicated  by  the  ratio  of 
about  one  hundred  to  fifty."  Sea  Island  cotton  is  generally  used  where  great 
strength  is  required  with  very  light  weight.  This  is  not  the  case  with  air-brake 
hose ;  therefore.  Sea  Island  cotton  is  rarely  ever  called  for  or  used  in  the  construction 
of  air  hose.     The  next  grades  of  cotton  are  known  as  the  "Gulf"  and  **  Peeler";  it 
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is  from  the  latter  that  much  of  the  fabric  used  in  air-brake  hose  is  made  up.  Peeler 
cotton  has  a  medium  length  of  fiber  and  medium  strength,  and  where  it  is  desirable 
to  have  as  much  cotton  and  as  little  rubber  as  possible  in  the  construction  of  the 
hose,  on  account  of  producing  it  at  as  low  cost  as  possible,  Peeler  cotton  is  found  t» 
be  entirely  satisfactory  for  use.  As  to  the  grade  of  cotton  that  has  been  used  in 
manufacturing  a  hose  that  may  be  submitted  for  examination,  possibly  even  an  expert 
would  find  difficulty  in  determining  it. 

Rubber  is  produced  from  several  localities.  It  is  in  its  first  state  a  sticky  exu- 
dation from  the  rubber  tree,  having  a  similar  relation  to  that  tree  to  that  which  pitch 
has  to  pine  trees.  The  principal  varieties  of  rubber  gums,  each  of  which  has  many 
grades,  are  Para,  Central,  East  Indian  and  African.  Para  rubber,  as  the  name  would 
indicate,  comes  from  South  America.  Fine  Para,  which  is  the  best  quality  of  rub- 
ber, costs  at  the  present  time  from  90  to  95  cents  per  pound.  This  rubber  is  used 
for  making  the  highest  grade  of  rubber  goods.  The  rubber  bands  that  we  use  in 
our  offices,  and  the  rubber  cord  that  is  used  in  the  woven  fabric  in  suspenders  and  in 
congress  boots,  is  made  of  fine  Para  rubber.  Some  manufacturers  use  a  certau> 
quantity  of  this  high-grade  rubber  in  air-brake  hose,  but  generally  the  coarse  Para 
rubber,  costing  at  the  present  time  from  60  to  70  cents  per  pound,  is  used.  This  is 
the  same  kind  of  rubber  as  the  fine  Para,  except  that  less  care  is  taken  by  the  natives 
in  collecting  it,  and  it  is  found  to  be  mixed  with  a  great  deal  of  dirt,  which  has  to  be 
separated  and  which  detracts  somewhat  from  its  qualities,  although  in  the  process  of 
manufacture  the  dirt  is  almost  entirely  washed  out. 

Para  rubber  comes  to  this  country  in  the  form  of  balls,  weighing  anywhere  from 
six  to.one  hundred  pounds  each.  These  are  dark-polored  with  a  rough  outside  sur- 
face, and  have  a  hole  through  the  center  about  one  and  one-quarter  inches  in  diameter. 
These  rubber  balls  are  formed  by  the  natives  taking  a  stick  and  rolling  it  over  in  the 
sticky  gum,  in  the  same  way  that  a  boy  would  roll  a  snowball  over  and  over  in  the 
moist  snow  in  order  to  obtain  one  of  larger  diameter.  On  cutting  open  a  ball  of 
fine  Para  rubber  it  will  be  found  quite  white  on  the  inside  and  free  from  dirt ;  a  ball 
of  coarse  Para  will  be  found  with  white  streaks  of  clean  rubber  mix^  with  consid- 
erable black  dirt. 

The  Central  gums,  as  the  name  would  indicate,  come  from  Central  America ', 
these  come  most  frequently  in  the  shape  of  slabs  or  strips.  They  cost  at  the  present 
time  from  55  to  60  cents  per  pound.  These  gums  are  softer  than  the  Para,  and  are 
not  as  tough  and  strong. 

East  Indian  gums  and  the  African  gums  are  a  lower  grade ;  the  African  gum 
especially  in  some  grades  being  very  soft,  so  much  so,  that  in  its  crude  state,  as 
brought  to  this  country,  it  will  run  like  molasses  candy  in  a  warm  room,  and  shape 
itself  to  whatever  vessel  it  is  placed  in.  The  African  gums  as  a  rule  have  very  little 
strength,  and  are  low-priced,  some  grades  costing  at  the  present  time  less  than  30- 
cents  per  pound.     These  softer  gums  are  not  good  for  mechanical  purposes. 

In  the  manufacture  of  air-brake  hose,  a  few  manufacturers  deem  it  necessary  to 
use  nothing  but  fine  or  coarse  Para  gum,  although  some  have  found  it  satisfactory 
and  productive  of  good  results  to  use  a  small  amount  of  the  softer  Central  and  even 
the  better  grades  of  African  gums  in  connection  with  the  Para. 

In  the  examination  of  a  hose,  even  an  expert  would  hardly  be  able  to  tel^ 
whether  there  had  been  a  small  quantity  of  the  softer  gums  used  or  not.     Any  very 
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large  quantity  would  be  shown  from  the  fact  that  the  rubber  would  not  have  the  nec- 
essary toughness  and  elasticity.  Rubber  in  its  pure  state  cannot  be  used  as  a  founda- 
tion for  air  hose.  It  has  doubtless  been  noticed  by  many  that  the  rubber  bands  that 
we  have  in  our  ofBces,  after  an  exposure  to  air  and  heat  for  some  months,  especially 
if  stretched,  lose  their  elasticity,  and  on  further  stretching  are  easily  broken ;  ihey 
seem  to  become  hardened  and  brittle  on  the  surface.  These  bands  are  made  from 
the  highest  quality  of  pure  Para  rubber,  free  from  much  adulteration.  If  rubber  of 
the  same  compounding  was  used  for  air-brake  hose,  it  would,  after  a  few  months' 
exposure  to  heat  and  cold  and  moisture,  become  brittle,  and  the  hose  would  be  short- 
lived. In  order  to  obtain  satisfactory  results,  the  rubber  in  its  crude  state  has  to  be 
compounded  with  certain  mineral  products.  Among  the  materials  used  for  com- 
pounding are  whiting,  litharge,  oxide  of  zinc,  magnesia,  graphite,  oxide  of  iron,  and 
always  a  certain  amount  of  sulphur,  which  is  necessary  in  the  process  of  curing  or 
vulcanizing.  The  knowledge  of  the  best  proportion  of  the  different  ingredients  used 
in  compounding  forms  one  of  the  secrets  of  the  trade,  and  is  a  point  that  can  only 
be  learned  as  the  result  of  many  years  of  study  and  experiment.  Many  times,  the 
difference  in  the  compounding  will  be  the  prime  cause  of  the  success  or  failure  of 
one  or  another  of  the  different  samples  of  air-brake  hose  furnished  by  manufacturers. 

I  may  say  here  that  efforts  have  been  made  to  use,  in  air-brake  hose,  various 
substitutes  for  fine  grade  rubber.  Some  of  the  substitutes  are  chemically  com- 
pounded from  cheap  gums,  others  aii  made  from  reclaimed  stock  made  from  old 
rubber  boots  and  old  hose  which  have  been  ground  up  and  the  fabric  burned  out  by 
means  of  acid.  The  use  of  these  substitutes  can  always  be  prevented  by  properly 
prepared  specifications,  outlining  certain  known  safe  requirements  as  to  the  stretching 
and  permanent  set  in  the  rubber  used. 

In  the  manufacture  of  air-brake  hose  the  coarse  Para  rubber,  in  balls,  is  first 
soaked  in  a  large  vat  filled  with  hot  water  about  a  half-hour,  until  it  becomes  some- 
what soft ;  this  is  done  so  that  the  dirt  will  be  loosened  and  come  out  readily  in  the 
succeeding  operations.  With  fine  Para  the  soaking  is  not  absolutely  unnecessary. 
After  soaking,  the  balls  of  rubber  are  cut  in  several  pieces  for  convenience  in  size 
or  handling.  These  pieces  are  next  passed  into  the  washer,  which  is  a  machine 
having  two  closely  set  metal  drums  or  rolls  from  fourteen  to  eighteen  inches  in  diam- 
eter, the  drums  being  generally  fluted  or  having  deep  grooves  in  them.  One  of  the 
rolls  runs  at  a  somewhat  higher  speed  than  the  other.  The  pieces  of  rubber  are 
passed  between  the  rolls,  the  difference  in  speed  and  the  fluting  or  grooving  of  one 
or  both  of  them  having  the  effect  of  breaking  up  and  tearing  them  apart,  allowing 
the  dirt  to  drop  out.  During  this  process,  hot  or  cold  water  is  allowed  to  run  on  the 
rubber.  After  being  put  through  this  mill  for  a  half-hour  or  more,  the  result  is  that 
the  rubber  has  been  formed  into  sheets  four  feet  or  more  long  and  two  feet  or  more 
wide,  from  which  the  dirt  is  almost  entirely  removed.  After  this  grinding  and 
washing  process,  the  sheets  are  hung  up  on  racks  in  a  hot  room  to  dry,  and  left 
there  for  two  or  three  weeks,  or  even  longer.  When  the  sheets  are  first  put  in  the 
drying  room,  they  arc,  with  some  grades  of  rubber,  quite  light-colored,  but  when 
thoroughly  dry  they  are  found  to  have  turned  quite  dark.  On  being  removed  from 
the  drying  room  they  are  passed  through  a  mill  to  be  "broken  up."  This  mill  con- 
sists of  two  closely  set  smooth  rolls  about  eighteen  inches  in  diameter  and  three  feet 
or  more  long,  one  of  which  runs  faster  than  the  other,  thereby  giving  a  rubbing 
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motion.  As  the  rubber  is  passed  between  these  rolls,  which  are  kept  hot,  the  rough 
porous  sheets  are  s<^ueezed  into  smooth,  homogeneous  sheets  about  an  inch  in  thick- 
ness, composed  of  pure  rubber.  These  mills  for  **  breaking  down  "  require  a  large 
amount  of  power,  amounting  to  from  twenty-five  to  fifty  horse-power.  The  sheets - 
are  run  through  this  mill  over  and  over  again,  until  they  become  homogeneous,  which 
takes,  for  thirty  or  forty  pounds  of  rubber,  about  one  hour's  time.  After  being  thor- 
oughly broken  down,  the  sheets  of  pure  rubber  are  next  taken  to  another  mill  similar 
to  that  used  in  the  previous  process,  where  the  compounding  takes  place.  This 
compounding  is  done  in  accordance  with  the  grade  of  the  rubber.  A  certain  amount 
of  sulphur  is  always  added,  which  is  removed  later  in  the  vulcanizing  process  in 
the  shape  of  gas.  Whiting  is  the  general  base  for  compounding.  In  good  air-brake 
hose  the  proportion  of  mineral  to  pure  rubber  varies  from  thirty-three  to  fifty  per 
cent.  If  a  small  amount  of  cheaper  grade  rubber  or  rubber  substitute  is  to  be 
introduced  with  the  pure  Para  for  air-brake  hose,  it  is  introduced  during  the  com- 
pounding process.  The  rubber  sheets  are  run  through  the  mill  over  and  over  again 
and  the  mixture  of  minerals  forming  the  compound  is  shoveled  onto  the  rubber,  and 
in  passing  through  the  mill,  one  of  the  rolls  of  which  revolves  at  a  higher  speed 
than  the  other,  the  mixture  is  made  perfectly  in  about  twenty  minutes'  time.  If  the 
compound  was  not  added  to  the  rubber,  it  would  be  found  impossible  to  work  it 
into  sheets  and  the  various  shapes  for  which  it  is  wanted.  After  compounding,  the 
rubber  generally  stands  a  day  or  two,  and  then  is  passed  to  the  calender.  This  is  a 
heavy,  three-roll  machine,  where  the  rubber  is  passed  between  large  hollow  steel  or 
aron  rolls  which  are  about  two  feet  in  diameter  and  from  three  to  four  feet  long. 
The  rolls  are  always  kept  hot  by  means  of  hot  water  or  steam  inside.  If  it  is 
desired  to  roll  the  rubber  into  sheets,  the  two  upper  rolls  between  which  the  rubber 
passes  are  geared  to  run  at  the  same  speed,  and  they  are  forced  as  near  together  as 
is  necessary  to  pass  the  rubber  through  at  the  required  thickness.  These  rolls  will 
pass  the  rubber  out  at  one-thirty-stfcond  or  one-sixty-fourth  inch  or  less  in  thickness 
in  sheets  three  or  four  feet  wide.  After  passing  through*  the  rolls,  the  thin  sheet  of 
rubber  adheres  to  the  lower  of  the  two  rolls,  and  by  virtue  of  stronger  adhesion  is 
caught  on  a  long  roll  of  cotton  cloth,  which  at  the  same  time  is  passed  through 
between  the  middle  and  lower  roll,  and  is  afterward  rolled  up  on  a  small  spindle 
located  near  the  calender.  The  cotton  cloth  is  used  to  keep  the  rubber  sheet  from 
sticking  together  as  it  is  rolled  up.  The  rubber  is  in  such  a  state  when  passing 
through  the  calender  that  if  two  pieces  of  it  came  together  they  would  unite  firmly, 
and  there  would  be  great  difficulty  in  separating  them  when  wanted  for  use  later  in 
the  process. 

Sheets  of  proper  thickness  as  just  described  are  used  for  the  tube  and  cover  of 
the  hose,  and  also  for  the  skimming  sheets  that  go  between  the  various  wrappings  of 
duck  or  fabric  where  a  thickness  of  one-sixty-fourth  inch  or  more  is  required. 

In  making  the  ordinary  form  of  wrapped  hose,  cotton  canvas  coming  in  rolls 
generally  about  forty  inches  wide  is  unrolled  and  passed  over  a  hot  drum  or  over 
steam  pipes  to  thoroughly  dry  out  any  moisture.  This  canvas  is  then  passed  through 
between  the  calender  rolls  previously  described,  one  of  which  is  geared  to  run  at  a 
higher  speed  than  the  other.  Above  the  canvas,  compounded  rubber  is  passed 
through  between  the  same  rolls,  and  the  friction  caused  by  the  upper  roll  running  at 
a  higher  speed  than  the  lower  breaks  in  the  rubber  and  forces  it  down  into  the  grain . 
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of  the  fdbric ;  the  pressure  being  so  great  that  in  many  cases  it  is  forced  way  through- 
to  the  other  side,  filling  all  the  pores  and  making  the  fabric  practically  air  and  water 
tight  After  this  operation,  which  is  termed  "  frictioning,'*  has  been  done  on  one 
side,  the  canvas  is  then  passed  through  the  rolls  a  second  time  for  frictioning  on  the 
opposite  side,  after  which  it  is  ready  for  the  skimming  coat  or  covering  of  thin 
rubber  which  is  to  be  applied  between  the  different  plies  of  wrapping.  In  all  these 
processes  the  rolls  in  the  calender  are  kept  hot  by  means  of  hot  water  or  steam  inside 
of  them. 

The  skimming  of  the  fabric  is  dbne  on  the  same  style  of  calender  rolls  as  is- 
nsed  for  the  sheeting  and  frictioning.  A  sheet  of  one-sixty- fourth  or  thirty-second 
inch  thick  rubber  made  as  before  described  is  passed  through  between  the  rolls  of 
the  calender,  at  the  same  time  with  the  frictioned  canvas,  and  the  thin  coating  is 
thereby  6rmly  joined  to  the  canvas  on  one  side.  All  the  material  is  now  ready  for 
putting  the  hose  together.  There  are  several  different  ways  in  which  wrapped  hose 
are  put  together.  In  some  factories  it  is  considered  the  best  practice  to  make  up  the 
hose  individually.  In  others  they  are  made  two  at  a  time  on  a  mandrel  and  in  still 
others  some  twenty  or  more  are  made  at  a  time  on  a  long  mandrel.  Each  form  of 
manufacture  has  its  advocates,  and  first-class  hose  are  known  to  be  made  in  each  o£ 
these  ways.  I  will  first  describe  the  manufacture  where  long  mandrels  holding 
twenty  or  more  at  a  time  are  used. 

First,  the  sheets  of  duck  with  a  skimming  coat  on  one  side  are  laid  with  the 
coated  side  up  on  long  tables  covered  with  zinc,  and  they  are  cut  on  the  bias  to 
proper  sizes  for  wrapping  hose.  The  rubber  stock  for  the  tube  and  cover  is  alsa 
laid  out  and  cut  to  the  needed  size.  The  tubes  are,  by  the  best  manufacturers,  made 
of  two  or  three  calenders  or  thicknesses  of  thin  rubber  sheets.  The  stock  may  be 
made  up  for  this  in  advance,  by  passing  two  or  more  sheets  of  thin  rubber  one-thirty- 
second  inch  or  less  thick  through  the  calender  rolls  at  the  same  time,  uniting  themi 
one  to  the  other ;  or  it  may  be  done  when  the  hose  is  rolled  on  the  mandrel,  by  hav- 
mg  the  rubber  wide  enough  to  roll  the  mandrel  over  it  two  or  three  complete  revolu- 
tions. By  making  the  tube  in  this  manner,  i.  e.,  of  two  or  three  calenders  of  rubber, 
if  there  should  be  a  little  dirt  or  a  pin  hole  in  any  part  of  one  of  the  thin  sheets  it  is 
sure  to  be  covered  up  by  the  next  sheet,  and  thereby  imperfections  which  allow  air 
or  moisture  to  pass  through  are  sure  to  be  avoided.  Where  the  tube  is  made  of  one 
calender  of  rubber  of  greater  thickness,  imperfections  are  very  likely  to  occur,  which* 
are  sure  to  shorten  the  life  of  the  hose  and  make  it  liable  to  leak.  Tubes  are  some- 
times made  in  a  machine  by  forcing  properly  compounded  rubber  through  a  proper 
sized  opening  around  an  inner  spindle,  thus  producing  a  long  rubber  tube  which  may 
be  cut  to  desired  lengths.  Tubes  so  made  are  very  regular  in  thickness  when  first 
made ;  but  if  there  is  a  little  sand  or  dirt  in  the  tube  which  drops  out  afterward,  or  if 
the  tube  is  carelessly  handled  in  the  after  processes,  there  is  a  likelihood  of  its  being 
much  thinner  at  one  part  than  another,  or  there  may  be  a  small  pin  hole  through  it 
from  dirt  falling  out  afterward  which  may  not  be  detected.  In  the  writer's  opinion 
there  are  such  strong  objections  to  machine-made  tubes  for  high-grade  air  hose  that  I 
will  only  describe  the  use  of  the  handmade  tube. 

A  long  sheet  of  the  double  or  triple  calendered  tube  stock  of  proper  width  to 
roll  is  laid  out  on  the  table ;  except  on  one  edge,  soapstone  is  rubbed  over  the  surface 
of  the  rubber  to  prevent  its  sticking  to  the  mandrel.     The  mandrel  is  then  placed  on. 
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•the  rubber  tube  sheet,  and  the  edge  of  the  rubber  which  is  to  lap  is  cleaned  with  a 
piece  of  rag  dipped  in  naphtha,  so  that  there  wiU  b^^no  dirt  or  any  other  substance 
on  the  edge  to  prevent  its  adhering  firmly  where  lapped.  The  mandrel  is  next  rolled 
•over  by  hand  on  the  tube  sheet  and  is  covered  by  it,  the  tube  lapping  one-quarter  inch 
or  more  at  the  joint.  This  lap  is  then  gone  over  for  its  entire  length  with  a  concave 
roller,  so  as  to  make  sure  that  the  joint  is  firmly  united  and  all  air  excluded.  The 
tube  being  thus  applied,  canvas  strips  frictioned  on  one  side  and  skimmed  on  the 
>other  are  next  cut  on  the  bias  to  the  right  width  and  length  for  wrapping  the  necessary 
number  of  times  about  the  tube  and  cover,  and  are  laid  under  the  tube-covered 
mandrel,  spaced  about  one-quarter  inch  apart  to  allow  room  for  the  capsTon  the  end  of 
each  hose.  The  mandrel  is  then  rolled  over  them  the  necessary  number  of  times  to 
give  the  two,  three  or  four  ply  of  wrapping.  During  and  after  this  process  the  whole 
is  gone  over  with  concave  rollers,  so  that  the  canvas  wrapping  with  its  rubber  coat 
will  be  firmly  united  and  all  air  excluded.  Following  this  process,  sheets  previously 
-cut  to  the  proper  size  for  forming  the  cover  are  applied  in  the  same  manner  as  the 
tube.  The  result  of  the  above  processes  is  a  mandrel  about  fifty  feet  long  with  a 
series  of  uncured  rubber  hose  on  it  spaced  about  one-quarter  inch  ap>art.  A  rubber 
-strip  about  one-quarter  inch  thick  is  placed  between  each  of  these  sections  to  form  the 
cap  on  the  end  of  each  hose.  Next  the  labels  are  applied.  These  labels  are  first 
stamped  out  on  thin  tin  or  aluminum  sheets ;  they  are  then  coated  on  underside  with 
soft  white  or  red  rubber,  which  is  pressed  into  the  depressions.  These  labels  are  laid 
on  each  hose  at  the  proper  place  and  pressed  down  so  as  to  make  them  adhere.  The 
mandrels  with  the  hose  are  next  put  in  a  machine  which  revolves  them,  and  com- 
mencing at  one  end  and  going  to  the  other,  they  are  wrapped  on  the  bias  with  long 
strips  of  wet  cloth  about  three  or  four  inches  wide,  the  wrapping  being  done  very 
tightly.  After  this  the  mandrel  with  the  wrapped  hose  is  put  into  a  long  iron  cylinder 
and  a  steam-tight  cap  is  put  on  the  end  of  the  cylinder;  then  steam  at  a  pressure  of 
about  thirty-five  pounds  to  the  square  inch  is  admitted  to  the  cylinder  for  about  two 
hours,  during  which  time  the  vulcanizing  or  curing  takes  place.  The  lime  of  vulcan- 
izing varies  somewhat  in  accordance  with  the  compounding  of  the  rubber.  After  the 
vulcanizing  is  over  the  mandrels  are  removed  from  the  vulcanizer,  and  after  cooling 
slightly  are  unwrapped ;  then  by  means  of  an  ingenious  connection,  compressed  air 
is  forced  between  the  mandrel  and  the  hose,  and  the  hose  are  easily  stripped  off  for 
the  entire  length  of  the  mandrel.  They  are  next  cut  to  proper  length  by  means  of  a 
toothless  saw,  kept  moistened  with  water,  the  cutting  being  done  in  the  center  of  the 
rubber  pieces  that  are  put  in  for  caps.  Thus  the  hose  are  left  in  sections  about 
twenty-two  inches  long,  each  section  of  hose  having  a  rubber  cap  vulcanized  on,  the 
thickness  of  the  cap  being  from  one-sixteenth  to  one-eighth  inch. 

Where  wrapped  hose  are  made  in  short  lengths  of  one  or  two  hose,  the  mandrels 
are  supported  at  the  ends  a  few  inches  above  the  tables.  First  the  tube  sheet  of 
proper  size  is  coated  with  soapstone,  except  at  one  edge  which  is  cleaned  with  naphtha, 
and  it  is  then  placed  on  the  mandrel  and  wrapped  about  it,  the  lap  being  rolled  down 
with  a  concave  roller.  Next  the  wrapping  sheets  properly  cut  to  size  are  applied  to 
the  tube  and  the  mandrel  revolved  a  little  at  a  time,  the  surface  of  the  adhering 
wrapping  being  gone  over  carefully  with  concave  roller  to  make  it  adhere  firmly,  and 
to  exclude  any  air  bubbles ;  the  mandrel  is  turned  until  the  wrapping  is  entirely 
■applied  —  two,  three  or  four  ply,  as  the  case  may  be — after  which  the  cover,  cut  lo 
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proper  size,  u  applied  in  a  similar  manner  and  the  lap  at  the  outer  edge  thoroughly 
rolled  down.  Thin  rubber  capping  pieces  are  applied  at  each  end  of  each  hose 
just  before  the  cover  is  applied.  The  hose  is  next  labeled,  wrapped  tightly  with  cot- 
ton cloth,  and  vulcanized  in  the  same  manner  as  before  described  where  a  larger 
number  of  hose  are  made  together.  Where  hose  have  enlarged  ends  the  enlargement 
is  sometimes  formed  by  having  corresponding  enlarged  portions  on  the  winding  man- 
drels, which  enlarged  parts  are  so  constructed  as  to  slip  off  when  hose  is  removed 
from  mandrel.  Another  method  is  to  make  the  enlargement  after  the  hose  is  made 
in  the  ordinary  way,  but  before  vulcanizing,  by  forcing  a  tapered  metal  expander  into 
each  end  and  allowing  the  hose  to  go  into  the  vulcanizer  with  this  expander  in  the 
ends.    The  ends  retain  their  enlarged  shape  permanently  after  the  vulcanizing. 

During  the  past  two  years  a  new  style  of  hose  known  as  the  tubular  construction 
has  been  quite  largely  introduced.  As  I  shall  have  more  to  say  of  this  form  of  con- 
struction later  on,  and  as  its  method  of  manufacture  is  in  some  respects  radically 
different  from  the  wrapped  hose,  it  will  doubtless  be  interesting  to  follow  the  process. 
In  the  tubular  form  of  hose  it  seems  to  be  quite  convenient  to  make  them  on  man- 
drels of  sufficient  length  to  produce  two  hose  at  a  time.  The  mandrel  is  hollow, 
about  five  feet  long,  and  of  diameter  suited  to  the  inside  diameter  of  the  hose.  A 
sheet  of  thin  rubber  for  the  tube  is  cut  to  proper  length  for  two  hose,  and  of  proper 
width  to  wrap  around  the  mandrel  two  or  three  complete  turns.  This  sheet  is  laid 
on  a  perfectly  flat  and  smooth  table,  and  the  mandrel,  well  soapstoned,  is  laid  on  it 
and  rolled  over  it  two  or  three  times,  thus  forming  the  tube,  the  lapping  edge  after- 
ward being  rolled  down  with  concave  roller.  The  mandrel  with  its  tube  cover  is 
next  placed  in  position  in  center  of  a  weaving  machine  similar  to  that  used  in  mak- 
ing tubular  lamp  wicking,  and  while  in  this  position  a  cotton  covering  is  woven 
around  it,  the  mandrel  being  fed  through  the  machine  at  same  speed  that  fabric  is 
woven.  The  tightness  of  fit  of  tube  and  the  closeness  of  weaving  is  perfectly 
adjustable,  as  well  as  the  thickness  of  the  fabric,  which  can  be  varied  by  increasing 
the  number  of  threads  used.  After  the  first  layer  of  fabric  is  woven,  the  inclosed 
mandrel  is  placed  on  a  rack  over  a  trough  filled  with  rubber  cement.  The 
newly  woven  tube  is  first  given  a  thorough  coating  of  very  thin  rubber  cement, 
and  after  this  is  sufficiently  dry  several  succeeding  coats  of  greater  density  are  applied, 
proper  time  for  drying  being  allowed  between  the  coats.  This  process  completely 
fills  all  the  |X)res  of  the  fabric,  excludes  the  air,  and  cements  the  fabric  together,  and  to 
the  tube,  and  also  provides  an  adhesive  surface  for  the  friction  coat.  After  the  cement 
coats  are  applied  the  mandrel  is  placed  6n  the  table  and  a  friction  coat  of  rubber 
one  thirty-second  or  sixteenth  inch  thick  is  applied  in  the  same  manner  as  the  orig- 
inal inner  tube,  the  lapping  edges  as  wefl  as  the  balance  of  the  covering  being  care- 
fully rolled  down  so  as  to  exclude  all  air.  Next,  another  tube  of  fabric  is  woven  over 
the  rubber  friction  coat,  and  again  the  texture  of  the  fabric  is  filled  with  rubber 
cement  as  before,  after  which  the  cover  is  applied  in  the  usual  way.  The  hose  are 
now  cut  to  proper  lengths  while  on  the  mandrel  and  a  thin  rubber  cap  piece  is  applied 
at  each  end.  If  the  hose  are  to  have  enlarged  ends,  expanders  are  forced  in,  labels 
applied,  and  the  hose  is  then  ready  for  the  usual  wrapping  in  wet  cotton  cloth  and 
the  subsequent  vulcanizing. 

In  describing  the  process  of  hose  manufacture  I  have  not  attempted  to  describe 
every  minute  detail,  nor  have  I  noted  the  many  variations  in  minor  matters  that  are 
11 
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adopted  by  each  manufactory  to  suit  their  own  ideas  and  convenience.  The  funda- 
mental and  more  important  manipulations  in  general  use  have,  however,  beeiv 
described. 

The  use  of  inferior  materials  in  hose  manufacture,  combined  with  the  greatest 
care  in  the  process  of  construction,  or  the  use  of  the  best  material  with  carelessness 
in  putting  it  together,  is  sure  to  produce  hose  which  will  give  unsatisfactory  service 
and  short  life.  With  the  object  of  ascertaining  what  steps  have  been  taken  by  the 
railroads  represented  in  this  Association  to  insure  proper  materials  and  processes  of 
manufacture  in  the  construction  of  air  hose,  and  also  with  a  view  of  ascertaining 
what  qualities  of  air  hose  are  being  accepted  and  used  by  the  railroads,  a  circular  of 
inquiry  was  sent  out  to  representative  members  of  our  Association,  asking  for  copy 
of  specifications  under  which  their  hose  are  purchased,  and  the  qualifications  required 
by  tests  before  acceptance,  also  a  sample  of  hose  purchased  was  asked  for.  Very 
few  replies  were  received  —  only  twenty-two  out  of  the  entire  number  of  roads  rep- 
resented. The  reason  for  this  may  be  inferred  from  the  nature  of  some  of  the 
replies,  namely,  that  no  attention  whatever  has  been  given  to  the  subject  by  ninety 
per  cent  of  our  companies.  That  it  should  have  instant  and  urgent  attention  is 
shown  by  the  results  developed  in  tests  of  twenty-six  sample  hose  received  for  test 
These  were  of  eight  different  makes,  and  undoubtedly  of  greatly  varying  prices. 
They  range  in  quality  from  first-class  down  to  the  grade  of  common  cheap  garden 
hose,  made  largely  of  reclaimed  rubber.  Only  four  of  the  manufacturers  represented 
had  furnished  to  the  railroads  hose  which,  in  the  matter  of  good  friction  and  good  rubber 
properly  cured,  would  meet  the  requirements  of  the  specifications  of  the  Lake  Shore, 
Erie  and  Baltimore  &  Ohio  railroads.  Having  referred  to  the  requirements  of  the 
specifications  of  these  three  roads,  it  may  be  of  interest  to  note  the  detail  of  such  spec- 
ifications, which  are  all  practically  alike  in  the  tesis  required  to  show  the  friction  and 
the  qualities  of  the  rubber.  As  I  have  not  received  in  reply  to  circular  of  inquiry 
copies  of  the  full  present  specifications  of  two  of  the  above  mentioned  roads,  I  will 
give  that  by  which  the  Lake  Shore  &  Michigan  Southern  Railway  have  been  purchas- 
ing hose  for  some  time,  which  is  as  follows  : 

THE  LAKE  SHORE  &  MICHIGAN  SOUTHERN  RAILWAY  COMPANY. 

CAR    DEPARTMENT. 


Specifications  for  Air-Brake  and  Signal  Hose. 


I  St.  All  air-brake  and  signal  hose  mifst  be  soft  and  pliable,  and  not  less  than 
2- ply  nor  more  than  3-ply.  They  must  be  made  of  rubber  and  cotton  fabric,  each  the 
best  of  its  kind  made  for  the  purpose.  No  rubber  substitutes,  reclaimed  or  old  rubber 
stock  or  short  fiber  cotton  to  be  used. 

2d.  The  tube  must  be  handmade,  composed  of  three  calenders  of  ^inch 
rubber  ;  it  must  be  free  from  holes,  or  imperfections  in  joining,  and  must  be  so  firmly 
united  to  the  cotton  fabric  that  it  cannot  be  separated  without  breaking  or  splitting  the 
tube.  The  tube  must  be  made  of  high  quality  of  rubber,  and  must  be  of  such  com- 
position as  to  successfully  meet  the  requirements  of  the  stretching  test  given  below. 
The  tube  must  not  be  less  than  ^^  ^^^^  thick  at  any  point.     It  may  preferably  be 
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made  in  composite  form,  with  a  complete  inner  tube  of  -jJ^-inch  rubber  wrapped  with* 
a  single  wrapping  of  8-ounce  cotton  canvas,  the  whole  being  covered  with  an  outer 
tube  of  gi^inch  thick  rubber. 

3d.  The  canvas  or  woven  fabric  used  as  wrapping  for  the  lA>se  to  be  made  of 
long  fiber  cotton,  loosely  woven,  and  to  weigh  not  less  than  22  ounces  per  yard,  and 
to  be  from  38  to  40  inches  wide,  except  when  woven  with  a  seamless  tubing.  The 
wrapping  must  be  firictioned  on  both  sides,  and  must  have  in  addition  a  distinct  coat* 
ing  or  layer  of  gum  between  each  ply  wrapping  not  less  than  ^  inch  thick.  The 
friction  and  coating  must  be  of  the  same  quality  of  gum  as  the  tube.  The  canvas 
wrapping  to  be  applied  on  the  bias. 

4th.  The  cover  must  be  of  the  same  quality  of  gum  as  the  tube,  and  must  not  be 
less  than  ^  inch  thick.  The  cover  may  preferably  be  made  in  composite  form  in> 
the  same  manner  as  provided  for  with  the  tube.  In  this  case  there  must  be  not  less 
than  ^  inch  thickness  of  rubber  between  the  outer  ply  of  wrapping  and  the  8-oimce 
duck  forming  part  of  the  cover,  and  there  must  be  an  equal  thickness  of  rubber  oiv 
the  outside. 

5th.  Air-brake  and  signal  hose  are  to  be  furnished  in  22-inch  lengths.  Varia- 
tions exceeding  }4  J'^ch  in  the  length  will  not  be  permitted.  The  inside  diameter  of 
all  such  hose  to  be  not  less  than  i)^  inches  nor  more  than  i^  inches,  except  on  the 
ends,  which  are  to  be  enlarged  to  i  ^^  inches  for  a  distance  of  2^  Inches,  the  change 
from  lai^er  to  smaller  diameter  to  be  made  tapering,  so  that  inside  of  hose  will  be 
perfectly  smooth.  The  outside  diameter  must  not  exceed  2  inches,  nor  be  less  than 
I J^  inches  in  the  main  part,  or  exceed  2^  inches,  or  be  less  than  2^^  inches  at  the 
enlarged  ends.  Hose  must  be  finished  smooth  and  be  regular  in  size  throughout,  as 
above  indicated ;  ends  of  hose  to  be  capped  with  from  ^  io  yi  inch  of  rubber. 
Caps  must  be  vulcanized  on,  not  pasted  or  cemented. 

6th.  Each  standard  length  of  hose  must  be  branded  with  the  name  of  manufac- 
turer, year  and  month  when  made,  and  the  standard,  L.  S.  &  M.  S.  R'y  mark,  thus  t. 


i 


L.S.$(M.S.RY. 


2 


and  also  have  a  table  of  raised  letters  at  least  ^  inch  high,  to  show  date  of  applica^ 
tion  and  removal,  thus : 


97 
98 
99 
00 
01 

A 

12  3  4  5  6 
7     8     9  10  11  12 

R 

12  3  4  5  6 
7    8     9  10  11  12 

All  markings  except  the  road  mark  may  be  combined  in  one  plate^ 
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All  markings  to  be  full  and  distinct,  and  made  on  a  thin  layer  of  white  or  red 
rubber,  vulcanized  on,  and  so  applied  as  to  be  removable  only  by  cuttiag  with  a  knife 
or  sharp  instrument. 

7th.    Air-bii^e  and  signal  hose  will  be  subjected  to  the  following  tests : 
Each  hose  must  stand  a  proof  pressure  test  of  300  pounds  without  failure  of  any 
kind.     With  every  lot  of  200  'or  less  shipped  to  one  point,  the  manufacturer  must 
furnish  free  of  charge  one  additional  hose  for  test.     From  each  such  lot  one  boee 
will  be  taken  at  random,  and  subjected  to  the  following  tests  in  the  order  named : 

BURSTING    TEST. 

The  test  hose  must  stand  a  pressure  of  500  pounds  before  bursting. 

FRICTION  TEST. 

A  section  one  inch  long  will  be  taken  from  any  part  of  the  hose,  and  the  friction 
determined  by  the  force,  and  time  required  to  unwind  the  hose ;  the  force  being 
applied  at  right  angles  to  the  line  of  separation.  With  a  weight  of  25  pounds  sus- 
pended from  the  separstted  end  the  separation  must  be  uniform  and  regular,  and 
when  unwinding  the  average  speed  must  not  exceed  6  inches  in  10  minutes. 

STRETCHING  TEST. 

A  I -inch  section  of  the  rubber  tube  or  inner  lining  will  be  cut  at  the  lap  or 
thickest  part.  Marks  2  inches  apart  will  be  placed  on  it.  The  I -inch  strip  will  next 
be  stretched  until  the  marks  are  10  inches  apart,  and  then  released  immediately. 
The  piece  will  then  be  remarked  as  at  first,  and  stretched  to  10  inches,  or  400  [>er 
cent,  and  will  remain  stretched  10  minutes.  It  will  then  be  released  and  the  distance 
between  the  marks  measured  10  minutes  after  the  release.  In  no  case  must  the  test- 
piece  break  from  defective  quality  of  rubber,  or  show  a  permanent  set  of  more  than 
)t(  inch  between  the  2-inch  marks. 

Small  strips  taken  from  the  cover  or  friction  will  be  subject  to  the  same  test. 

8th.  If  test  hose  fails  to  stand  the  required  tests,  the  lot  from  which  they  are 
taken  will  be  rejected  without  further  examination.  If  test  hose  are  satisfactory,  the 
entire  lot  will  be  examined,  and  those  complying  with  the  requirements  herein  set 
forth  will  be  accepted.  All  rejected  hose  will  be  returned,  the  shipper  paying  freight 
charges  both  ways. 


When  any  shipment  of  hose,  made  subject  to  these  specifications,  is  received, 
one  sample  is  taken  at  random  from  different  parts  of  the  shipment  for  every  two 
hundred  hose  furnished.  The  sample  hose  are  first  subjected  to  a  bursting  pressure. 
In  making  bursting  test,  a  hydraulic  hand  pump  capable  of  attaining  a  pressure  of 
fifteen  hundred  pounds  is  used.  The  test  hose  has  fittings  applied  in  the  usual  way, 
and  is  screwed  on  to  the  connection  from  testing  machine ;  an  ordinary  Westinghouse 
coupling  closed  at  the  nipple  end,  but  having  a  small  pet  cock  inserted,  is  coupled  to 
the  test  hose.  The  pet  cock  is  opened  and  the  free  end  of  the  hose  slightly  ele- 
vated, while  the  hose  is  being  pumped  full  of  water,  so  that  the  air  is  allowed  to 
escape.  The  pet  cock  is  then  closed,  and  the  pressure  increased  till  the  hose  bursts, 
when  the  reading  of  pressure  gauge  is  taken.  If  the  hose  successfully  resists  a 
pressure  of  five  hundred  pounds,  a  section  one  inch  long  is  cut  from  some  part  not 
near  the  rupture,  and  by  means  of  a  knife  the  outer  cover  is  cut  through  to  the  first 
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wrapping  of  duck  or  woren  fabric,  and  with  the  aid  of  a  pair  of  pliers  this  outer 
course  is  separated  from  the  balance  for  about  one  inch.  A  convenient  clamp  is 
next  attached  to  the  free  end,  and  the  section  is  slipped  as  far  as  possible  onto  a 
slightly  tapered  wood  or  metal  spindle,  which  has  an  outer  diameter  about  the  same 
as  inside  diameter  of  hose.  This  spindle  is  placed  in  its  position  in  a  friction-testing 
machine,  which  is  shown  in  Fig.  i,  and  a  twenty-five-pound  weight  is  suspended 
from  the  separated  end  by  means  of  the  damp.  The  distanee  that  the  hose  unwraps 
in  ten  minutes  determines  if  the  friction  meets  the  requirements.  As  lack  of  care 
in  the  process  of  manufacture,  or  the  peculiarities  of  construction  of  the  hose  may 
make  the  unwrapping  take  place  more  rapidly  between  the  first  and  second  courses 
than  between  the  cover  and  the  first  course,  it  is  desirable  to  first  take  record  of  dis- 
tance unwrapped  and  the  time  on  the  first  course,  and  then  a  second  test  in  similar 
manner  on  the  friction  of  the  inner  course. 

After  the  i-inch  section  is  unwrapped  to  the  tube,  if  made  in  the  best  manner, 
it  should  be  found  very  difficult  to  separate  the  rubber  of  the  inner  tube  from  the 
canvas  wrapping.  A  little  experience,  however,  aided  by  a  few  drops  at  a  time  of 
naphtha,  will  enable  the  separation  of  rubber  tube,  rubber  cover,  and  even  the  friction 
skimming  coat,  all  of  which  are  then  tested  in  the  stretching  testing  machine  shown 
in  Fig.  2.  The  method  of  testing  the  strips  of  rubber  is  clearly  detailed  in  the 
specifications.  If  the  test  hose  successfully  passes  the  friction  and  stretching  tests, 
all  of  the  hose  in  the  shipment  are  examined  to  note  their  compliance  with  the  bal- 
ance of  the  requirements. 

The  two  testing  machines  illustrated  are  subject  to  slight  variations  in  construc- 
tion, but  have  proven  amply  accurate  and  convenient  for  the  work.  As  the  work  of 
hose-testing  must  in  most  cases  necessarily  be  left  to  subordinates,  it  is  desirable  to 
have  a  complete  and  simple  record  of  the  results,  and  one  that  will  at  a  glance  indi- 
cate to  the  head  of  the  department  the  comparative  conformity  to  the  specifications  of 
the  different  hose  tested.  For  this  purpose  a  record  book  made  by  the  blue-print 
process,  and  bound  in  self-binding  covers,  has  been  found  highly  satisfactory.  A 
blank  sheet  from  such  a  record  book  used  on  the  Lake  Shore  road  is  shown  in  Fig.  2. 
In  filling  in  the  sheet  the  data,  when  correct  to  specifications,  is  entered  in  black  ink,, 
and  when  incorrect  in  red  ink,  thus  calling  attention  at  a  glance  to  the  deficiencies  in 
the  hose  tested. 

The  Lake  Shore  air-hose  specifications  do  not  by  any  means  pretend  to  be  a 
final  form  of  specifications  that  embody  all  the  necessary  points  for  obtaining  the  best 
possible  air  hose.  They  do,  however,  if  lived  up  to,  make  it  very  nearly  impossible 
to  have  poor  hose  furnished  under  their  restrictions.  The  materials  in  order  to  pass 
the  test  must  be  of  high  quality,  and  the  workmanship  must  be  good,  as  well,  and 
as  only  a  few  manufacturers  are  furnishing  hose  at  present  which  are  up  to  this 
sUndard,  it  would  appear  to  be  in  the  line  of  progress  and  economy  and  improvement 
of  service  for  all  companies  to  adopt  some  such  requirements  in  their  purchases. 
Especially  is  it  economy  when  it  is  known  that  poor  grade  hose  are  shortlived,  and 
that  the  car  owners  have  to  pay  for  nearly  all  renewals  of  air-brake  hose  on  their 
cars,  whether  at  home  or  on  other  lines. 

In  order  to  properly  pass  judgment  on  the  necessity  of  the  re(iuirements  in  the 
specifications  that  will  later  be  suggested  in  this  paper,  I  desire  to  enter  briefly  into  a 
discussion  of  some  of  the  qualities  of  air  hose  and  their  component  parts ;  and  of 
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-some  of  the  methods  of  manufacture,  as  well  as  some  of  the  more  prominent  defects 
in  hose  which  should  be  provided  against  if  possible. 

The  scrap  pile  is  always  a  good  and  fruitful  field  for  observation  as  to  causes  of 
weakness  or  removal  of  defective  parts  of  equipment.  From  the  hose  scrap  pile  we 
6nd  prominent  among  the  causes  of  disability  among  hose : 

1st.  Kinked,  with  rubber  of  cover  badly  cracked  at  kink,  exposing  canvas  to 
the  weather  and  causing  leakage.  In  these  hose  it  will  often  be  found  by  opening  up 
•the  hose  that  the  rubber  in  the  tube  is  cracked  near  the  kink,  and  there  is  nothing  to 
prevent  moisture  inside  the  hose  from  working  Into  the  canvas  and  following  it  round 
and  round  till  it  reaches  the  outside  of  hose.  Where  the  moisture  goes  the  air  can 
follow,  hence  from  this  cause  we  may  have  many  leaky  and  burst  hose.  Whenever 
the  protection  of  the  inner  tube  is  lost  or  interfered  with  by  its  being  cracked  or 
punctured,  the  near  condemnation  of  the  common  form  of  four-ply  wrapped  hose  is 
at  hand,  for  the  moisture  and  air  pressure  will  soon  work  its  way  out  There  is  far 
iess  danger  from  the  cracking  of  the  cover,  as  there  is  no  air  pressure  to  help  force 
'the  moisture  inward.  Another  effect  of  kinking  is  to  cause  a  separation  between  the 
different  layers  of  the  hose,  and  also  to  break  the  fiber  of  the  cotton  in  the  canvas 
-and  weaken  it  at  that  point. 

2d.  Porous  or  leaky  around  the  ends  of  the  hose  near  fittings.  An  examina- 
'tion  of  the  interior  of  such  hose  after  the  fittings  have  been  carefully  removed  will 
show  in  a  large  number  of  cases  that  the  rubber  tube  has  been  slightly  torn  or  cat, 
cither  wholly  or  nearly  through  the  canvas,  caused  by  bruising  of  tube  in  forcing  the 
fittings  on  carelessly,  or  by  cutting  of  tube  by  roughness  of  the  fittings.     Sometimes 

•  the  hose  seems  porous  all  over.  In  every  case  of  a  porous  or  leaky  hose,  the  tube  is 
•cut  or  cracked  from  this  or  some*other  reason.  In  some  cases  I  have  found  the  tube 
imade  of  rubber  that  seemed  to  have  lost  its  life,  and  was  brittle  and  full  of  cracks  ; 

in  others,  especially  those  having  machine-made  tubes,  or  one  calender  handmade 
« tube,  there  have  seemed  to  be  one  or  more  small  holes  through  the  tube,  where, 

•  either  from  grains  of  dirt  or  grit  dropping  out,  or  some  other  cause,  the  tube  was 
^punctured  from  the  inside. 

3d.  Chafed  or  cut  by  chafing.  This  is  a  quite  common  cause  of  hose  removal, 
dt  comes  from  being  hit  or  rubbed,  generally  at  the  nipple-fitting  end,  thereby  bruis- 
ing or  cutting  the  cover,  sometimes  into  the  first  or  second  ply  of  canvas.  This  is, 
■as  a  rule,  a  defect  of  less  danger  than  has  commonly  been  supposed,  unless  the 
cutting  or  bruising  has  cut  the  tube  of  the  hose,  and  many  hose  removed  for  this 
•defect  will  withstand  a  bursting  pressure  of  several  hundred  pounds. 

-  In  order  to  avoid  and  prevent  these  and  kindred  defects  from  occurring  in  hose, 
as  long  as  possible,  certain  qualities  must  exist  in  the  hose  when  new.  Hose  must 
•be  soft  and  pliable  in  order  to  avoid  kinking.  It  has  for  some  unknown  reason  been 
^he  common  practice  in  air-hose  specifications  and  purchase,  to  call  for  nothing  but 
<four-ply  wrapped  hose.  In  some  cases  the  weight  of  canvas  is  specified.  Four-ply 
■wrapped  hose  may  be  made  so  that  it  is  reasonably  pliable,  but  it  is  not  an  ideal  form 
of  construction  for  readily  conforming  itself  to  the  swinging  and  bending  it  is  sub- 
jected to  in  service. 

The  construction  of  ordinary  wrapped  hose  is  such  that  the  rubber  coiftses  and 
the  canvas  wrappings  do  not  work  in  harmony,  when  subjected  to  bending.  This  is 
-very  readily  shown  when  such  a  hose  is  put  on  a  kinking  machine,  such  as  is  illus- 
^ated  in  Fig.  3.     After  the  machine  is  put  in  motion,  and  the  hose  has  been  sub- 
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jected  to  a  slight  bending  motion  at  a  point  near  the  inside  end  of  the  upper  fitting, 
it  will  be  found  that  at  the  point  bent  it  becomes  so  heated  in  a  few  minutes  that  one 
cannot  bear  the  hand  on  it.  This  shows  that  there  is  a  condition  in  the  structure 
which  is  not  in  harmony  when  subjected  to  bending.  The  rubber  readily  stretches 
and  accommodates  itself  to  the  bent  shape  while  the  canvas  is  stiff  and  unyielding. 
This  bending  under  such  circumstances  causes  a  change  in  the  original  relations  of 
rubber  and  canvas,  and  a  tejidency  to  pull  the  rubber  from  the  canvas,  which  in  time 
crajcks  the  rubber  and  separates  it  completely  from  the  canvas. 

There  are  forms  of  construction  of  hose  in  which  the  canvas  and  the  rubber 
accommodate  themselves  with  equal  facility  to  the  bending,  as  is  shown  by  the  fact 
that  with  such  hose  on  the  kinking  machine  there  is  no  perceptible  heating  at  the 
point  of  bend,  and  consequently  no  tendency  to  change  the  normal  relation  between 
the  fabric  and  the  rubber. 

The  form  of  construction  last  referred  to  is  the  tubular.  Long-continued  tests 
on  the  kinking  machine  have  shown  that  the  tubular  form  of  hose  will  outlast  from 
three  to  four  of  the  best  make  of  three  or  four  ply  wrapped  hose,  before  showing  a 
leak.  Experience  with  such  tests  has  failed  to  develop  over  thirty-three  thousand 
revolutions  of  the  machine  with  four-ply  hose,  before  hose  would  commence  to  leak 
at  the  bend,  while  with  the  two-ply  tubular  hose  it  required  a  little  over  one  million 
revolutions  to  cause  a  leak.  Thus  it  seems  to  be  quite  clearly  demonstrated  that  the 
tubular  form  of  construction  of  hose  seems  to  be  the  best  adapted  for  softness  and 
flexibility,  and  freedom  from  liability  to  kink  and  crack,  or  leak  as  a  result  of 
kinking. 

Further  tests  of  wrapped  and  tubular  hose  show  that  the  best  makes  of  four-ply 
wrapped  hose  will  not  show  an  average  bursting  pressure  much  over  eight  hundred 
pounds,  while  with  the  two-ply  tubular  they  average  over  one  thousand  pounds. 
Thus  strength  as  well  as  flexibility  seem  to  be  combined  in  the  tubular  form. 

It  has  been  stated  that  the  tubular  hose  will  expand  and  distort  too  much  under 
pressure.  Under  a  pressure  of  seventy  pounds  there  was  no  perceptible  difference 
shown  as  a  result  of  naany  comparative  tests ;  at  a  pressure  of  one  hundred  pounds 
in  the  four-ply  wrapped  they  generally  expand  one-eighth  inch  in  diameter,  while 
the  two-ply  tubular  expand  three-sixteenths  inch.  In  this  feature  the  tubular  con- 
struction as  now  made  is  subject  to  improvement,  either  by  being  made  of  three 
woven  tubes,  or  with  the  double  tubes  more  closely  woven  so  as  to  prevent  quite  as 
much  distortion. 

Excessive  expansion  is  objectionable.  The  hose  is,  during  much  of  its  service, 
under  from  seventy  to  ninety  pounds  pressure ;  if  it  expands,  of  course  the  rubber  in 
it  is  stretched  from  its  normal  condition  It  is  a  well-known  fact  that  a  piece  of 
rubber  hose  will  lose  its  elasticity  and  life  much  more  quickly  when  held  stretched 
than  when  free,  and  as  a  result  of  excessive  expansion  in  the  hose  the  rubber  will 
soon  lose  its  elasticity  and  will  crack  much  sooner,  thus  shortening  its  life.  In  my 
opinion  it  is  not  good  practice  to  allow  air  hose  to  be  made  in  such  a  manner  that 
they  will  expand  over  one-eighth  inch  under  a  pressure  of  one  hundred  pounds. 
The  objection  to  excessive  expansion,  on  account  of  its  causing  the  rubber  to  crack 
more  quickly,  is  a  reasonable  and  strong  argument  for  having  hose  made  with 
enlarged  ends.  The  ordinary  i  *^-inch  hose  is  ,"5  inch  less  in  inside  diameter  than 
the  small  end  of  the  Westinghouse  fittings,  and  ^  inch  less  than  the  enlarged  part 
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of  the  fitting.  It  surely  is  not  good  practice  to  put  rubber  into  the  hose  and  then* 
require  it  to  be  permanently  stretched  ^  inch  in  diameter  in  order  to  force  the  fit- 
tings on,  when  with  a  little  more  work  by  the  manufacturer  the  hose  can  have 
slightly  enlarged  ends  which  will  take  the  fittings  quite  readily,  and  without  stretch- 
ing  and  straining  the  rubber  and  canvas,  and  thereby  surely  shortening  its  ultinuite- 
life.  Another  reason  for  enlarged  ends  is  the  fact  that  the  air-brake  fittings  are  unfin- 
ished malleable  castings,  which  oftentimes  have  small  rough  or  sharp  projections  on 
them,  which  are  very  liable  to  cut  or  tear  the  inner  tube  of  the  hose.  With  the  ordi- 
nary wrapped  hose,  as  soon  as  the  tube  of  the  hose  is  cut  or  punctured,  there  is  a 
direct  communication,  by  means  of  the  canvas  wrapping,  for  conducting  moisture 
first  and  afterward  air  to  the  outer  covering  of  the  hose.  It  is  the  slight  tearing  or 
puncturing  of  the  tube  on  new  hose  of  the  ordinary  form  which  causes  many  of  ihen^ 
to  be  shortlived.  On  some  roads  the  fault  has  been  entirely  attributed  to  the  use 
of  a  pneumatic  tool  for  forcing  the  fittings  into  place.  If  the  ends  of  hose  had  been 
enlarged,  even  with  the  pneumatic  tool  no  harm  would  have  ensued. 

It  is  wise  in  the  construction  of  the  hose  to  provide  a  safeguard  against  the 
possible  injury  to  the  tube  by  placing  a  complete  rubber  dam  between  the  tube  and 
the  regular  canvas  wrapping.  This  safeguard  is  provided  by  the  ordinary  manner 
of  manufacture  in  the  tubular  construction,  and  it  may  be  readily  provided  in  the 
wrapped  hose  by  making  the  tube  of  composite  construction,  i.  e.,  have  first  an 
inner  tube  of  two  calenders  of  one-thirty-second  inch  thick  rubber,  which  is  wrapped 
with  one  layer  of  eight-ounce  cotton  canvas,  and  this  covered  with  a  wrapping  of 
one-thirty-second  inch  of  rubber  completely  separating  the  eight-ounce  canvas  from 
the  regular  canvas  wrapping.  If  from  any  carelessness  the  inner  tube  is  cut  or  torn, 
the  cut  will  be  unlikely  to  penetrate  the  eight-ounce  canvas,  and  there  will  still  be- 
left  an  air-tight  and  water-tight  protective  outer  tube,  consisting  of  the  eight-ounce 
canvas  and  its  outer  coating  of  one -thirty-second  i/ich  of  rubber.  This  form  of  con- 
struction of  tube  has  proven  very  satisfactory  where  it  has  been  used.  For  very 
similar  reasons,  the  outer  cover  made  in  composite  form  has  given  satisfactory  results 
in  preventing  any  slight  chafing  or  cutting  from  allowing  moisture  to  work  its  way 
inward,  as  the  one-thirty-second  inch  thickness  of  rubber  completely  incloses  the 
ordinary  wraf^ing  and  forms  a  dam  against  the  entrance  of  water,  even  when  the 
outer  rubber  and  eight-ounce  wrapping  in  the  cover  is  chafed  away.  Of  course,  if 
the  composite  form  of  lube  and  cover  is  used,  in  order  not  to  exceed  the  proper  out- 
side diameter  allowable  with  the  usual  size  of  hose  clamps,  the  intermediate  part  of 
the  hose  between  tube  and  cover  can  only  be  two-ply,  if  twenty-lwo-ounce  canvas  is 
used. 

Quite  extensive  experiments  have  indicated  to  the  writer  that  a  simple  two-ply 
hose,  properly  made  with  twenty-two-ounce  duck,  can  be  made  strong  enough  in  its- 
resistance  to  bursting  pressure,  but  it  will  not  give  safeguard  enough  against  results 
of  chafing  of  cover  or  tearing  of  lube.  If,  however,  in  addition,  the  composite  cover 
and  tube  are  used,  a  hose  is  obtained,  if  good  materials  properly  put  together  are  used,, 
that  is  soft,  pliable,  and  of  sufficient  strength  to  resist  a  bursting  pressure  of  from  six 
to  eight  hundred  pounds. 

With  additional  precautions  taken,  by  specifying  the  maximum  and  minimum 
diameters  allowable,  and  the  additional  safeguard  that  good  rubber  costs  too  much 
for  manufacturers  to  use  it  in  the  place  of  canvas  if  it  can  be  avoided,  a  specification. 
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•can  safely  and  wisely  permit  the  acceptance  of  hose  of  not  less  than  two-ply,  or  more 
•than  four-ply.  If  not  allowing  two  or  three  ply  hose,  an  effectual  barrier  is  erected 
against  two  styles  of  hose  which,  from  all  shop  tests  that  can  be  applied  to  them, 
show  themselves  to  be  superior  in  flexibility  and  strength,  as  well  as  protective 
'features,  to  the  generally  accepted  four-ply  wrapped  hose. 

There  seems  at  present  to  be  no  standard  set  or  method  of  testing  adopted  to 
determine  the  limit  on  the  stiffness  of  hose.  It  would  seem  very  desirable  for 
some  reasonable  test  to  be  devised  for  this  purpose.  As  hose  must  in  every  layer  be 
proof  against  air  or  moisture  getting  directly  through  from  one  layer  to  the  next,  the 
fabric  must  be  made  thoroughly  air  and  water  tight.  In  wrapped  hose  this  can  only 
be  completely  done  by  requiring  the  canvas  to  be  frictioned  on  both  sides,  so  that  any 
pin  holes  which  are  unfilled  with  rubber  on  one  side  will  be  surely  covered  on  the 
otlier.  In  only  one  or  two  instances  has  the  writer  obtained  a  satisfactorily  high 
friction  test  in  hose  where  the  skimming  coat  between  the  wrappings  was  less  than 
onethirty-second  inch  thick,  and  as  a  sure  protection,  as  well  as  a  means  of  obtain- 
ing thickness  of  rub^Mx  which  can  be  stripped  off  for  testing,  it  would  seem  desirable 
•to  specify  at  least  a  one-thiity^second  inch  thick  skimming  coat. 

In  the  previous  part  of  the  paper,  reasons  have  been  given  for  the  compulsory 
■use  of  a  handmade  tube  of  two  or  three  calenders,  and  it  is  not  unreasonable  to 
believe  that  in  the  tubular  form  of  hose  construction  that  the  different  intermediate 
courses  of  rubber  would  be  more  satisfactory  when  made  of  two  or  three  calenders 
of  sheet  rubber. 

In  connection  with  the  weight  of  canvas  to  be  used  in  manufacturing  hose,  it 
may  be  said  that  various  weights  have  been  tried  by  different  makers,  but  the  most 
satisfactory  results  seem  thus  far  to  be  obtained  from  canvas  not  lighter  than  twenty- 
two  ounce,  and  made  in  sheets  not  less  than  thirty-eight  or  forty  inches  wide.  In 
order  to  provide  the  necessary  elasticity  in  the  canvas  to  meet  the  torsional,  tensile  and 
•radial  strains,  it  is  necessary  to  have  the  canvas  wrappings  cut  and  applied  on  the  bias. 

The  quality  of  rubber  used  in  hose  is  one  of  the  most  important  features ;  as  to 
what  this  should  be  is  a  matter  that  has  only  been  determined  by  long  experience 
and  many  experiments.  It  is  safe  to  say  that  the  use  of  rubber  substitutes  and 
■reclaimed  rubber  is  improper,  and  proper  requirements  in  connection  with  the  tests 
-that  the  rubber  must  withstand  can  be  safely  relied  upon  to  keep  out  the  use  of  this 
or  any  other  cheap  and  unreliable  material.  Many  years  of  careful  observation  have 
shown  that  in  the  longest-lived  air  hose,  the  rubber  is  of  such  a  quality  and  is  so 
•cured  as  to  permit  its  being  stretched  four  hundred  per  cent  without  breaking;  this, 
in  addition  to  the  requirement  that  after  being  stretched  as  above  for  ten  minutes,  it 
must  within  ten  minutes  after  release  return  to  within  one  quarter  of  an  inch  of  its 
original  condition,  where  the  measurements  are  taken  between  two  points  which 
were  originally  two  inches  apart,  will  insure  a  good  quality  of  rubber  compound  and 
proper  curing.  The  rubber  in  both  tube,  cover  and  friction  should  be  of  a  quality 
to  stand  the  above  test. 

Numerous  references  have  been  made  to  the  tubular  form  of  hose  construction. 
This  style  of  hose  is  in  its  infancy.  From  all  indications  given  from  various  shop 
tests  and  from  theorizing  based  on  such  tests,  it  would  appear  that  the  longevity  of 
'this  hose  would  be  considerably  in  excess. of  the  style  of  four-ply  wrapped  hose  now 
so  generally  used. 
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This  hose  has  been  in  use  to  a  limited  extent  for  over  a  year,  and  the  indications 
^are  still  favorable.  Time  alone  will  demonstrate  the  superiority  of  its  claims,  but 
the  natural  conclusions  from  the  shop  tests  and  the  limited  service  tests  so  far,  would 
warrant  its  beii^  considered  equally  as  safe  and  durable  as  the  older  forms  of  con- 
struction, provided  it  is  made  of  as  good  material,  and  is  subject  to  the  same  tests  as 
other  hose.  There  seem  to  be  no  obstacles  in  the  way  of  all  manufacturers  making 
thb  type  of  hose  if  desired. 

In  concluding  this  paper,  it  will  be  desirable  to  summarize  the  deductions  from 
^e  discussion  of  the  various  points,  by  outlining  a  short  draft  of  a  specification  which 
will  at  least  insure  by  its  use  the  obtaining  of  reliable  hose,  well  made,  and  of  a 
higher  grade  than  the  average  now  manufactured,  and  which  will  undoubtedly  give 
longer  service  than  a  large  percentage  of  the  hose  used  in  the  past. 


RECOMMENDED    SPECIFICATIONS    FOR    AIRBRAKE  AND   SIGNAL 

HOSE. 

1.  All  air-brake  and  signal  hose  must  be  soft  and  pliable,  not  less  than  two-ply 
nor  more  than  four-ply. 

2.  The  tube  must  be  handmade,  composed  of  not  less  than  two  calenders  of 
thin  rubber ;  it  must  be  free  from  holes,  or  imperfections  in  joining,  and  must  be  so 
•firmly  united  to  the  cotton  fabric  that  it  cannot  be  separated  readily  without  break- 
ing or  splitting  the  tube.  The  tube  must  be  of  rubber,  of  such  composition  and  so 
•cured  as  to  successfully  meet  the  requirements  of  the  stretching  test  given  below. 
The  tube  must  not  be  less  than  ^  inch  thick  at  any  point.  It  may  preferably  be 
made  in  composite  form,  with  a  complete  inner  tube  of  ^-inch  rubber  wrapped  with 
a  single  wrapping  of  8-ounce  cotton  canvas,  the  whole  being  covered  with  an  outer 
tube  of  j»j-inch  thick  rubber. 

3.  The  canvas  or  woven  fabric  used  as  wrapping  for  the  hose  to  be  made  of 
:good  quality  cotton,  loosely  woven,  and  to  weigh  not  less  than  22  ounces  per  yard, 
and  to  be  from  38  to  40  inches  wide,  except  when  woven  with  a  seamless  tubing. 
The  wrapping  must  be  frictioned  on  both  sides,  and  must  have  in  addition  a  distinct 
skimming  coat  or  layer  of  gum  between  each  ply  wrapping  not  less  than  ^  inch 
thick.  The  friction  and  coating  must  be  of  the  same  quality  of  gum  as  the  tube. 
The  canvas  wrapping  to  be  cut  and  applied  on  the  bias. 

4.  The  cover  must  be  of  the  same  quality  of  gum  as  the  tube,  and  must  not  be 
less  than  ^^inch  thick.  The  cover  may  preferably  be  made  in  composite  form  in  the 
same  manner  as  provided  for  with  the  tube.  In  this  case  there  must  be  not  less  than 
■fj  inch  thickness  of  rubber  l^etween  the  outer  ply  of  wrapping  and  the  8-ounce  duck 
forming  part  of  the  cover,  and  there  must  be  an  equal  thickness  of  rubber  on  the 
outside. 

5.  Air-brake  and  signal  hose  are  to  be  furnished  in  22-inch  lengths.  Variations 
exceeding  j^  inch  above  or  below  this  length  will  not  be  accepted.  The  inside 
diameter  of  all  such  hose  to  be  not  less  than  ij^  inches,  nor  more  than  ij*^  inches, 
except  on  the  ends,  which  are  to  be  enlarged  to  i^^  inches  for  a  distance  of  23^ 
inches,  the  change  from  larger  to  smaller  diameter  to  be  made  tapering,  so  that  inside 
of  hose  will  be  practically  smooth.  The  outside  diameter  must  not  exceed  2  inches, 
Qor  be  less  than  ij^  inches  in  the  main  part,  or  exceed  2^^  inches,  or  be  less  than 
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2^  inches  at  the  enlarged  ends.  Hose  must  be  finished  smooth  and  be  regular  in 
size  throughout,  as  above  indicated ;  ends  of  hose  to  be  capped  with  from  ^  to  )i 
inch  of  rubber.     Caps  must  be  vulcanized  on,  not  pasted  or  cemeBted. 

6.  EUich  standard  length  of  hose  must  be  branded  with  the  name  of  the  mana- 
facturer,  year  asd  month  when  made,  and  the  standard  raihsoad  mark,  and  also  have 
a  table  of  raised  letters  at  least  ^  inch  high,  to  show  date  of  application  and 
removal,  thus : 


98 
99 
00 
01 
02 

A 

12  8  4  5  6 
7    8     9  10  11  12 

R 

12  3  4  5  6 
7     8     9  10  11  12 

All  markings  except  the  road  mark  may  be  combined  in  one  plate. 

All  markings  to  be  full  and  distinct,  and  made  of  a  thin  layer  of  white  or  red 
rubber  vulcanized  on,  and  so  applied  as  to  be  removable  only  by  cutting  with  a  knife 
or  sharp  instrument. 

7.    Air-brake  and  signal  hose  will  be  subjected  to  the  following  tests : 

Each  hose  must  stand  a  proof  pressiire  test  of  300  pounds  without  failure  of 
any  kind.  With  every  lot  of  two  hundred  or  less  shipped  to  one  point,  the  manu- 
facturer must  furnish  free  of  charge  one  additional  hose  for  test.  From  each  such 
lot  one  hose  will  be  taken  at  random,  and  subjected  to  the  following  tests  in  the 
order  named: 

BURSTING  TEST.  • 

The  test  hose  must  stand  a  hydraulic  pressure  of  500  pounds  before  bursting, 
and  must  not  expand  more  than  ^  inch  in  diameter  under  a  pressure  of  too 
pounds. 

FRICTION   TEST. 

A  section  one  inch  long  will  be  taken  from  any  part  of  the  hose,  and  the  fric- 
tion determined  by  the  force  and  time  required  to  unwind  the  hose,  the  force  being 
applied  radially.  With  a  weight  of  25  pounds  suspended  from  the  separated  end,, 
the  separation  must  be  uniform  and  regular,  and  when  unwinding  the  average  speed 
must  not  exceed  6  inches  in  10  minutes. 

STRETCHING  TEST. 

A  i-inch  section  of  the  rubber  tube  or  inner  lining  will  be  cut  at  the  lap  or 
thickest  part.  Marks  2  inches  apart  will  be  placed  on  it.  The  i-inch  strip  will 
next  be  stretched  until  the  marks  are  10  inches  apart,  and  then  released  immedi- 
ately. The  piece  will  then  be  remarked  as  at  first,  and  stretched  to  10  inches,  or 
400  per  cent,  and  will  remain  stretched  10  minutes.  It  will  then  be  released,  and 
the  distance  between  the  marks  measured  10  minutes  after  the  release.  In  no  case 
must  the  test  piece  break  from  defective  (luality  of  rubber,  or  show  a  permanent  set 
of  more  than  ^  inch  between  the  2-inch  marks. 

Small  strips  taken  from  the  cover  and  friction  will  be  subject  to  the  same  test. 
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8.  If  test  hose  fails  to  stand  the  required  tests,  the  lot  from  which  they  are 
taken  will  be  rejected  without  further  examination.  If  test  hose  are  satisfactory, 
the  entire  lot  will  be  examined  and  those  complying  with  the  requirements  herein 
set  forth  will  be  accepted. 


It  would  seem  reasonable  that  the  developments  in  the  manufacture  and  use  of 
air  hose  in  the  next  two  years  will  warrant  a  further  consideration  of  the  subject  at 
that  time,  and  it  is  not  unlikely  that  the  superiority  of  either  the  tubular  or  wrapped 
forai  of  hose  will  be  so  clearly  demonstrated  as  to  warrant  a  much  more  restricted 
specification ;  but  if  hose  in  the  meantime  are  brought  up  to  the  standard  just  out- 
lined, a  marked  upward  step  will  have  been  taken  in  this  important  detail  of  car 
construction.  Respectfully  submitted,  A.  M.  Waitt. 

Cleveland,  Ohio,  June  i,  1898. 

Mr.  Mitchell:  Mr.  President,  I  move  that  the  report  be  received, 
and  in  view  of  the  fact  that  the  two-ply  hose  has  not  received  service 
tests  enough,  and  in  view  of  the  fact  that  many  of  us  are  experiment- 
ing on  the  same  lines  as  Mr.  Waitt,  I  move  that  the  committee  be 
continued,  to  report  another  year.     (Seconded.) 

Mr.  Leeds  :  I  am  heartily  in  accord  with  continuing  the  com- 
mittee, but  I  would  like  to  see  its  field  extended  to  some  extent, 
from  the  fact  of  the  wide  introduction  of  steam  heating  and  the  neces- 
sity of  proper  couplings,  and  I  would  like  to  see  it  extended  not 
only  to  the  steam  hose  but  to  the  investigation  of  metallic  couplings 
versus  rubber  hose. 

Mr.  Mitchell  :  I  accept  that. 

Mr.  Leeds  :    I  offer  that  as  an  amendment. 

Mr.  Mitchell:    I  will  accept  that  amendment. 

The  President:  Gentlemen,  you  hear  the  motion.  Are  you 
ready  for  the  question? 

Mr.  Waitt  :  Mr.  Chairman,  I  would  say  that  perhaps  it  may  seem 
advisable  to  continue  the  committee,  but  it  will  have  to  be,  for 
another  year,  another  committee,  for  I  shall  positively  decline  to  be 
chairman,  at  least,  of  any  committee  if  I  continue  on  the  Commit- 
tee on  Standards.  I  have  done  a  good  deal  of  work  last  year,  and 
I  have  got  to  the  point  where  I  am  unwilling  to  do  it  next  year. 

Mr.  George  Gibbs  :  I  do  not  want  to  take  the  time  of  the  Asso- 
ciation, but  I  cannot  forbear  saying  a  word  to  impress  the  Association 
with  the  very  fine  piece  of  work  done  in  this  report.  Anybody  who 
has  taken  an  interest  in  rubber  hose  of  any  sort,  and  attempted  to 
obtain  any  information  from  the  manufacturers  or  their  representatives. 
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will  realize  the  enormous  difficulty  of  getting  any  information  on  the 
subject,  and  Mr.  Waitt  must  have  employed  infinite  pains  to  collect 
the  valuable  and  correct  data  he  has  got  into  this  report. 

Mr.  Leeds  :  It  would  be  with  a  great  deal  of  regret  that  we  would 
see  Mr.  Waitt  drop  this  subject  as  chairman  of  the  committee,  fron^ 
the  fact  of  the  valuable  information  that  he  has  already  gained  —  not 
only  information,  but  sources  of  information.  I  would  rather  sec  him 
dropped  off  the  Committee  on  Standards  than  see  him  dropped  out  of 
this  committee. 

Mr.  Waitt:  Mr.  Chairman,  allow  me  to  say  one  word  more.  At 
the  present  time  I  do  not  think  that  another  year  will  warrant  making 
anything  very  extensive  in  the  way  of  additional  recommendations. 
I  suggested  in  the  report  that  in  two  years  from  now  I  thought  it 
would  be  wise  and  practicable  to  take  the  matter  up  in  connection 
with  the  subject  of  the  steam  hose.  I  really  do  not  feel  personally 
equal  to  attempting  that  subject  at  the  present  time.  Possibly  few  of 
you  can  realize  the  amount  of  time  and  the  amount  of  hard  work  it 
has  required  to  get  up  this  subject,  and  the  labor  of  taking  the  subject 
up  and  continuing  on  the  same  line  of  thought  another  year  person- 
ally seems  objectionable  to  me,  and  I  have  made  up  my  mind  that  I 
would  be  unwilling  to  do  that,  although  in  another  year,  if  I  am  alive 
and  well,  if  it  was  wanted,  I  would  be  perfectly  willing  to  take  it  up 
again. 

The  President:  In  view  of  Mr.  Waitt's  suggestions,  and  as  there 
are  so  many  subjects  now  to  be  reported  on  next  year,  would  it  not  be 
advisable  to  postpone  it  another  year? 

Mr.  Mitchell  :  I  presume  the  railroads  will  know  more  about  the 
subject  in  another  year,  with  the  information  they  have  in  this  report. 
I  am  not  prepared  to  indorse  this  specification.  I  do  not  think  any  of 
us  are.  We  are  all  studying  the  question,  and  have  been  for  probably 
two  years,  so  I  am  perfectly  willing  to  postpone  it  until  next  year  and 
then  have  a  committee  appointed  on  the  subject.  I  withdraw  the 
motion  on  that  basis. 

Mr.  Johnson  :  I  move  you,  then,  Mr.  Chairman,  that  the  report 
of  the  committee  be  received  and  the  committee  discharged,  with 
the  understanding  that  the  recommendation  be  acted  upon  within 
two  years. 

The  motion  was  seconded  by  Mr.  Mitchell,  and  carried. 

The  President:    Is  there  any  further  discussion  on  this  report?* 
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It  not,  we  will  proceed  to  the  ii£xt,  which  is  No.  5  —  Springs  for 
Freight  Car  Trucks.     Mr.  Lentz  is  chairman. 
Mr.  Lentz  presented  the  following  report: 

REPORT  OF  COMMITTEE  ON  SPRINGS   FOR  FREIGHT  CAR 

TRUCKS. 
To  the  President  and  Members  of  the  Master  Car  Builders'  Association  : 

Your  committee,  to  whom  the  work  of  recommending  designs  for  standard' 
freight  car  truck  springs  was  assigned,  after  having  given  the  subject  a  careful  study,, 
and  profiting  by  previous  work  done  by  committees  in  the  different  railway  clubs, 
practical  experience,  suggestions  of  spring  manufacturers  and  railroad  officials  who- 
have  studied  this  question,  reports  as  follows : 

The  chief  aim  of  the  committee  has  been  to  submit  such  designs  as  are  practical* 
and  economical,  in  order  that,  in  case  of  adoption,  they  may  not  become  a  dead  letter, 
but  serve  the  purpose  for  which  they  were  designed.  Standard  springs,  to  be  desira- 
ble, must  be  so  designed  as  to  best  satisfy  the  following  conditions : 

1.  The  springs  must  be  generally  applicable  to  the  majority  of  the  existing  cars 
without  expensive  iterations  in  their  application. 

2.  They  must  be  so  designed  that  they  will  not  increase  the  cost  of  maintenance 
by  premature  failure  or  excessive  first  cost. 

3.  There  should  be  a  minimum  number  of  different  coils,  and  the  different  coils- 
should  be  so  made  as  to  be  readily  distinguished  one  from  the  other,  so  as  to  prevent 
confusion  and  mistakes  in  application,  and  to  reduce  the  cost  of  stock  necessary  to 
be  carried  for  prompt  repairs  to  both  foreign  and  individual  cars  of  usual  design. 

4.  All  coils  used  for  outside  bars  to  be  wound  right-handed,  and  the  inner 
coils  to  be  wound  left  handed,  to  prevent  interlocking. 

In  the  designing  of  these  springs,  it  has  not  been  considered  necessary  to  con- 
sider cars  of  less  capacity  than  40,000  pounds,  nor  does  there  seem  to  be  occasion  to- 
consider  a  spring  for  pedestal  trucks  for  cars  of  less  than  50,000  pounds  capacity,, 
as  such  cars  are  few  in  number,  and  are  not  likely  to  be  perpetuated.  The  fact  that 
there  is  no  M.  C.  B.  standard  journal  box  for  90,000  or  100,000  pounds  capacity 
cars,  debars  the  consideration  of  springs  for  cars  over  80,000  pounds  capacity  for  the 
present.  These  can  be  considered  in  time  to  come,  when  more  of  these  cars  are  in 
existence,  and  some  standard  ipumal  box  is  adopted.  It  was  considered  desirable 
that  the  springs  and  plates  for  use  with  the  Cars  at  40,000  pounds  capacity  should  be 
available  for  use  under  50,000  and  60,000  pound  capacity  cars,  so  that  there  will  be- 
no  loss  at  such  time  as  the  40,ooo-pound  cars  cease  to  exist. 

Graduated  springs,  or  springs  made  of  other  than  round  bars,  have  not  been 
considered,  and  as  the  elastic  limit  per  square  inch  is  greater  for  smaller  bars  than  the 
larger,  it  is  objectionable  to  use  larger  sections  than  are  absolutely  necessary.  Also- 
as  spring  coils,  and  not  the  spring  plates,  are  the  expensive  articles  and  those  that  break,, 
it  is  not  desirable  to  sacrifice  the  designs  of  the  springs  for  the  sake  of  limiting  the 
cost  and  number  of  patterns  for  spring  plates,  and  it  is  considered  preferable  to  buy 
the  s[>rings  by  the  coil,  and  the  plates  separately,  not  to  be  put  up  in  sets.  Since  it 
has  been  found  upon  investigation  that  the  pressed-steel  plates  are  slightly  cheaper 
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than  malleable  iron,  plates  of  designs  suitable  for  pressed  steel  only  have  been  sub- 
mitted. Moreover,  the  use  of  both  pressod-steel  and  malleable  iron  plates  means  two 
separate  sets  of  springs,  as,  owing  to  the  difference  in  thickness  of  the  pressed  steel 
and  malleable  iron  (about  j^  inch  for  a  pair  of  plates),  the  springs  used  with  the 
steel  plates  would  have  to  be  X  inch  higher  than  those  used  with  the  malleable  iron,  to 
give  the  same  free  heights  over  spring  plates.  It  has  further  been  decided  that  the 
use  of  bolts  for  securing  the  top  and  bottom  plates  are  not  only  superfluous,  but  a 
source  of  danger,  in  that  these  bolts  get  in  between  the  coils  and  springs,  and  cause 
the  destruction  of  the  springs,  and  also  are  a  source  of  expense  in  the  first  cost  of 
the  spring  plates,  as  the  provision  for  such  bolts  adds  to  the  cost. 

In  the  designing  of  the  springs  themselves,  the  best  practice  has  been  followed 
in  all  cases,  and  spring  makers  consulted. 

Your  committee  therefore  recommends  for  adoption  ^  as  standards  the  following 
-coils,  drawings  of  which  are  submitted.  The  combinations  in  which  these  coils  can 
be  used  appear  in  the  schedule. 

Spring  A. — 5  inches  diameter,  ^  inch  diameter  steel,  5^  inches  free  height; 
to  carry  3.500  pounds  at  5  inches ;  weight,  lo^  pounds. 

Spring  B. — 3^  inches  diameter,  ^^  inch  diameter  steel,  $Ji  inches  free 
height ;  to  carry  1,150  pounds  at  5  inches ;  weight,  4  pounds. 

Spring  C. — 7  inches  diameter,  i^^inch  diameter  steel,  7  inches  free  height;  to 
-carry  8,000  pounds  at  6  inches;  weight,  24^  pounds. 

Spring  D. — 4}^  inches  diameter,  ^  inch  diameter  steel,  7  inches  free  height ; 
to  carry  4,500  pounds  at  6  inches ;  weight,  9^  pounds. 

Spring  E. — yyi  inches  diameter,  i^  inch  diameter  steel,  y}4  inches  free 
height  ^  to  carry  1 1 ,000  pounds  at  6^  inches ;  weight,  32  pounds. 

Spring  F. — 4^  inches  diameter,  ^  inch  diameter  steel,  7^  inches  free  height; 
to  carry  5,000  pounds  at  6}i  inches;  weight,  12^  pounds. 

By  reference  to  the  column  headed  "  Arch  Bar  Trucks,"  in  the  schedule  sub- 
mitted, it  will  be  seen  that  the  carrying  capacities  of  the  groups  recommended 
increase  by  fairly  regular  graduations.  To  enable  the  recommended  coils  to 
be  most  generally  and  economically  useful,  such  groups  can  be  selected  and  used  as 
come  nearest  in  capacity  to  the  actual  load  to  be  carried,  without  reference  to  the 
marked  carrying  capacity  of  the  car.  Thus  a  heavy  refrigerator  car  of  50,000  pounds 
capacity  and  a  flat  car  of  70,000  pounds  capacity  may  use  the  same  combination  of 
springs,  on  account  of  the  great  difference  in  light  weight  of  the  bodies. 

If  this  plan  is  followed,  the  committee  would  recommend  that  the  number  and 
class  letter  of  the  coils  to  be  used  in  each  truck  should  be  stenciled  on  the  truck  to 
prevent  mistakes  being  made  by  repairmen. 

To  meet  the  greatest  possible  variety  of  conditions,  drawings  for  spring  caps 
are  submitted,  showing  caps  for  springs  C  and  D  or  E  and  F,  to  be  used  in  groups 
of  four,  or  in  groups  of  two,  the  smaller  coils  being  placed  inside  the  larger  ones. 
Your  committee  recommends  that  the  springs  and  caps  submitted,  and  the  schedule 
for  their  use,  be  referred  to  letter  ballot  as  recommended  practice. 

John  S.  Lentz, 
A.  G.  Steinbrenner, 
R.  P.  C.  Sanderson, 
F.  W.  Brazier, 

South  Bethlehem,  Pa.,  May  24,  1898.  Commiitte. 
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SCHEDULE 
FOR  THE   USE  OF   RECOMMENDED  SPRINGS, 


""rcfr' 

Arch-Bar  Trucks  —  Per  Group. 

Pedestal  Trucks  — Per  Box. 

No.  of 
Coils. 

^^' 

At. 

Wdgfct. 
Lbs. 

Cap. 

No.  of 
Coils. 

^^' 

At. 

Weight, 
Lbs. 

40,000 

Lbs. 

4  of  A 

14,000 

Inches 

5X 

43 

No.  I 

Inches 

.... 

50,000 
Lbs. 

4  of  A 
2  0f  B 

16,300 

5X 

51 

No.  I 

I  of  C 

8,000 

6 

MVz 

5  of  A 

17,500 

SH 

53^ 

No.  2 

.... 

.... 

6ofioo 
Lbs. 

4  of  A 
4of  B 

18,600 

SH 

59 

No.  I 

lof  C 
lofD 

12,500 

6 

34 

6  of  A 

21,000 

S% 

WA  IN0.3 

! 

.... 



70,000      2  of  C 
Lbs.        2  of  D 

25,000 

(>% 

68 

No.  4 

or 
No.  5 

;:[^!'^.- 

6A 

44;^ 

80,000  1   2  of  E 
Lbs.     !   2ofF. 

32,000 

(>U 

89 

No.  6 

or 
No.  7 

lof  E 

lof  F 

17,000 

6X 

44^ 

Note.- 


-Heights  given  in  above  include  spring  caps  for  arch-bar  trucks. 
Number  and  class  letter  of  springs  used  to  be  stenciled  on  the  trucks  of  cars. 
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To  carry  5500 /ts  af 
5'    Weig/?f  /oYf/6s. 


To  carry  4soo/6s  ofe: 
Wefg/?f9'/k/ds. 


To  carry  //50/bsah  * 


Tocanyuooodbs.  cr^6X. 
Hlk/g/f/sa/bs. 


To  carry  aooo/bs. 
of  6'  We/g/ff  24'Mft>s^ 


To  carry  sooo/d5.af&£ 


MC  a  PROPOSED  STANDARD  SPP/A/6S 
FOP  FRr/6HrCAR  TPUCHS 
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M,C.B 

PaOPOSED  STANDARD 

SPRING  CAP8 

FOP 

FREIGHT  CAR  TRUCKS. 


U^edon  orc;/fdarfrtfCf(s  forGS/rs  of 
4aooo.6o.ooo  cfr  60000  ftf^xopacity)  wHh 
groups  of  four  coik.  y\fifh  or wifnouf inner 
coils  as  reautred  bycapocffyofcarand 
as  irrcffcahve  in  scffeduk. 


Used  on  arch  barfruc/^s  for  cars  of  Used  an  arch  bar /n/c/fs  for  Cars  of 

soooo/bs.  cajx/cify  m'i/f  ffraaps  of  five  coi/s.    6aaao/ds,  capac/fy  wiih  groups  of 

5/X  COf/s. 
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N^4 


NQ6 


Used  on  arch  bar  irucks  for  Cars 
of  70000 /bs.  capacity,  wifh  groups 
offout'coi/s. 

NQS 


Useafor?  arc/?  bar /racks  for 
cars  ofeooootbs.  capacifywi//f 
groups  of  four  co//s. 


N^7 


Same  as  /^4  bu^wifh  groups 
of/tyo  coi/s  i/¥/f/f  ir?ner  co//s. 


SameasN^e  bu/ wri/?  groups 
of /wo  co//s  wifh  inner  coi/s 
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On  motion,  the  report  and  its  recommendations  were  adopted. 

Mr.  MiTCHELt. :  I  would  like  to  ask  the  committee  if  this  sched- 
ule has  been  submitted  to  the  spring  makers  to  demonstrate  whether 
the  weights  they  give  for  the  capacity  of  springs  and  the  size  for  the 
coil  and  the  wire  from  which  they  are  made  are  correct. 

Mr.  Lentz  :  Mr.  Chairman,  I  would  say  that  I  obtained  sets  of 
coils  and  had  them  tested  at  our  shops  at  South  Easton,  by  our 
mechanical  engineer,  so  that  the  weights  given  are  correct. 

Mr.  Waitt:  Mr.  Chairman,  in  connection  with  the  report  there 
are  one  or  two  curious  things  that  I  would  like  to  ask  the  committee  to 
advise  us  about.  Looking  on  page  4  of  the  schedule,  cars  of  60,000 
pounds  capacity  for  example,  the  capacity  of  the  springs  in -pounds,, 
it  will  be  noticed,  in  the  arch-bar  group  is  18,600  pounds.  Four 
groups  of  that  kind  to  a  car  would  be  74,400  pounds.  You  will 
notice  for  the  same  capacity  car — the  pedestal  trucks — each  spring  has 
a  capacity  of  12,500  pounds.  Eight  of  those  to  a  car  would  be  100,000 
pounds.  In  other  words,  they  give  a  capacity  of  spring  according  to 
the  schedule  here  of  25,000  pounds  per  car  more  for  pedestal  trucks 
than  for  arch-bar  trucks.  I  notice  also  that  the  same  thing  holds  good 
in  70,000-pound  cars.  The  capacity  of  the  spring  for  the  pedestal 
type  of  truck  amounts  to  128,000  pounds,  and  for  the  arch-bar  truck 
only  100,000  pounds.  In  the  80,000-pound  car,  however,  they  have 
got  it  down  nearer  to  136,000  for  the  pedestal  and  128,000  for  the 
arch-bar  type.  It  would  seem,  if  we  are  going  to  adopt  this  for  rec- 
ommended practice,  as  though  it  would  not  be  exactly  consistent  ta 
recommend  such  a  vast  difference  in  the  capacity  of  the  springs  for 
the  two  types  of  trucks. 

Mr.  Johnson  :  I  noticed  the  same  discrepancy,  but  I  attributed 
it  to  the  fact  that  with  the  pedestal  type  of  truck  the  shock  was  made 
directly  by  one  wheel,  while  in  the  bolster  style  of  truck  it  is 
absorbed  more  or  less  through  the  whole  frame  before  it  reaches  the 
spring.  Consequently  I  do  not  think  the  committee  intended  the 
same  strength  of  spring  applicable  to  the  bolster  as  was  necessary 
where  the  shock  was  made  direct. 

The  President  :  Is  there  any  further  discussion  ?  If  there  is  no 
further  discussion,  we  will  pass  to  the  next  subject :  Thermal  Tests  for 
Car  Wheels.     Mr.  Bush  is  chairman  of  the  committee. 

Mr.  Bush  read  the  following  report : 


Digitized  by 


Google 


182 


REPORT  OF  COMMITTEE  ON  THERMAL  TESTS  FOR  CAR  WHEELS. 
To  the  President  and  Members  of  the  Master  Car  Builders^  Association  : 

Gkntlkmkn, — There  are  in  service  in  the  United  Sutes  and  Canada  at  the 
present  time,  approximately,  9,750,000  cast-iron  car  wheels,  costing  in  round  numbers 
^58,500,000.  There  are  produced  and  put  into  service  in  this  territory  each  year, 
approximately,  1,100,000  car  wheels,  at  an  estimated  value  of  ^,600,000.  These 
wheels  are  engaged  in  conducting  the  entire  rail  transportation  business  of  the 
United  States  and  Canada,  and  I  think  it  can  be  truly  stated  that  the  cast-iron  car 
wheel  is  one  of  the  greatest  iron  products  of  the  United  States,  and  one  that  is  well 
worth  preserving.  The  long-continued  use  of  the  cast-iron  wheel  in  this  country 
particularly  testifies  to  its  great  efficiency  and  economy,  and  to  preserve  this  useful 
product,  as  to  preserve  any  product  of  industry,  requires  its  continual  imfnrovement. 
That  the  quality  of  the  cast-iron  wheel  has  been  improved  materially  from  time  to 
time  there  is  no  doubt,  but  that  it  is  in  need  of  still  greater  improvement,  it  is  thought, 
there  is  also  no  doubt. 

At  the  last  Convention  of  this  Association,  one  of  the  members  presented  some 
facts  concerning  the  breakage  of  cast-iron  wheels,  and  these  facts  being  taken  from 
authenticated  records,  it  will  not  be  out  of  the  way  to  again  quote  them.  There 
were  removed  during  a  period  of  four  years  and  four  months  on  the  division  of  the 
Pennsylvania  Railroad  from  Pittsburgh  to  Philadelphia  a  grand  total  of  7,180 
wheels,  on  account  of  being  either  cracked  or  broken,  6,446  being  cracked  and  250 
being  broken.  The  wheels  removed  comprised  those  produced  by  almost  every 
manufacturer  in  the  United  States,  and  it  can  be  safely  stated  that  practically  all 
cast-iron  wheels  are  subject  to  cracking  or  breaking  when  subjected  to  service  with 
which  they  are  likely  to  meet  on  many  of  the  railroads  of  the  country.  A  careful 
examination  of  these  wheels  indicated  that  they  were  cracked  or  broken  principally 
by  the  expansion  of  the  rim,  or  because  of  internal  strains,  coming  as  a  result  of 
imperfect  manufacture,  so  great  as  to  produce  rupture  when  in  service. 

That  these  facts  hold  good  to  the  same,  or  less,  extent  on  other  roads  there  is 
no  reason  to  doubt,  and  certainly  with  such  facts  before  us  it  is  not  out  of  the  way 
to  conclude  that  such  failures  should  be  eliminated,  if  it  is  possible  to  do  so.  The 
direct  loss  of  the  wheels  failing  in  service  is  small  as  compared  with  the  damage 
consequential  therefrom.  I  doubt  if  there  will  be  much  dissent  from  this  view  of 
the  case,  and  believe  that  it  is  unnecessary  to  dwell  further  on  the  necessity  of 
avoiding  this  difficulty. 

During  the  past  three  years  it  has  been  fully  demonstrated  that  cast-iron  wheels 
can  be  produced  which  will  resist  satisfactorily  the  destructive  force  of  sudden 
expansion  of  the  rim,  and  which  will  not  possess,  to  any  material  extent,  internal 
strains.  This  has  been  demonstrated  by  actual  service,  and  also  by  means  of  a  test 
designed  to  reproduce,  in  a  measure,  the  conditions  of  service,  now  commonly 
known  as  the  thermal  test.  The  manner  of  performing  this  test  is  generally  known 
by  everyone  at  this  time,  and  was  recommended  by  a  committee  of  this  Association 
at  the  last  Convention  to  be  incorporated  as  part  of  the  wheel  specifications  of  the 
Master  Car  Builders'  Association. 

When  first  introduced,  this  test  was  thought  to  be  unnecessarily  severe,  and  did 
not  represent  the  conditions  of  service.     The  fact,  however,  that  most  manufacturers 
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at  the  present  time  have  no  difficulty  in  producing  wheels  to  comply  with  this  part  of 
the  specifications,  with  but  a  small  increase  in  cost,  would  rather  indicate  that  it  is 
quite  practicable,  even  though  it  does  not  reproduce  exactly  the  conditions  of  service. 
It  might  be  stated  on  this  particular  point  that  the  fundamental  principle  of  all  spec- 
ifications relating  to  material  has  for  its  basis  the  proving  of  ability  not  to  stand  the  usual 
conditions  alone,  but  extraordinary  conditions,  and  this  too  with  a  good  margin  to 
spare,  commonly  known  as  the  factor  of  safety.  Therefore,  if  the  thermal  test  is 
severe,  it  is  properly  so,  but  as  stated  above  it  can  hardly  be  considered  unreasonably 
so.  It  may  be  that  the  thermal  test  has  certain  disadvantages,  and  of  this  something 
will  be  said  later,  but  the  subject  of  this  paper  has  to  do  more  with  the  principle  of 
the  thermal  test  than  with  the  detail. 

Having  thus  far  spoken  of  the  advantages  of  producing  and  using  wheels  that 
will  stand  the  thermal  test,  or  conditions  of  service  similar,  the  question  naturally 
arises  whether  any  necessary  qualities  of  the  car  wheel  are  thereby  impaired.  It  is 
evident  that  it  would  not  be  desirable  to  obtain  that  quality  in  a  wheel  which  would 
prevent  cracking,  or  fracture,  at  a  somewhat  increased  cost,  but  which  at  the  same 
time  would  reduce  the  average  life  materially.  The  opinion  has  been  expressed  by 
a  few  that  if  wheels  are  produced  so  as  to  withstand  the  thermal  test,  the  wearing 
quality,  or  mileage  life,  will  be  very  materially  reduced.  This  assertion  is  based  on 
the  belief  that  that  quality  in  a  car  wheel  which  produces  strength  is  in  a  very  large 
measure  opposed  to  those  qualities  which  produce  durability  of  the  tread  and  flange. 
The  writer  has  made  an  effort  to  obtain  some  figures  to  bear  out  this  side  of  the  case, 
but  has  been  unable  to  do  so.  Wheels  manufactured  to  withstand  the  thermal  test 
have  not  been  in  service  a  sufficient  length  of  time  to  demonstrate  it  generally,  but  it 
is  thought  that  in  another  year  some  well-authenticated  facts  can  be  given. 

Those  making  the  above  assertion  endeavor  to  demonstrate  the  correctness  of 
their  position  by  presenting  figures  showing  the  mileage  life  of  wheels  on  some  roads 
known  to  have  one  of  the  qualities  spoken  of  above,  and  those  on  other  roads  having 
the  other  quality  spoken  of  to  a  greater  extent  than  the  former.  To  put  this  diflFerence 
in  quality  more  specifically,  it  might  be  stated  that  the  wheel  which  is  said  to  produce 
a  greater  durability  of  tread  and  flange  contains  a  greater  proportion  of  combined 
carbon,  while  the  wheel  that  is  best  adapted  to  withstand  the  thermal  test  has  a  larger 
percentage  of  graphitic  carbon. 

It  is  necessary  here  to  explain  the  method  of  arriving  at  such  figures,  which  is 
as  follows:  If  we  have,  for  example,  10,000  wheels  in  service,  and  experience  for  a 
period  of  ten  years  shows  that  in  order  to  keep  the  equipment  in  good  condition  it  is 
necessary  to  renew  1,000  wheels  a  year,  it  is  obvious  that  the  life  of  each  wheel  in 
service  will  be  ten  years ;  or,  in  other  words,  if  the  number  of  wheels  drawn  and 
renewed  each  year  is  sufficient  to  keep  the  equipment  in  good  condition,  the  life  of 
the  wheels  is  obtained  by  dividing  the  total  number  in  service  by  the  number  drawn 
per  year. 

Without  considering  the  various  influences  that  may  come  into  such  a  calculation  in 
ordinary  practice,  this  may  seem  an  entirely  correct  method,  but  it  only  applies  when 
the  equipment  remains  the  same  from  year  to  year.  If  additions  are  made  to  the 
equipment  a  disturbing  influence  is  immediately  introduced.  Also,  it  is  assumed  that 
the  total  number  of  wheels  put  under  an  owner's  cars  by  foreign  roads  is  the  same  as 
are  put  under  foreign  cars  by  the  owning  road,  and  finally  that  the  mileage  made  by 
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owner's  cars  on  foreign  roads  is  equal  to  the  mileage  made  by  foreign  cars  on 
the  owner's  road.  These  assumptions  may  or  may  not  be  true,  and  whatever  results 
are  obtained  the  Bgures  thus  deduced  can  at  best  only  be  approximate. 

The  method  indicated  above  is  quite  commonly  used.  As  showing  the  inaccu- 
racies of  this  method,  however,  it  is  only  necessary  to  point  to  the  following  example: 

According  to  this  method,  the  life  of  wheels  drawn  during  the  year  1890  on  one 
road  was  7.4  years,  while  the  life  of  wheels  drawn  on  the  same  road  in  1892  was 
12.4.  This  difference  in  the  life  is  due  to  the  fact  that  for  two  years  prior  to  1890 
large  additions  had  been  made  to  the  equipment  without  a  corresponding  drawing  of 
wheels ;  consequently  the  total  number  of  wheels  in  service  increased  very  greatly, 
while  the  renewals  did  not  increase  proportionately  until  1892  and  after.  Again,  in 
1892  on  the  same  road  a  very  lai^e  addition  to  the  equipment  took  place,  with  con- 
siderable diminution  in  the  number  of  wheels  drawn.  This  produced  a  very  long 
life  for  such  wheels  as  were  drawn. 

It  must  be  evident,  without  argument,  that  there  is  no  such  violent  fluctuation  in 
the  life  of  wheels  under  cars.  If  necessary  allowances  are  made  for  the  variations 
in  the  equipment,  etc.,  above  indicated,  a  very  different  result  is  obtained.  For 
example : 

If  the  average  of  the  total  number  of  wheels  in  service  for  five  consecutive 
years  be  taken,  and  this  sum  divided  by  five,  and  the  yearly  average  of  the  wheels 
drawn  for  the  same  five  consecutive  years  be  taken,  then  we  obtain  the  average  life  in 
years  for  the  wheels  drawn,  which  applies  with  considerably  greater  accuracy  to  the 
last  one  of  the  five  years  in  question.  Again,  if  we  drop  the  figures  for  the  first 
year  of  the  group  and  take  the  figures  for  the  succeeding  year,  we  obtain  another 
average  life  of  years  corresponding  to  the  wheels  withdrawn  during  the  last  year, 
and  so  on. 

If  objection  is  raised  to  a  period  of  five  years,  it  may  be  stated  that  by  increasing 
the  period,  the  greater  will  be  the  accuracy.  The  table  given  below  shows  the 
average  life  of  wheels  obtained  on  a  road  by  each  of  the  plans  outlined  above. 


AVERAGE  LIFE  OF  WHEELS  IN  YEARS. 

AVERAGE  WHEEL  MILEAGE. 

Year. 

Five-year  Plan. 

Ordinary  Plan. 

Year.       'Five-year  Plan. 

Ordinary  Plan. 

1887 

1888 

1889 

1890 

189I 

1892 

1893 

1894 

1895 

1896 

h 

8.4 
8.5 

9.6 
9.6 

9-4 
9-3 

9.7 
7.4 
9.2 

12.4 
10.3 

9.5 
7.2 

8.8 

1887....          114,936 

1888 108,280 

1889 -        106,256 

1890 1        104,056 

1891....,        105,504 
1892 ;        111,024 

1893....!        "3,364 
1894....          107.496 

1895 102,829 

1896 99*446 

105,824 

99,080 

115,232 

94,456 

108,640 

137,776 

109,984 

95.144 

80,008 

89,083 

It  will  be  observed  that  the  violent  fluctuations  produced  by  the  first  method 
almost  disappear  by  using  the  second  method,  and  the  life  of  wheels  expressed  in 
years  is  much  the  same  from  year  to  year,  which  is  really  what  might  be  expected, 
there  being  no  real  reason  why  the  average  life  of  wheels  should  change  very  greatly. 
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Considerable  attention  has  been  given  to  this  method  of  Cdlculating  the  life  of 
wheels,  as  the  whole  question  is  of  so  much  importance  that  it  is  thought  desirable 
not  to  let  this  important  point  pass  by  unobserved.  If  the  latter  method  of  computing 
the  mileage  life  is  used,  the  writer  has  been  unable  to  find  that  wheels  commonly 
known  as  "  hard  "  wheels,  having  a  greater  proportion  of  combined  carbon,  show 
any  longer  life  than  those  known  as  "  tough  "  wheels,  having  less  combined  carbon 
but  more  graphitic  carbon.  The  question  very  naturally  arises  here  as  to  why,  if  at 
all,  a  wheel  having  the  former  qualities  should  give  a  longer  life  than  one  having  the 
latter  qualities.  It  is  a  well-known  fact  that  it  is  the  chill  given  to  the  tread  and' 
flange  of  a  wheel  that  enables  it  to  be  used,  and  that  gives  it  its  wearing  qualities,  and 
it  is  not  unreasonable  to  suppose  from  our  present  knowledge  of  wheel  manufac- 
ture that  if  the  character  of  the  chill  of  one  wheel  is  known  by  its  chemical  make-up 
to  be  exactly  the  same  as  that  of  another,  the  wearing  qualities  would  also  be  the 
same.  Of  course  the  total  mileage  life  of  a  wheel  depends  directly  on  the  depth  of 
the  chill,  as  well  as  upon  the  quality;  but  if  two  wheels, both  having  the  same  quality 
of  chill  as  well  as  the  same  depth,  the  one  being  made  of  iron  of  high  combined 
carbon,  known  as  hard  iron,  and  the  other  being  made  of  iron  with  low  combined 
carbon,  or  the  tough  variety,  it  would  certainly  be  expected  that  both  wheels  would 
give  the  same  mileage  life  so  far  as  the  chill  is  concerned,  but  that  the  latter  would 
withstand  the  heating  of  the  rim,  or  the  thermal  test,  better  than  the  former. 

Through  the  General  Superintendent  Motive  Power  of  the  Pennsylvania  Railroad, 
Mr.  F.  D.  Casanave,  and  the  Chemist  of  that  road,  Dr.  C.  B.  Dudley,  I  am  able  to 
present  the  following  facts  bearing  on  this  point : 

Twenty  wheels  were  selected  from  those  in  service,  representing  some  of  the 
principal  makes  of  the  country,  all  of  which  were  subjected  to  the  thermal  test,  lo 
passing  it  successfully  and  lo  failing.  Chemical  analyses  were  made  of  the  iron  of 
which  these  20  wheels  were  made,  two  sets  of  samples  being  taken,  one  from  the 
b<xlyf  or  gray  iron,  and  tha  other  from  the  chill.  The  result  of  these  analyses  is  as 
follows : 

ANALYSES  OF  THE  GRAY  IRON. 

Stood  Thermal  Test. 


Total 
Carbon. 

Graphitic 
Carbon. 

Combined 
Carbon. 

Manganese. 

Phosphorus. 

Silicon. 

Sulphur. 

3.68 

3.00 

0.68 

0.64 

0.30 

0.56 

O.II 

3-54 

2.74 

0.80 

0.28 

0.47 

0.65 

O.IO 

350 

3.48 

0.02 

0.35 

0.40 

0.45 

0.13 

3.65 

2.4" 

1.24 

0.31 

0.53 

0.57 

0.16 

3.73 

2.89 

0.84 

0.83 

0.38 

0.50 

O.II 

3.63 

3  03 

0.60 

0.44 

0.43 

0  56 

0.12 

367 

2.70 

0.97 

0.24 

0.38 

0.53 

O.IO 

3.67 

3  03 

0.64 

0.32 

0.42 

0.47 

0.16 

364 

2.53 

I. II 

0.33 

0.50 

0.62 

0    12 

3.86 

3  31 

0.55 

0  30 

0.36 

0.63 

O.II 
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Did  Not  Stand  Thermal  Test. 


Total 
Carbon. 

Graphitic 
Carbon. 

Combined 
Carbon. 

Manganese. 

Phosphorus. 

Silicon. 

Sulphur. 

3.64 

2.41 

1.23 

0.30 

0.35 

0.71 

0.14 

3.22 

1.98 

1.24 

0.34 

0.51 

0.77 

0.16 

3.51 

2.56 

0.95 

0.31 

0.44 

0.75 

0.12 

3.64 

2.30 

1.34 

0.21 

0.39 

0.65 

0.13 

3.61 

2.52 

1.09 

0.17 

0.35 

0.60 

O.II 

3.61 

2.94 

0.67 

,        0.33 

0.42 

0,79 

0.12 

^'U 

2.60 

I    13 

0.23 

0.35 

0.66 

O.II 

3.68 

2.54 

1. 14 

1         0.19 

0.39 

0.88 

0.12 

3.74 

2.57 

1. 17 

I        0.30 

0.41 

0.60 

0.13 

3.45 

2.39 

1.06 

1        0.40 

0.36 

0.68 

0.19 

ANALYSES  OF  THE  CHILLED  IRON. 


Stood  Thermal  Test. 

Did  Not  Stand  Thermal  Test. 

Total 

Graphitic 

Combined 

Total              Graphitic 

Combined 

Carbon. 

Carbon. 

Carbon. 

Carbon.      '        Carbon. 

Carbon. 

3.90 

0.43 

3.47 

3.90 

0.34 

3.56 

3 

71 

0.32 

3.39 

3.37 

0.32 

305 

3 

73 

0.42 

3.31 

3.71 

0.43 

3.28 

3 

70 

0.55 

3.15 

3-75 

0.78 

2.97 

3 

87 

0.41 

3.46 

3.74 

0.49 

3.25 

3 

77 

0.55 

3.22 

3  77 

0.30 

3-47 

3 

84 

0.35 

3.49 

3.86 

0.48 

3.38 

3 

84 

0.40 

3.44 

3.80 

0.41 

3-39 

3 

71 

0.49 

3.22 

3.82 

0.29 

3.53 

4 

01 

0.30 

3.71 

3.56 

0.36 

3-20 

These  figures  cover  determinations  actually  made.  It  was  not  deemed  essential 
to  determine  the  phosphorus,  silicon  and  manganese  in  the  chills,  as  there  was  no 
reason  to  think  that  they  would  differ  in  proportion  from  the  same  elements  in  the 
gray  iron.  In  reality  all  borings  for  the  two  analyses  were  obtained  not  over  3 
or  4  inches  apart  in  the  same  wheel,  the  one  being  from  the  gray  iron  in  the  plate  and 
the  other  from  the  chill.  It  is  well  known  that  the  difference  between  chilled  iron 
and  gray  iron  in  the  same  casting  is  in  the  condition  of  the  carbon.  It  will  be  noted 
that  in  the  gray  iron  the  graphite  is  pretty  well  toward  3  per  cent,  and  that  the 
combined  carbon  is  toward  i  per  cent,  while  in  the  chill  the  figures  are  reversed, 
the  variations  being  not  far  from  one-half  of  i  per  cent.  The  figures  giving  the 
analyses  of  the  gray  iron  are  given  for  a  comparison  and  as  a  matter  of  information. 

The  main  point  in  these  analyses,  to  which  special  attention  is  called,  is  the 
close  agreement  in  the  composition  of  the  chills  of  these  different  wheels.  If  we 
take  the  averages  of  those  that  did  and  those  that  did  not  stand  the  thermal  test, 
-we  find  as  follows  : 
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Total 
Carbon. 

Graphitic 
Carbon. 

Combined 
Carbon. 

Average  of  wheels  which  stood  the 
thermal  test 

Average  of  wheels  which  did  not 
stand  thermal  test 

•     3.81 

3. 73 

0.42 
0.42 

3.59 
3.31 

It  will  be  noted  that  the  graphitic  carbon  is  the  same  in  both  cases,  and  that  the 
combined  carbon  only  differs  .08  per  cent.  Furthermore,  the  general  agreement  of  the 
combined  carbon  of  the  chills  in  wheels  from  different  makers  is  very  noticeable  and 
very  remarkable.  It  is  difficult  to  see  how  any  other  conclusion  can  be  drawn  from 
these  Bgures  than  that  there  is  no  evidence,  so  far  as  the  chemical  composition  is 
concerned,  to  show  that  the  chills  of  wheels  which  stand  the  thermal  test  differ  in 
their  physical  properties,  so  far  at  least  as  the  physical  properties  depend  on  the 
chemistry  of  the  metal,  from  the  chills  of  wheels  which  do  not  stand  the  thermal 
test.  Also,  it  seems  fair  to  conclude  that  wheels  made  in  different  parts  of 
the  country  and  by  different  manufacturers  do  not  differ  very  widely  so  far  as 
chemical  composition  of  the  chills  is  concerned.  It  is  quite  obvious  why  this 
should  be  so,  since  the  chill  fixes  the  chemical  composition  within  very  narrow 
lumts.  Therefore,  to  emphasize  what  has  been  stated  previously,  it  seems  reason- 
able to  conclude  that  the  wear  of  wheels  depends  on  the  chill,  and  if  chills  of 
various  wheels  are  as  closely  alike  as  these  analyses  show  them  to  be,  there  is  really 
no  evidence  that  the  wear  of  these  chills  will  differ  to  any  appreciable  extent. 

It  was  stated  in  the  early  part  of  this  report  that  in  the  course  of  another  year, 
facts  from  the  actual  wear  of  wheels  in  service  can  be  deduced  to  show  whether  or  not 
the  above  conclusion  b  correct,  but  in  the  absence  of  any  focts  of  this  kind,  it  does 
not  seem  proper  to  assert  that  wheels  manufactured  to  stand  the  thermal  test  will  not 
give  as  great  a  mileage  wear  as  those  that  will  not. 

Referring  now  to  the  manner  of  conducting  the  thermal  test.  The  method 
DOW  used  may  be  criticised  to  some  extent,  and  justly  too,  on  the  ground  that  it  can- 
not be  applied  with  absolute  uniformity  at  all  times  and  at  all  places — that  is  to  say,  in 
pouring  the  ring  of  molten  metal  around  the  rim  of  a  wheel,  it  is  difficult,  if  not 
almost  impossible,  to  have  the  iron  always  at  exactly  the  same  temperature,  so  that  in 
some  cases  the  test  will  be  a  little  more  severe,  and  in  others  a  little  less.  The  test 
recommended  by  the  committee  of  the  Association  last  year  requires  that  this  ring 
of  metal  be  poured  at  a  temperature  as  low  as  possible  without  producing  seams  or 
wrinkles.  It  is,  of  course,  difficult  to  say  exactly  when  the  iron  is  at  such  a  tempera- 
ture, but  it  is  believed  that  the  foreman  in  charge  of  most  wheel  foundries  is  so 
experienced  as  to  be  able  to  tell  very  closely  from  the  appearance  when  the  iron  has 
arrived  at  this  temperature  before  pouring. 

The  writer  has  communicated,  concerning  the  thermal  test,  with  nearly  all  of 
the  principal  wheel  manufacturers  of  the  country,  and  they  have  been  asked  to 
suggest  a  method  that  will  be  more  accurate.  They  have  all  given  the  matter  con- 
siderable attention,  and  up  to  the  present  time  have  been  unable  to  develop  any  plan 
that  would  be  any  more  satisfactory  and  still  thoroughly  practicable. 

The  everyday  use  of  the  present  thermal  test  has  demonstrated  its  extreme 
simplicity,  and  with  the  one  exception  of  possible  variation  in  the  temperature  of  the 
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molten  metal,  it  seems  admirably  adapted  to  the  main  purpose.  As  previously  stated, 
the  object  of  such  a  test  is  to  produce  conditions  more  severe  than  those  of 'service, 
so  that  it  may  be  known  what  margin  of  safety  can  fairly  be  counted  on  beyond.  As 
to  the  magnitude  of  variation  in  the  temperature  of  molten  metal  used  for  the  test,  it 
is  believed  that  undue  significance  has  been  attached  to  this,  and  that  there  is  a 
growing  feeling  that  it  is  so  inconsiderable  as  to  give  practical  uniformity. 

The  great  majority  of  the  wheel  makers  of  the  country  state  that  there  is  no 
difficulty  in  producing  wheels  which  will  stand  the  present  lest,  and  that  the  test  itself 
is  satisfactory.  This  being  the  case,  and  in  view  of  the  facts  here  given,  it  would 
seem  that  the  thermal  test  ought  to  commend  itself  to  users  of  wheels  as  a  satis- 
factory way  to  the  purchase  of  that  which  is  desired  with  all  the  certainty  possible, 
viz,  safety. 

In  conclusion,  it  may  be  again  said  that  there  is  up  to  the  present  time  no  reason 
to  believe  that  in  obtaining  greater  safety,  durability  is  sacrificed ;  on  the  contrary,  all 
of  the  evidence  thus  far  obtainable  goes  to  show  that  decreased  durability  is  not  to  be 
expected  ;  in  fact,  one  of  the  most  prominent  manufacturers  in  the  country  is  making 
wheels  for  special  purpose  of  obtaining  toughness,  and  states  his  ability  to  prove  even 
a  higher  mileage  life. 

S.  P.  Bush. 

Columbus,  Ohio,  May  28,  1898. 

On  motion,  the  report  was  received. 

The  President  :  The  report  is  now  open  for  discussion.  If  there 
is  no  discussion  on  this  report,  we  will  proceed  to  the  next  subject, 
which  is  No.  8  —  Revision  of  Air  Brake  and  Signal  Instructions. 
Mr.  E.  W.  Grieves  is  chairman. 

Mr.  Grieves  :  Mr.  President,  as  this  was  a  joint  committee  com- 
posed of  members  of  the  Master  Car  Builders'  Association  and  of  the 
American  Railway  Master  Mechanics'  Association,  Mr.  Rhodes  was 
made  chairman,  and  I  will  call  on  him  to  read  the  report. 

Mr.  Rhodes  :  Mr.  Chairman,  the  report  has  been  printed  and  in 
the  hands  of  the  members  for  some  time,  and  I  do  not. believe  it  is 
necessary  to  read  the  report.  I  will  just  say  in  explanation  that  at 
the  last  annual  convention  a  number  of  criticisms  were  made  on  the 
report,  and  this  year  the  committee  has  endeavored  to  reconcile 
those  criticisms,  and  I  believe  it  is  now  presented  in  a  shape  which 
will  meet  with  the  views  of  the  convention.  At  any  rate,  it  meets 
with  the  views  and  criticisms  made  last  year,  and  I  should  think  it 
would  be  proper  to  accept  the  report  and  refer  it  to  letter  ballot  as 
one  of  the  standards  of  the  Association. 

The  report  is  as  follows : 
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JOINT  REPORT  OF  COMMITTEES  ON  REVISION  OF  AIR  BRAKE 
AND  SIGNAL  INSTRUCTIONS. 

To  the  Presidents  and  Members  of  the  Master  Car  Builder^  Association  and  Ameri- 
can Railway  Master  Mechanics'  Association  : 

The  committees  appointed  by  both  Associations  to  revise  the  Air  Brake  and 
Signal  Instructions  have  jointly  agreed  to  recommend  certain  changes  in  these 
Instructions. 

A  joint  meeting  of  the  two  committees  was  held  in  Chicago,  March  14,  1898, 
at  which  were  present  — 

G.  W.  Rhodes  (Chairman),  S.  M.  P.,  C.  B.  &  Q.,  Aurora,  III. 

C.  H.  Cory,  S.  M.  P.,  C.  H.  &  D.,  lima,  Ohio. 

E.  W.  Grieves,  Galena  Oil  Company,  Baltimore,  Md. 

William  Garstang,S.  M.  P.,  C.  C.  C.  &  St.  L.,  Indianapolis  Ind. 

J.  E.  Simon.s,  A.  M.  C.  B.,  P.  «&  L.  E.,  McKee's  Rocks,  Pa. 

J.  A.  Chubb,  Superintendent  Air  Brakes,  M.  C.  R'y,  Detroit,  Mich. 

W.  J.  Hartman,  Air  Brake  Instructor,  Big  Four  R*y,  Indianapolis,  Ind. 

A.  J.  Cota,  Air  Brake  Instructor,  C.  B.  &  Q.,  Aurora,  111. 

In  order  to  condense  the  report  as  much  as  possible,  where  no  mention  is  made 
of  any  rule  or  section,  the  committees  intend  that  no  change  shall  take  place. 

GENERAL   INSTRUCTIONS. 

At  the  bottom  of  page  147,  in  third  paragraph,  after  the  word  "  information  " 
erase  the  words  **  has  been  ''  and  substitute  the  words  wi//  be. 

Page  147,  in  the  second  line  from  the  bottom,  after  the  word  *<  railroad  "  insert 
the  following :  whose  duties  require  a  knowledge  of  the  operation  and  maintenance 
^f  the  air  brake  and  air  signal,  will  be  furnished  with  a  copy,  etc. 

INSTRUCTIONS    TO    ENGINEMEN. 

Page  148,  in  first  paragraph,  second  line,  erase  the  word  **  locomotive  "  and 
substitute  the  word  engine. 

In  the  last  line  of  the  first  paragraph,  make  the  line  read,  **  less  than  six  inches, 
nor  more  than  nine  inches,"  and  add  the  following  to  the  paragraph :  They  must 
also  know  that  the  air  signal  responds  properly  by  opening  the  stopcock  of  the  air- 
signal  train  line. 

In  paragraph.  Making  Up  Trains  and  Testing  Brakes :  Cross  out  the  words 
"  70  pounds  train-pipe  pressure  "  and  insert  the  words  not  less  than  go  pounds  main 
reservoir  pressure.  Cross  out  the  words  "  with  the  handle  of  the  engineer's  valve 
standing  in  position  2,  before  connecting  to  the  train,"  and  insert  the  following  after 
the  word  "  engine  ":  when  connected  to  the  train. 

In  the  fourth  paragraph,  third  line,  change  the  figures  «*  20  *'  to  2^.  The  sen- 
tence will  then  read,  '*  apply  the  brakes  with  full  service  application  of  not  less'than 
2^  pounds  reduction,"  etc. 

In  the  second  line  from  the  bottom,  change  the  word  "  engine  "  to  locomotive. 
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Page  151,  under  the  heading  Double  Headers,  change  the  word  "engine  "  to 
Ucomotive  in  the  first  and  fourth  lines. 

Page  152,  change  the  word  "  engine  "  to  locomotive  in  the  first  line;  also  make 
the  same  change  twice  in  the  fourth  line  from  the  top. 

In  the  second  paragraph,  cross  out  the  words  "  and  coupling "  after  the  word 
<*  hose  "  in  the  first  line  and  after  the  word  "  hose  "  in  the  third  line,  and  insert  the 
word  confute  after  each.     The  paragraph  will  then  read  as  follows: 

*<  An  Extra  Air- Brake  Hose  complete  must  always  be  carried  on  the  locomotive 
for  repairs  in  case  of  a  burst  hose.  Upon  locomotives  having  the  air  signal,  a  signal 
hose  complete  must  also  be  carried  for  the  same  purpose/' 

INSTRUCTIONS  TO  TRAINMEN. 

Page  152,  in  paragraph.  Making  Up  Trains  and  Testing  Brakes,  change  the 
word  **  engine  '*  to  locomotive  in  the  first  line. 

Page  153,  in  paragraph  immediately  below  Fig.  6,  in  first  line  after  the  word 
**  than,"  cross  out  the  words  "  the  division  time  card  specifies  "  and  insert  provided 
for  by  special  instructions.  The  sentence  will  then  read  :  **  The  air  brakes  most 
not  be  alone  relied  upon  to  control  any  freight  train  with  a  smaller  proportion  of  cars 
with  the  air  brake  in  service  than  provided  for  by  special  instructions, " 

Paragraph,  Detaching  En^ne  or  Cars :  Omit  the  last  sentence,  commencing  with 
the  words  "  If  the  brakes  have  been  applied,'*  etc.  In  the  heading  change  the  word 
"  engine  **  to  locomotive.    The  paragraph  will  then  read : 

"  Detaching  Locomotive  or  Cars. —  First  close  the  cocks  in  the  train  pipes  at 
the  point  of  separation,  and  then  part  the  couplings  invariably  by  hand." 

Page  154,  in  paragraph,  Brakes  Sticking:  Cross  out  the  words  "  in  the  train  " 
and  insert  by  special.  The  sentence  will  then  read  :  '<  If  brakes  are  found  sticking, 
the  engineer  must  be  signaled  *■  brakes  sticking,*  as  provided  for  by  special  rules.'* 

Fig.  7.  Insert  position  i  and  position  ^,  which  are  referred  to  on  page  156  under 
paragraph.  Pressure  Retaining  Valve. 

Page  I55f  in  paragraph.  Buret  Hose :  Add  the  following  to  the  end  of  the  para- 
graph :  One  extra  air-brake  hose  complete  should  be  carried  by  all  crews,  and  one 
extra  signal  hose  complete  carried  by  passenger  crews  for  repairs. 

INSTRUCTIONS  TO   ENGINE  HOUSE   FOREMEN. 

Page  155,  in  paragraph.  General:  In  the  second  line,  change  the  word 
"  engine  **  to  locomotive. 

In  paragraph,  General :  In  fourth  line,  after  the  words  *<  air-tight  **  insert  the 
following :  duplex  gauges  tested  every  thirty  days^  so  the  last  sentence  will  read  : 
**  It  must  be  ascertained  that  all  pipe  joints,  connections  and  all  other  parts  of  the 
apparatus  are  air-tight,  duplex  gauges  tested  every  thirty  days,  and  that  the  appa- 
ratus is  in  good  working  order. 

Page  156,  in  paragraph,  Adjustment  of  Brakes:  In  the  third  line  from  the  bot- 
tom, after  the  word  <*  less,"  cross  out  the  words  *<than  five  nor  more  than,'*  so  that 
the  sentence  will  read  :  **  The  tender  brake  must  be  adjusted  by  means  of  the  dead 
truck  levers,  so  that  the  piston  travels  not  less  than  six  inches  when  the  air  brake  is 
applied  and  the  hand  brake  is  released."     In  the  last  line  change  the  word  **  eight  ** 
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to  tuH^.  The  sentence  will  then  read:  ''This  adjustment  must  be  made  whenever 
the  piston  travel  is  found  to  exceed  nim  inches. '* 

In  paragraph,  Brake  Cylinders  and  Triple  Valves :  In  the  last  line  change  the- 
word  "  engine  "  to  locomotive. 

In  paragraph,  Draining :  Make  the  last  line  read:  "and  the  train  pipe  under 
the  engine  and  tender  blown  out.** 

In  paragraph,  Air  Signal :  Change  the  first  sentence  to  read  as  follows :  <*  The 
train  air  signal  apparatus  must  be  examined  and  tested  by  suitable  appliances  from 
both  the  head  end  of  the  engine  and  rear  of  the  tender  to  know  that  the  whistle 
responds  properly." 

mSTRUCTIONS   TO  INSPECTORS. 

In  paragraph,  General :  On  the  second  line,  immediately  preceding  the  words 
"  conductor's  valve,"  insert  the  words  triple  valve. 

Make  the  third  paragraph,  under  the  heading  General,  read  as  follows :  Special 
rules  zer/// specify  the  smallest  proportion  of  freight  cars,  with  the  air  brakes  in  goodt 
condition,  which  may  be  used  in  operating  the  train  as  an  air-brake  train. 

Page  157,  in  paragraph,  Making.  Up  Trains  and  Testing  Brakes:  In  the  fourth 
line,  after  the  words  **  dummy  couplings,"  insert  the  words  if  so  equipped.  In  the 
third  line,  after  the  word  "  closed,"  insert  the  words  :  TTie  inspector  must  know  that' 
the  air  is  passing  through  the  pipes  to  the  rear  end.  In  the  next  sentence  insert  the 
yroxA  fully  before  the  word  "  charged,"  so  that  it  will  read  :  "  After  the  train  \&  fully 
charged,  the  engineer  must  be  signaled  to  apply  the  brakes." 

Page  157,  in  paragraph.  Cleaning  Cylinders  and  Triple  Valves:  Substitute  the 
word  bleed  cock  for  "  small  |'  cock. 

Insert  a  new  paragraph,  as  follows : 

Graduating  Springs. —  The  graduating  springs  in  the  Westing  house  quick-action 
freight  triple  valves  are  No.  ij  B.  W.  G.  brass  wire,  14  coils,  j  inches  free  height 
after  taking  permanent  set ;  and  in  passenger  No.  14  B.  W.  (7.,  12  coils,  2}^  inches 
free  height  after  receiving  permanent  set. 

In  paragraph,  Adjustment  of  Brakes:  In  the  fourth  line,  omit  the  word 
"  live,"  and  in  the  fifth  line  make  the  figures  **  i^  inches  "  read  /  inch.  Make  the 
last  sentence  read  as  follows :  **  When  under  a  full  application  the  brake-piston  travel 
is  found  to  exceed  nine  inches  upon  passenger  or  freight  cars,  the  brake  shoe  slack 
most  be  taken  up  and  adjustment  so  made  that  the  piston  shall  travel  not  less  than 
lix  inches.  In  taking  up  the  brake  shoe  slack  it  must  never  be  taken  up  by  hand 
brakes:' 

GENERAL  QUESTIONS. 

Insert  a  new  question,  as  follows : 

44a.     Q.    From  where  does  the  air  signal  apparatus  receive  its  pressure? 

A.    From  the  main  air  reservoir  through  the  reducing  valve. 

In  Question  53,  change  the  word  "  house  "  to  hose. 

In  the  answer  to  Question  57,  erase  the  words  *'  West  Virginia"  and  substitute 
the  words  a  good  quality  of  Erase  the  word  "  must "  in  the  second  line,  andj 
substitute  the  word  should. 

In  Question  60,  change  the  word  **  the  "  to  an,  so  that  it  will  read :  "  Why  is  an- 
equalizing  engineer's  valve  better  than  the  older  forms  ?" 
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In  question  6i,  change  the  word  **  the  "  to  am. 

In  Question  67,  chtng«the-woc4  "  engine  "  to  locomotive. 

Make  Question  69  read :  "  When  the  locomotive  is  coupled  to  the  train,  why  is 
-it  necessary  to  have  go  pounds  or  more  pressure  in  the  main  reservoir  ? 

In  the  answer  to  Question  74,  change  the  words  "  six  or  eight  **  Xafive  to  seven. 
It  will  then  read :  *<  by  applying  them  lightly  at  Brst  with  five  to  seven  pounds  reduc- 
tion of  air  in  the  train  pipe/'  etc. 

In  Question  80,  change  the  answer  to  read :  *<  By  placing  the  handle  on  the 
•  engineer's  valve  m/ull  release  position  No,  i  for  a  few  seconds  and  returning  it  to 
the  running  position  No.  a. " 

In  Question  85,  change  the  word  **  engines  "  in  the  first  and  second  lines  of  the 
question,  to  read  locomotives ;  also  make  the  same  change  in  the  first  and  second 
Jines  of  the  answer. 

Insert  a  new  question  and  answer  as  follows  : 

g^a.  Q.  Should  the  train  pipe  pressure  exceed  the  maximum  of  70  pounds, 
where  would  you  look  for  the  cause  of  the  trouble  in  the  IVestinghouse  F  6  brake 
valve  ? 

A,  Either  the  supply  valve  needs  cleanings  the  rotary  disk  valve  is  unseated ,  or 
the  gasket  between  the  main  reservoir  connection  and  chamber  D  is  defective  ;  or  the 
feed  valve  attachment  case  gasket  is  defective  ;  or  the  regulating  spring  below  the 
piston  needs  adjusting. 

In  the  answer  to  Question  97,  change  the  word  "  engine  "  to  locomotive. 

In  the  answer  to  Question  iii,  the  first  line,  change  the  word  "engine "to 
locomotive. 

In  the  answer  to  Question  1 14,  change  the  word  "  one  "  to  two.  It  will  then 
'  read  :  allowing  two  full  seconds  to  elapse  between  pulls. 

Insert  five  new  questions  and  answers  as  follows  : 

I2ia,  Q.  What  is  the  difference  between  the  IVestinghouse  quick-action  passen- 
ger and  freight  triple  valve  ? 

A.    The  passenger  triple  valves  have  larger  ports  and  slide  valves.   . 

latb.     Q,   How  may  a  passenger  triple  valve  be  distinguished  ? 

A.   By  having  but  one  exhaust  outlet  and  a  raised  letter  ••/>»'  cast  on  the  body. 

121C.     Q.   How  may  a  freight  triple  valve  be  distinguished? 

A,   By  its  two  exhaust  outlets,  one  being  plugged . 

I2id.  Q.  IVhen  should  a  IVestinghouse  freight  triple  valve  graduating  spring 
be  replaced  with  a  new  one? 

A.    IVhen  it  is  found  to  be  less  than  j  inches  in  length. 

I2ie.  Q.  When  should  a  passenger  triple  valve  spring  be  replaced  with  a  new 
one? . 

A.    When  it  is  found  to  be  less  than  2%  inches  in  length. 

■E.  W.  Grievfls,  Godfrey  W.  Rhodes, 

Wm.  Garstang,  C.  H.  Cory, 

James  E.  Simons,  A.  M.  Waitt, 

.E.  D.  Bronner,  a.  W.  Ball, 

Committee  of  M.  C.  B.  Ass'n.         B.   HASKELL, 

Committee  of  A,  R,  Af.  M.  Assn. 
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The  Prbsident  :  Gentlemen,  you  have  heard  the  remarks  of  Mr. 
Rhodes.     What  is  your  pleasure  in  the  matter  ? 

Mr.  Waitt  :  Mr.  President,  I  move  that  the  report  be  received 
and  the  Air  Brake  and  Signal  Instructions,  as  revised,  be  submitted 
to  letter  ballot  as  recommended  practice  of  the  Association. 

The  motion  was  carried. 

The  President  :  The  report  is  now  open  to  discussion,  if  there 
is  any. 

The  next  report  is  No.  9  —  Steel  Car  Framing.  Mr.  Mitchell  is 
chairman. 

Mr.  Mitchell  :  The  Committee  on  Steel  Car  Framing  found  it 
absolutely  impossible  to  make  any  definite  recommendations  as  to  the 
framing  of  steel  cars.  They  found  that  only  twelve  per  cent  of  the 
members  knew  an3rthing  about  the  subject,  and  they  also  found  that 
several  of  them  are  building  steel  cars  at  the  present  time,  and  until 
they  had  experience  with  those  steel  cars  it  was  impossible  to  state 
anything  relative  thereto.  We  tried  to  obtain  the  definite  calcula- 
tion of  the  strength  of  the  various  designs  submitted  last  year,  but 
only  one  report  submitted  sufficient  details  so  that  we  could  calculate 
exactly  the  stresses  in  the  various  members.  This  report,  therefore, 
is  simply  historical,  to  show  what  has  been  done  in  the  past,  to  guide 
the  members  in  the  future  in  the  design  of  steel  car  framing.  I 
hardly  think  it  is  necessary  to  read  the  report,  as  it  contains  only  a 
synopsis  of  the  answers  received  to  our  circular  letter  of  inquiry. 
The  committee  recommend  that  it  be  discharged,  and  that  the  sub- 
ject be  taken  up  again  three  or  four  years  hence  when  we  know  more 
about  it. 

The  report  is  as  follows  : 

REPORT  OF  COMMITFEE  ON  STEEL  CAR   FRAMING. 
To  the  President  and  ^f embers  of  the  Master  Car  Builders^  Association  : 

The  Committee  on  Steel  Car  Framing,  appointed  at  your  1897  Convention 
to  review  plans  submitted  by  members  of  a  similar  committee  in  1897,  and  to 
report  upon  designs  for  cars  of  different  classes,  has  endeavored  to  collect  the 
necessary  information  to  carry  out  its  instructions,  but  it  has  succeeded  in 
obtaining  dimensions  of  only  one  of  the  frfimes  submitted  in  1897  sufficiently  in 
detail  to  admit  of  exact  and  complete  calculations  of  strength.  Your  committee 
has  obtained  blue  prints  of  steel  car  frames  of  several  designs  which  were  not 
described  in  the  report  submitted  last  year,  but  all  but  two  of  these  designs  lack 
so  many  dimensions  that  calculations  of  their  strength  could  not  be  made,  and. 
furthermore,  attempts  made  by  the  committee  to  obtain  further  information 
vrere  unsuccessful. 
13 
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But  twelve  members  of  the  Association  replied  to  the  circular  which  the 
committee  issued  to  elicit  information.  The  questions  contained  in  the  circular 
\vill  be  given  later,  as  well  as  all  answers  to  them  which  were  received.  The 
members  who  replied  to  the  circular  represent  151,828  cars,  or  about  12.4  per 
cent  of  the  total  number  of  cars  represented  by  the  Association.  The  number 
of  cars  represented  by  those  who  replied  to  the  circular  and  by  the  members  of 
the  committee  is  208.389,  or  about  17  per  cent  of  the  number  of  cars  repre- 
sented by  the  Association. 

The  circular  of  inquiry  issued  by  the  committee  read  as  follows : 

To  the  Members  */  the  Master  Car  Builders'  Association  : 

Your  committee  on  ' '  Steel  Car  Framing  "  would  be  glad  to  receive  any 
designs  for  steel  car  frames  which,  in  your  judgment,  are  worthy  the  consider- 
ation of  the  committee.     Will  you  please  furnish  the  following  information : 

1.  If  you  have  had  any  steel  car  frames  in  use,  please  describe  all  the 
important  facts  about  them  which  your  experience  has  brought  forth,  and  furnish 
working  drawings  illustrating  the  frame. 

2.  Which  do  you  consider  preferable  for  the  members  of  the  car  frames, 
rolled  shapes  of  standard  commercial  sizes  or  special  pressed  shapes  ? 

3.  Which  do  you  prefer,  a  car  frame  made  entirely  of  steel,  or  a  com- 
posite frame  made  of  steel  and  wood  ? 

4.  What  parts  do  you  recommend  be  made  of  wood  ?   • 

5.  What  is  your  opinion  of  the  advisability  of  using  truss  rods  under  side 
sills  of  steel  car  frames  ?  and  give  the  reasons  for  your  opinion. 

6.  Do  you  recommend  that  the  draft  gear  of  steel  car  frames  be  located 
between  center  sills  and  firmly  secured  to  them,  or  the  use  of  independent 
draft  timbers  below  the  center  sills,  similar  to  the  construction  which  is  now 
generally  used  on  wooden  cars  ? 

7.  What  do  you  recommend,  wooden  or  steel  side  and  end  sills,  and 
what  are  your  reasons  therefor  ? 

8.  Please  give  maximum  light  weight  of  car,  per  ton  (net  2,000  lbs.),  yoa 
would  recommend  for  each  ton  of  paying  freight. 

9.  Recognizing  the  fact  that  steel  car  framing  will  be  used  in  cars  of  very 
large  capacities,  what  type  of  center  plate  would  you  recommend,  and  what 
maximum  bearing  pressure,  per  square  inch,  would  you  recommend  for  carry- 
ing the  car  and  lading  ? 

10.  What  type  of  side  bearing  would  you  recommend  for  cars  of  large 
capacities  with  steel  car  framing  ? 

The  replies  received  were  as  follows  : 

To  question  number  one  :  "If  you  have  had  any  steel  car  frames  in  use. 
please  describe  all  the  important  facts  about  them  which  your  experience  has 
brought  forth,  and  furnish  working  drawings  illustrating  the  same,"  six  indi- 
viduals and  companies  reported  the  results  of  their  experience  with  steel  cars. 

To  question  number  two :  ' '  Which  do  you  consider  preferable  for  the 
members  of  the  car  frames,  rolled  shapes  of  standard  commercial  sizes  or 
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special  pressed  shapes  ? "  six  replied  that  they  preferred  rolled  shapes ;  one 
preferred  pressed-steel  shapes  except  for  center  sills,  which  he  thinks  should  be 
"  I "  beams ;  and  one  replied  as  follows : 

' '  Would  prefer  pressed  shapes  for  the  following  reasons  : 

a.  The  various  members  can  be  made  of  uniform  strength  by  placing  the 
metal  where  it  will  be  most  useful. 

b.  The  parts  can  be  made  lighter  in  weight. 

c.  Better  connections  for  the  various  parts  can  be  provided  for." 

To  question  number  three :  ' '  Which  do  you  prefer,  a  car  frame  made 
entirely  of  steel  or  a  composite  frame  made  of  steel  and  wood  ?  *'  seven  replied 
that  they  preferred  all  steel,  two  preferred  steel  and  wood,  and  one  preferred 
steel  and  malleable  iron. 

To  question  number  four  :  ' '  What  parts  do  you  recommend  be  made  of 
wood  ?  "  one  recommended  that  center  sills  only  be  made  of  steel ;  another 
replied  that  the  end  sill  is  the  only  part  which  it  is  allowable  to  make  of  wood  ; 
another  recommended  that  the  floor  and  the  superstructure  be  made  of  wood  in 
all  cars  except  coal  and  flat ;  another  recommended  that  the  floor,  sides  and 
ends  only  be  made  of  wood  ;  another  advised  as  follows  :  * '  Would  recommend 
that  any  parts  of  car  subjected  to  abrasion  or  which  might  be  injured  by  the 
material  to  be  carried  or  any  covering  for  the  purpose  of  protecting  the  load 
from  the  action  of  heat  or  cold  be  made  of  wood.  Generally  speaking,  the 
covering  of  superstructure  and  floors,  but  not  of  necessity  the  framing  of 
superstructure." 

To  question  number  five:  "What  is  your  opinion  of  the  advisability  of 
using  truss  rods  under  side  sills  of  steel  car  frames  ?  and  give  the  reasons  for 
your  opinion,"  the  replies  were  as  follows  :  Seven  recommended  that  .no  truss 
rods  be  used,  one  recommended  truss  rods  to  support  the  side  sills,  and  one 
recommended  truss  rods  if  by  their  use  the  car  can  be  made  lighter. 

To  question  number  six  :  "  Do  you  recommend  that  the  draft  gear  of  steel 
car  frames  be  located  between  center  sills  and  firmly  secured  to  them,  or  the 
use  of  independent  draft  timbers  below  the  center  sills,  similar  to  the  construc- 
tion which  is  now  generally  used  on  wooden  cars  ?"  ten  replied  that  the  drafb 
gear  should  be  placed  between  center  sills. 

To  question  number  seven  :  "  Which  do  you  recommend,  wooden  or  steel 
side  and  end  sills,  and  what  are  your  reasons  therefor  ? "  nine  replied  that  they 
favored  the  use  of  steel  end  sills,  and  one  recommended  wooden  end  sills. 

To  question  number  eight:  "Please  give  maximum  light  weight  of  car, 
per  ton  (net  2,000  lbs.),  you  would  recommend  for  each  ton  of  paying  freight  ?  " 
600,  700  and  800  lbs.  are  recommended.  One  member  suggested  900  lbs.  for 
coal  cars  only.  In  another  reply  666  lbs.  is  recommended  for  hopper  cars  to 
carry  iron  ore,  and  800  lbs.  for  box  cars. 

To  question  number  nine:  "Recognizing  the  fact  that  steel  car  framing 
will  be  used  in  cars  of  very  large  capacities,  what  type  of  center  plate  would 
yon  recommend,  and  what  maximum  bearing  pressure,  per  square  inch,  would 
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you  recommend  for  carrying  the  car  and  lading  ? "  three  recommended  the  use 
of  presaed-steel  center  plates,  and  one  recommended  malleable  iron.  One 
member  recommended  that  the  bearing  pressure  shall  not  exceed  i,6oo  lbs.  per 
square  inch,  and  anotker  2.500  lbs.  per  square  inch.  One  member  thoaght  that 
cars  should  not  be  center  bearing,  but  that  each  of  the  side  bearings  should 
support  as  much  of  the  load  as  the  center  plate. 

To  question  number  ten  :  "  What  type  of  side  bearing  would  you  recom- 
mend for  cars  of  large  capacities  with  steel  car  framing  ? "  six  recommended 
plain  side  bearings  of  pressed  steel  or  malleable  iron,  and  two  recommended 
roller  side  bearings. 

Your*  committee  herewith  presents  designs  of  cars  as  described  below, 
which  designs  are  for  the  most  part  general  and  incompletely  dimensioned. 

Pennock  Steel  Hopper  Ore  Car 80,000  lbs.  capacity. 

Pennock  Steel  Flat  Car 80.000  lbs.  capacity. 

Pennock  Steel  Gondola  Car 80,000  lbs  capacity. 

Schoen  Steel  Double  Hopper  Gondola  Car.  .100,000  lbs.  capacity. 

Harvey  Steel  Box  Car 80,000  lbs.  capacity. 

Barr's  Steel  Underframe  for  Flat  Car 60.000  lbs.  capacity. 

Sanderson's  Steel  Underframe  for  Box  Car. .  60,000  lbs.  capacity. 

Norfolk  &  Southern  Steel  Flat  Car 60,000  lbs.  capacity. 

Great  Northern  R'y  Steel  Box  Car 60.000  lbs.  capacity. 

Fox   Pressed    Steel    Equipment   Company's 

Steel  Flat  Car 100,000  lbs.  capacity. 

Fox   Pressed    Steel    Equipment   Company's 

Gondola  Car 100,000  lbs.  capacity. 

In ,  conclusion,  your  committee  respectfully  asks  that  the  foregoing  be 
accepted  as  a  brief  statement  of  the  present  status  of  the  subject  of  steel  cars, 
and  as  a  partial  history  of  the  development  of  such  cars  up  to  the  present  time. 

The  members  of  your  committee  believe  that  at  the  present  time  it  is 
impossible  to  design  a  steel  car  frame  which  will  meet  with  universal  feivor. 
The  extremely  limited  extent  of  the  experience  which  has  been  obtained  with 
steel  cars  up  to  date  is  alone  a  sufficient  reason  for  recommending  the  postpone- 
ment of  the  selection  of  a  design  at  the  present  time. 

Your  committee  recommends  that  it  be  discharged  and  that  the  steel  car 
question  be  considered  by  another  committee  of  this  Association  about  four 
years  hence. 

A.  £.  Mitchell,  Chairman, 
W.  P.  Applbyard, 
Wm.  Forsyth, 
New  York,  May  19,  1898.  Committee. 

The  President  :  Gentlemen,  you  have  the  report.  What  is  your 
pleasure? 
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Mr.  Johnson  :  I  move  that  the  report  be  received  and  the  com- 
mittee discharged.    (Seconded.) 

Mr.  Simons:  I  can  hardly  agree  with  the  recommendation  of 
the  committee  that  they  be  discharged.  I  am  situated  in  a  district 
where  we  find  it  necessary  to  go  into  the  use  of  heavy  capacity 
cars,  and  in  order  to  increase  the  capacity  we  must  get  away  from  the 
wooden  car.  We  must  use  something  different.  The  tendency  is 
toward  a  car  of  100,000  pounds  capacity  in  order  to  shorten  up  our 
trains  and  bring  the  load  nearer  the  locomotive.  Unfortunately  our 
road  has  a  great  many  curves,  and  we  find  with  a  light  capacity 
car,  in  a  train  consisting  of  2,500  tons  of  load,  which  we  are  haul- 
ing today,  the  train  hangs  back  around  curves  so  far  as  to  make 
quite  a  drag,  and  for  that  reason  we  want  to  shorten  up  our  trains 
and  increase  the  capacity  of  the  cars.  Now  then,  we  have  started 
in  to  build  steel  cars,  and  have  today  in  service  about  eighty,  fifty 
of  which  have  been  in  service  about  seven  months.  Consequently, 
when  the  committee  asked  for  information  we  were  unable  to  give 
them  anything  definite.  I  will  say  for  the  benefit  of  the  Associa- 
tion that  we  also  have  one  car  of  80,000  pounds  capacity  made  of 
rolled  section  or  commercial  shapes,  and  so  far  —  the  car  has  been 
in  service  now  about  a  year  and  a  half — it  has  given  exceedingly 
good  satisfaction.  In  view  of  these  circumstances,  then,  I  believe 
this  committee  can  be  of  great  service  to  the  Association  if  it 
is  continued,  and  obtain  such  information  as  it  is  possible  to  obtain 
from  year  to  year  and  report  to  the  Association.  In  my  estimation 
the  steel  car  is  the  coming  car.  There  may  be  some  purposes  for 
which  it  will  hardly  be  practicable  to  use  it,  and  I  think  the  com- 
mittee can  give  us  a  great  deal  of  information  each  year  and  at  the 
same  time  find  out  the  weak  or  the  strong  points  in  the  cars  which 
have  already  been  constructed.  Now,  the  most  important  question, 
it  seems  to  me,  in  connection  with  the  steel  car  is  the  body  bolster 
and  the  draft  gear,  and  if  the  committee  is  continued  I  trust  they 
will  give  special  attention  to  those  two  important  features.  We  have 
in  use  on  the  steel  car  a  draft  gear  which  is  made  up  of  lugs  riveted 
to  the  center  sills  or  center  beams,  and  in  those  pockets  we  place  two 
draft  springs  side  by  side  of  26,000  pounds  capacity,  and  stil]  we  find 
the  horn  of  the  coupler  is  striking  the  face  plate  on  the  sill.  In  a 
test  made  a  week  ago  last  Monday  with  a  dynamometer  car,  we  found 
that  with  a  train  of  2,156  tons  we  had  a  pull  on  the  drawbar  of  just  a 
trifle  over  35,000  pounds  on  a  22-foot  grade.     You  see  we  were  9,000 
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pounds  over  the  capacity  of  our  draft  springs.  My  impression  is  that 
we  must  get  away  from  the  present  draft  arrangement  when  we  are 
using  heavier  capacity  cars.  I  trust  that  the  Association  will  continue 
the  committee  and  that  it  will  give  us  all  the  information  that  is 
possible  to  be  obtained  from  year  to  year. 

Mr.  Mitchell:  Mr.  President,  Mr.  Simons  is  one  of  thie  men 
that  did  not  give  us  any  information.  I  would  suggest  that  if  you  are 
going  to  have  a  committee  on  this  subject  next  year,  the  man  oper- 
ating the  steel  car  is  the  very  man  you  want  on  that  committee,  as 
he  can  see  where  the  weak  points  are  and  he  can  give  us  some  infor- 
mation next  year  that  would  be  more  beneficial  than  what  we  could 
get  from  parties  who  are  not  operating  steel  cars  of  heavy  capacity. 
Again,  I  do  not  think  that  one  year  more  of  service  will  demonstrate 
to  us  what  we  want  in  steel  car  construction.  I  think  it  is  going 
to  be  a  question  of  each  one  building  cars  to  satisfy  his  own  design, 
and  then  three  or  four  years  from  now  getting  the  service  each  car 
is  giving  and  from  that  we  can  probably  arrive  at  some  pretty  good 
<:onclusions. 

The  President  :  Gentlemen,  you  have  heard  the  motion,  which 
is  to  receive  the  report  and  discharge  the  committee.  All  in  favor 
will  please  say  "aye";  contrary,  "  no.** 

The  motion  was  carried. 

The  Preside'nt:  We  will  pass  No.  lo  —  Subjects  for  1899,  and 
leave  it  to  the  last  until  after  the  topical  discussion,  as  requested  by 
that  committee.  The  next  report  will  be  No.  11,  on  Passenger  Car 
Pedestal  and  Journal  Box  for  Journal  4^  by  8  inches.  Mr.  West  is 
chairman. 

Mr.  West  read  the  following  report : 

REPORT  OF    COMMITTEE    ON    PASSENGER    CAR    PEDESTAL    AND 
JOURNAL   BOX   FOR  JOURNAL  4^    BY  8   INCHES. 

To  the  President  and  Members  of  the  Master  Car  Builders*  Association  : 

Your  Committee  on  Passenger  Car  Pedestal  and  Journal  Box  for  Joarnals 
4^  by  8  inches,  appointed  to  report  to  the  Convention  held  in  June,  1897,  sub- 
mitted a  report  at  that  time,  but  certain  objections  were  raised  to  the  inside 
dimensions  of  the  journal  box  as  recommended.  The  report  was  referred  to 
the  Committee  on  Standards  of  the  Association,  which  submitted  the  following, 
through  Mr.  Soule,  chairman  of  the  committee : 

"The  Committee  on  Standards,  to  which  was  referred  the  recommenda- 
tions embodied  in  the  report  of  the  Committee  on  Passenger  Car  Pedestal,  for 
axle  with  journals  4X  by  8  inches,  begs  leave  to  report  that  in  its  judgment  the 
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Committee  on  Pedestals  ought  to  be  continued,  and  to  be  merged  into  a  com- 
mittee, which,  it  is  assumed,  will  be  appointed  on  the  recommendation  already 
made  by  the  Committee  on  Standards,  to  adopt  the  present  standard  journal 
box  for  use  in  trucks  (whether  passenger  or  freight)  having  pedestals  ;  the  com- 
mittee so  continued  to  be  designated,  however,  as  the  Committee  on  Passenger 
Truck  Pedestal,  for  axle  with  journal  4X  by  8  inches,  and  on  journal  box  for 
use  in  trucks  (whether  passenger  or  freight)  involving  the  use  of  the  pedestal 
and  axle  with  journal  4X  by  8  inches." 

The  committee  respectfully  reports  as  follows  : 

Owing  to  the  wide  variation  existing  between  the  ordinary  Master  Car 
Builders'  p>edestals  now  used  in  passenger  equipment  trucks  and  the  various 
pedestals  now  used  in  freight  trucks,  the  committee  is  of  the  opinion  that  it  is 
absolutely  impracticable  to  follow  the  recommendations  of  the  committee  on 
Standards.  To  meet  all  objecti9ns  raised  to  the  wording  of  the  committee's 
recommendations  in  last  year's  report,  it  respectfully  offers  the  following  for 
consideration ;  being  governed  in  a  great  measure  by  the  replies  received,  the 
committee  has  no  hesitation  in  recommending  — 

1.  The  adoption  of  a  standard  passenger  car  pedestal  for  4X  by  8  inch 
journals  as  shown  in  Fig.  2,.  which  is  the  same  as -Fig.  2  with  last  year's 
report.  This  pedestal  has  the  same  width  and  length  of  jaw  inside  as  the 
present  M.  C.  B.  standard  pedestal  for  3K  by  7  inch  journal  box  shown  on 
M.  C.  B.  sheet  10,  but  it  has  a  different  design  of  top  and  a  different  Focation  of 
bolt  holes  therein. 

2.  The  adoption  of  a  passenger  car  journal  box  for  use  with  journals 
4X  by  8  inches,  with  inside  dimensions  as  shown  in  Fig.  3  herewith.  These 
dimensions  admit  of  the  standard  4X  by  8  inch  journal  bearing  and  key  as 
used  in  freight  journal  boxes.  This  design,  with  these  inside  dimensions. 
has  been  in  successful  use  for  several  years.  Gbo.  W.  Wbst, 

T.  B.  PuRVBS,  Jr., 
J.  W.  Marden, 

E.  A.  Benson, 

F.  W.  Chaffee. 
MiDDLETOWN,  N.  Y.,  May  16,  1898.  Committee. 

Mr.  West  :  We  have  a  car  weighing  about  63,000  pounds,  a  mail 
car,  that  has  been  running  37  months,  100,000  miles  a  year,  making 
in  all  a  little  over  300,000  miles,  and  the  journals  have  been  reduced 
A  of  an  inch,  showing  there  was  A  of  an  inch  wear  to  the  100,000 
miles.     We  have  never  had  a  hot  box  on  the  car. 

On  motion,  the  report  was  received. 

The  President:  The  report  is  now  before  you  for  discussion. 
You  will  note  the  recommendations  of  the  committee.  Do  you 
desire  to  take  action  on  them? 

Mr.  Mendenhall:  I  move  that  the  recommendations  of  the 
committee  be  submitted  to  letter  ballot.     (Seconded.) 
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The  President  :  It  is  moved  that  the  recommendations  of  the 
committee  be  referred  to  letter  ballot.  Are  you  ready  for  the  ques- 
tion? 

Mr.  Waitt:  I  think  it  is  highly  desirable  that  we  have  a  rec- 
ommended practice  for  pedestal  and  journal  box  for  pedestal  trucks, 
4}i  by  8  inch  journals,  but  I  hope  that  before  this  goes  to  letter  ballot 
one  or  two  little  errors  in  the  drawings  may  be  corrected.  I  think 
undoubtedly  they  were  unintentional.  For  instance,  in  the  pedestal 
drawing  it  will  be  noticed  that  on  Fig.  2,  the  left-hand  figure,  the 
size  of  the  hole  cored  for  the  bolt  pedestal  to  fhe  truck  frame  is  shown 
as  I  inch.  The  same  hole  shown  on  the  side  elevation  and  section 
is  shown  as  H  inch.  I  think  that  should  be  corrected.  Then  one 
other  feature :  I  think  the  dimensions  showing  the  width  of  the  front 
face  of  the  projecting  lip  of  the  pedestal  should  be  shown.  There 
is  no  dimension  shown,  and  that  which  is  shown  in  this  pedestal  from 
which  this  drawing  is  taken  is  i  inch.  I  think  the  committee 
probably  intended  to  show  all.  That  is  quite  an  important  dimen- 
sion to  give.  Furthermore,  it  seems  to  me  we  ought  to  carry  out  the 
addition  of  the  dimension  showing  what  is  intended  to  be  the  dis- 
tance over  the  wheel  pieces.  That  is  shown  in  our  3^  by  7  inch 
pedestal,  and  it  would  seem,  I  think,  desirable  to  locate  it  on  this.  I 
suppose  that  the  distance  from  center  to  center  of  wheel  pieces  is  6 
feet  3  inches;  the  M.  C.  B.  Standard,  I  suppose,  being  intended. 
That  being  the  case,  the  distance  over  the  wheel  pieces  would  be  the 
same  as  the  Wagner  standard  and  the  C.  B.  &  Q.  standard,  on  this 
style  of  truck,  that  is,  6  feet  7^  inches.  There  is  one  other  thing 
necessary  on  the  drawing  in  order  properly  to  locate  the  center  of 
the  jaws,  as  regards  the  face  of  the  pedestal,  with  its  center  line. 
Those  few  dimensions,  I  think,  ought  to  be  added. 

There  is  one  inconsistency  in  the  oil  box.  The  figures  do  not 
come  out  right.  It  will  be  noticed  from  the  center  line  where  the 
bearing  of  the  equalizer  comes  to  the  back  edge  of  the  box  it  is  only 
5  5/^  inches.  The  total  dimension  showing  the  space  for  the  dust 
guard  and  the  thickness  of  metal  inside  and  outside  of  that  is  not 
given,  but  presumably  it  was  intended  to  have  that  the  same  as  our 
present  weight  of  box.  If  you  will  figure  that  up,  you  will  find  that 
you  add  2A  inches  from  the  center  of  where  the  pedestal  would  go, 
the  center  of  the  oil  box,  21V,  and  the  2  inches  that  are  shown  here 
and  the  i^8>  which  is  the  distance  shown  in  our  present  standard  oil 
box  for  the  dust  guard  and  the  inner  and  outer  thickness  of  metal, 
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you  will  find  it  comes  to  5A  instead  of  55/^.  That  ought  to  be  cor- 
rected. I  speak  of  this  because  whatever  goes  to  letter  ballot  and  is 
likely  to  be  adopted  as  recommended  practice  should  be  consistent. 
I  would  suggest  before  it  is  submitted  that  the  committee  present  a 
plan  view,  the  same  as  we  have  of  our  3^  by  7  inch  pedestal.  That 
is  quite  desirable,  showing  the  location  of  the  box  in  the  pedestal.  I 
think  the  plan  we  have  in  our  present  standard  should  be  copied  in 
this  new  standard,  and  I  would  move  that  the  committee  be  instructed 
to  make  these  corrections  of  the  dimensions,  making  them  consistent 
with  one  another,  and  put  in  the  necessary  dimensions,  before  it  is 
submitted  to  letter  ballot,  so  that  we  could  all  make  our  patterns  cor- 
rectly. I  think  the  committee  is  perfectly  competent  to  do  that 
without  any  specific  instructions  as  to  what  the  dimensions  are. 

The  President  :   Do  you  make  that  as  an  amendment  ?    . 

Mr.  Waitt  :  I  make  that  as  an  amendment,  yes  —  that  that  be 
done  before  it  is  submitted. 

The  President:  Gentlemen,  you  have  heard  the  amendment.^ 
Are  you  ready  for  the  question  ? 

Mr.  Mendenhall:    I  accept  the  amendment. 

The  President  :  The  amendment  has  been  accepted.  Will  you' 
please  state  that  again,  Mr.  Mendenhall  ? 

Mr.  Mendenhall  :  That  the  recommendations  of  the  committee 
with  the  corrections  which  have  been  suggested  be  submitted  to  letter 
ballot  as  recommended  practice  of  the  Association. 

Mr.  Waitt  :  Just  one  other  point.  I  would  like  the  committee  to* 
tell  how  they  get  the  brass  out  as  shown  in  this  oil  box.  I  think  they 
have  shown  it  wrong  end  to. 

The  President  :  Gentlemen,  you  have  heard  the  motion.  All 
in  favor  please  say  **  aye'*;  contrary,  **  no." 

The  motion  was  carried. 

Mr.  Cloud  :  Here  is  an  announcement :  '*  Members  and  their 
families  returning  to  their  homes  from  the  convention  can  obtain 
transportation  upon  application  to  E.  A.  Benson,  Congress  Hall, 
Room  382." 

The  President  :  We  will  now  complete  the  rules.  Is  the  Com- 
mittee on  Prices  ready  to  report  ? 

Mr.  Bush  presented  the  report  of  the  Committee  on  Prices,  which 
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was  received  and  discussed,  and  the  revision  of  the  Rules  of  Inter- 
change was  completed.  On  motion  of  Mr.  Rhodes,  the  rules  as 
amended  were  then  adopted. 

Mr.  Mitchell  :  In  the  President's  address  yesterday  it  was  sug- 
gested that  our  Constitution  and  By-Laws  be  so  amended  that  the 
Railroad  Commissioners  in  the  various  States  may  become  members 
of  this  Association.  If  that  is  in  order  now,  I  would  make  a  motion 
that  the  Constitution  and  By-Laws  be  so  amended  that  Railroad  Com- 
missioners of  the  several  States  may  become  members  of  this  Associa- 
tion, also  the  Interstate  Commerce  Commissioners. 

Mr.  Cloud  :  That  matter  is  provided  for  in  the  Constitution,  and 
could  only  be  received  now  as  a  notice  to  propose  changing  the  Con- 
stitution next  year. 

Mr.  Mitchell  :    I  would  make  that  motion,  then. 

The  President  :  ^Gentlemen,  you  have  heard  the  motion.  Are 
you  ready  for  the  question  ?  All  in  favor  please  say  **  aye  '*;  contrary, 
'*no.*' 

The  motion  was  carried. 

Mr.  Chamberlain:  I  would  move  to  substitute  the  word 
-*' Wednesday "  for  "Tuesday"  in  Article  I  of  our  By-Laws,  so  that 
they  will  read,  **  The  regular  meeting  of  the  Association  will  be  held 
on  the  second  Wednesday  in  June." 

The  motion  was  carried. 

Mr.  Leeds  :  As  there  has  been  a  great  deal  of  hardship  imposed 
throughout  the  country  in  the  attempt  to  enforce  the  Master  Car 
Builders'  Rules  or  recommended  practice  as  regards  loading  of  lum- 
ber, I  have  been  instructed  to  bring  before  this  Association  a  pro- 
posed modification  of  these  rules  and  to  ask  that  the  Association 
take  such  action  as  will  adopt  these  modifications.  In  the  first  place, 
if  you  will  remember,  the  rules  were  adopted  and  the  committee 
continued  for  another  year,  and  the  only  thing  that  we  could  report 
was  that  they  were  all  right,  and  we  now  find  that  the  only  reason 
why  they  were  all  right  was  from  the  fact  that  they  were  not  enforced 
at  any  point.  As  soon  as  they  undertook  to  enforce  the  rules,  which 
only  occurred  since  last  November,  they  found  hardships,  princi- 
pally on  account  of  technical  construction  of  the  rules  as  they  read 
and  not  as  they  were  intended  by  the  original  committee.  That  com- 
mittee now,  with  the  exception  of  one  member,  concurs  in  asking 
this  Association  to  adopt  the  modifications  as  they  are  outlined,  and 
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in  addition  thereto,  about  all  of  the  railroads,  in  fact  all  of  the  rail- 
roads that  are  interested  in  the  loading  of  such  lumber  in  the  south- 
em  country.  I  have  also  been  asked  to  add  a  rule  in  regard  to  the 
•cleating  of  stone,  staking  of  cars,  etc.,  and  I  have  had  such  recom- 
mendations and  modifications  printed  and  have  sent  out  a  great  many 
copies.  I  have  some  here  that  can  be  distributed  very  readily, 
and  as  the  modifications  are  all  in  italics  there  would  be  very  little 
trouble  in  looking  them  over.  Since  you  have  appointed  a  com- 
mittee to  confer  with  the  General  Association  of  Railway  Officers, 
that  committee  should  be  instructed  to  present  such  modifications 
and  such  rules  as  this  Association  is  willing  to  adopt,  and  then  to 
present  to  the  Executive  Committee  the  result  of  its  conference  in 
order  to  get  these  rules  into  effect  right  away.  As  it  is  now,  we  are 
forced  to  work  under  a  modification  of  the  Master  Car  Builders'  Rules, 
although  we  have  attempted  to  work  strictly  to  them,  and  we  would 
very  much  prefer  to  have  the  practice  legalized  which  has  been  found 
to  be  absolutely  necessary,  and  is  concurred  in  by  everybody.  The 
rules  would  have  gone  through  the  American  Railway  Association 
excepting  for  the  fact  that  we  had  found  these  modifications  neces- 
sary, and  that  Association  was  notified  that  this  Association  would 
modify  its  rules  at  this  meeting,  and  consequently  the  vote  was 
■deferred  on  that  until  after  the  meeting  of  this  Association.  The 
printed  paper,  as  subsequently  amended,  is  as  follows : 

To  thf  Members  of  the  Master  Car  Builders*  Association  : 

The  within  rules,  as  modified,  are  presented  and  recommended  by  the  following 
members  of  the  original  committee  of  the  Association  : 

P.  Leeds.  S.  P.  Bush.  B.  Haskell. 

W.  H.  Day.  F.  H.  Stark.  C.  CoUer. 

P.  H.  Peck.  J.  R.  Petrie. 

Also  by  a  special  committee  appointed  by  the  following  roads  to  represent  them 
in  this  matter  before  the  Association : 

Centra]  of  Georgia.  Lx>uisville  &  Nashville.  • 

Chicago,  Ind.  &  Louisville  (Monon).        Memphis  &  Charleston. 
Cin.,  N.  O.  &  T.  P.  Mobile  &  Ohio. 

Fla,  Cent.  &  Peninsular.  Nashville,  Chattanooga  &  St.  Louis. 

Georgia.  New  Orleans  &  North-Eastern. 

Georgia  &  Alabama.  Plant  System. 

Georgia  Southern  &  Florida.  Southern. 

Illinois  Central.  Western  &  Atlantic. 

Kansas  City,  Memphis  &  Birmingham. 
Consisting  of — 

Mr.  P.  Leeds  (L.  &  N.),  Chairman.         Mr.  J.  E.  Capps  (G.  S.  &  F.). 
Mr.  W.  H.  Peddle  (So.  R'y).  Mr.  Jas.  CuUen  (N.  C.  &  Si.  L.). 

Mr.  F.  W.  Brazier  (L  C). 
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RULES  GOVERNING  THE  LOADING  OF  LUMBER  AND  TIMBER  OK 

OPEN  CARS, 

Detailed  Instructions. 

The  loading  of  all  classes  of  lumber  and  timber  on  open  cars  must  be  in  general, 
conformity  with  the  following  diagrams  : 

Material  Loaded  on  a  Single  Car. 


rif  / 


Material  must  be  so  loaded  as  to  permit  the  brake  at  one  end  to  be  accessible  , 
and  operative,  and  the  lading  at  the  other  end  must  not  project  beyond  the  end  of  the 
car.  Four  stakes  must  be  placed  on  each  side  of  the  car,  and  the  tops  of  the  opposite 
stakes  must  be  held  together  by  two  boards,  as  specified.  When  the  length  of  lumber 
will  admit,  it  must  be  similarly  loaded  in  two  piles.  The  marked  capacity  of  the  car 
must  not  be  exceeded  more  than  ten  per  cent. 

Loading  Part  Cars  of  Lumber  Not  Less  Than  40  and  Not  Over  65  Feet  Long. 


TifZ, 


When  long  pieces  are  to  be  loaded  on  top  of  two  cars  of  short  pieces,  they  must 
rest  on  bearing  pieces  not  less  than  10  by  10  inches  in  section,  securely  fastened  across 
the  top  lading  of  each  car,  and  the  stakes  must  extend  up  as  shown  and  be  securely 
fastened  at  the  middle  with  wire,  and  both  they  and  the  short  stakes  must  be  held 
together  at  the  top  with  either  ivire  or  boards,  as  per  Rule  7.  The  short  lumber  must 
be  placed  centrally  on  each  car,  and  the  bearing  pieces  must  be  placed  between  the 
stakes  and  as  near  the  middle  of  the  car  as  possible,  with  the  following  distances 
from  center  to  center:  For  lumber  65  feet  long,  43  feet;  lumber  60  feet  long,  40 
feet;  lumber  50  feet  long,  35  feet;  lumber  40  feet  long,  30  feet.  The  maximuna 
agg»"egate  weight  must  not  exceed  ninety  per  cent  of  the  marked  capacity  of  the  cars^ 
and  the  amount  of  long  lumber  must  not  exceed  one-half  the  lading. 
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Material  Not  Over  42  Feet  Long. 


rif  3. 


nq.  3  A 


Description  of  Loading  as  per  Figs.  3  and  3- A. 

This  material  must  be  carried  on  one  car,  either  in  the  manner  shown  in  Fig.  3, 
ivhen  all  the  material  is  of  nearly  equal  length,  or  as  shown  in  Fig.  3-'A,  when  part  of 
the  material  is  long  and  part  of  the  material  is  short ;  the  second  car  in  both  instances 
being  simply  an  idler.  When  the  material  is  loaded  in  accordance  with  Fig.  3,  the 
idler  must  invariably  be  a  flat  car,  while  the  car  carrying  the  load  may  be  either  a  flat 
car  or  a  drop-end  gondola  car.  When  the  material  is  loaded  as  per  Fig.  3- A,  the 
idler  may  be  a  gondola  car,  provided  there  is  a  clearance  of  at  least  four  (4)  inches 
between  the  bottom  side  of  overhanging  material  and  the  top  of  sides  or  brake  shaft 
of  the  idler.  The  material  on  carrying  car,  when  loaded  as  per  Fig.  3,  must  rest  on 
bearing  pieces  not  less  than  eight  inches  wide,  ««</  0/  sufficient  thickness  to  keep  the 
etuis  of  Iwnber  at  least  four  {4)  incht-s  nhai'e  the  floor  of  the  idler,  and  in  length 
equal  to  the  full  width  of  the  car,  to  prevent  the  lading  from  touching  the  idler  so  that 
the  cars  can  curve  freely. '  These  bearing  pieces  should  be  placed  directly  above  the 
bolster,  or  as  near  to  it  as  possible,  but  never  between  it  and  the  end  of  the  car. 
When  the  material  is  loaded  as  in  Fig.  3-A,  no  extra  bearing  pieces  are  required  on 
the  floor  of  the  carrying  car,  as  the  short  material  loaded  underneath  the  long  material 
will  take  the  place  of  the  bearing  pieces.  The  lading  overhanging  the  idler  must 
not,  with  either  style  of  loading,  project  more  than  fifteen  ( 1 5}  feet  from  the  center 
of  the  car  bolster,  so  that  the  ends  will  not  project  too  far  be)rond  the  side  of  the  car 
in  curving.  Short  material  may  be  loaded  on  the  idler  to  the  extent  of  two-thirds  of 
its  marked  capacity,  or  the  idler  may  be  utilized  in  accordance  with  General  Instruc- 
tions, paragraph  3.  The  five  stakes  on  each  side  of  the  carrying  car  should  be  placed 
as  near  the  bolster  as  possible,  and  no  stakes  whatever  should  be  used  on  the  idler  to 
sustain  the  overhanging  part.  The  only  stakes  permitted  on  the  idler  will  be  such  as 
may  be  required  for  the  short  lumber  loaded  on  the  idler.  All  stakes  should  be  fas- 
tened as  described  in  General  Instructions,  paragraph  7,  and  there  must  be  a  space  of 
at  least  two  (2)  feet  between  the  lading  of  the  two  cars.  As  the  load  on  one  truck 
of  the  carrying  car  is  in  excess  of  that  on  the  other,  and  in  direct  proportion  to  the 
load  on  bearing  pieces  and  the  overhang,  care  should  be  taken  in  all  cases  to  load  as 
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near  to  the  brake  shaft  on  the  carrying  car  as  possible,  bat  leaving  the  brake  accessi* 
ble  and  operative.  When  loaded  in  this  manner  the  following  are  the  maximunk 
lengths  and  weights  which  may  be  carried  on  cars  of  given  length  and  capacity : 


Length  of 
Cars. 


30  feet 


32  feet 


34  feet . . . 


Length  of 
Lumber. 


30  feet. 

32  u 

34  " 

36  " 

32  " 

34  " 

36  " 

38  " 

36  " 

38  " 

40  " 

42  " 


MAXIMUM  WEIGHT  O^  LOAD. 


Capacity  of  Cars,  Capacity  of  Cars, 
40,000  lbs.      50,000  lbs. 


38,000  lbs. 

35,000  " 

32,000  " 

30,000  " 

38,000  " 

35,000  " 

32,000  " 

30,000  «* 

36,000  " 

34.000  " 

32,000  «* 

30,000  " 


46,000  lbs. 

42,000  " 

39,000  " 

37,000  " 

47,000  " 

44,000  " 

41,000  " 

38,000  " 

45,000  " 

42,000  " 

39»o«>  " 

37,000  " 


Capacity  of  Cars, 
60,000  lbs. 


57,000  lbs. 

53»o«>  " 

49,000  " 

45,000  " 

58,000  " 

54,000  « 

50,000  " 

47,000  " 

55»<»o  " 

51,000  " 

48,000  «• 

45,000  " 


Material  40  to  70  Feet  Long. 

-  Not  Orcn  40' ^    ,  /5'  4  2'- 


nf.6. 


Description  of  Loading  as  per  Figs.  4,  5  and  6. 

This  material  may  be  loaded  on  two  or  three  cars  of  any  length,  as  per  Figs.  4« 
5  or  6,  according  to  the  quantity  and  lengths  of  material  to  be  loaded,  provided  that 
the  two  end  brakes  are  kept  accessible,  and  the  same  relative  proportions  in  the  spac> 
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ing  of  bearing  pieces,  distance  between  the  ladings  and  overhang  of  material  are 
maintained,  as  per  the  following  tables,  which  refer  to  Fig.  6  exclusively.  The 
s^lication  of  these  tables  will  allow  of  the  loading  of  lumber  60  feet  long  at  one  end 
and  40  feet  at  the  other,  or  with  intermediate  lengths ;  but  when  so  loaded  the  maxi- 
mum aggregate  weight  of  load  must  be  reduced  to  10,000  pounds  less  than  given  in 
the  tables : 


WHEN  LOADED  ON  CARS  34  FEET  LONG. 

Marked 
Capacity 

OF 

Cars. 

Maximum 
Aggregate 

Length  of 
Lumber. 

A 

B             C 

D 

Weight 

TO  BE 

Carried. 

40  ft. 

45  ft. 
50  ft. 
60  ft. 

10  ft.  3  in. 

11  ft.  9  in. 

13  ft. 
17  ft. 

24  ft.        5  ft.  9  in. 
27  ft.        6  ft.  3  in. 
30  ft.        7  ft.   ' 
33  ft.      10  ft. 

10  ft. 
6  ft.  6  in. 
2  ft.  6  in. 

2  ft. 

40,000  lbs. 
50,000  lbs. 
60,000  lbs. 

90,000  lbs. 
105,000  lbs. 
120,000  lbs. 

WHEN  LOADED  ON  CARS  30  TGf32  FEET  LONG. 

40  ft. 
45  ft. 

10  ft.  3  in.  1    24  fi. 

11  ft.  9  in.      27  ft. 

5  ft.  9  in. 

6  ft.  3  in. 

8  ft. 
4  ft. 

When  loaded  as  per  Figs.  4  or  5,  the  loading  must  not  exceed  two-thirds  of  the 
marked  capacity  of  the  two  carrying  cars.  When  loaded  as  per  Fig.  4,  short  mate- 
rial may  be  loaded  on  the  idler  to  the  extent  of  two-thirds  the  marked  carrying 
capacity  of  that  car.  The  stakes  should  be  fastened  together,  as  described  by  Gen- 
eral Instructions,  paragraph  7,  except  that  the  short  lading  may  be  secured  as 
described  in  Fig.  i. 

Material  70  to  ioo  Feet  Ix)Ng. 


1- ^  — 

~y~ 

B. ^ 

^ 

\nr^ 

^^ 

kn- ■!!?)■■■■■(  m- TfT^ 

-             (  T 

riq.  7. 

This  material  must  be  loaded  on  three  cars.  The  lading  must  rest  on  bearing 
pieces  not  less  than  10  by  10  inches  in  section,  placed  equally  distant  from  the  center 
of  bolster  on  both  carrying  cars,  and  the  lading  equally  divided  on  them.  There 
must  be  at  least  three  stakes  placed  as  near  together  as  possible  on  each  side  of  the 
carrying  car,  securely  fastened  together,  as  described  in  General  Instructions,  para- 
graph 7.  These  stakes  should  either  be  made  of  material  eight  (8)  inches  wide,  and 
of  sufficient  thickness  to  fill  the  stake  pockets,  and  gained  at  the  bottom  so  that  they 
will  extend  onto  the  flooring  of  the  car,  or,  after  the  standard  stakes  are  in  place, 
pieces  4  by  4  inches  in  section  must  be  securely  fastened  to  the  inside  of  each  stake. 
This  narrows  the  space  for  lading  eight  (8)  inches,  and  permits  a  greater  overhang 
at  both  the  ends  and  middle  of  the  lading,  without  a  dangerous  projection  beyond  the 


Digitized  by 


Google 


208 


sides  of  the  can  when  they  are  passing  around  curves.  Stakes  or  bearing  pieces 
must  not  be  used  on  the  idler,  and  the  lading  must  not  be  allowed  to  touch  it.  The 
following  table  of  proportional  (fiitinces  between  the  bearing  pieces,  and  the  proper 
overhang  for  lumber  of  difierent  lengths,  must  t>e  observed ;  and  when  so  loaded  the 
•maximum  load  for  lumber  of  less  than  ninety  (90)  feet  must  not  exceed  one-half  the 
marked  capacity  of  the  two  end  cars,  but  for  lumber  of  ninety  (90)  feet  and  over, 
.two-thirds  of  the  marked  capacity  of  these  two  cars  will  be  allowed  : 

Length  of  lumber,    70  feet A,  10  feet.  B,  50  feet.  A,  10  feet. 

"  "  80    ««    A,  14    "  B,  52    "  A,  14    «* 

"  "  90    "    A,  16    "  B,  58    "  A,  16    « 

"  "         100    «    A,  18    "  B,  64    "  A,  18    « 


Loading  Material  on  Gondolas. 


ri(f.8. 


Long  material  may  be  loaded  on  gondola  cars  that  have  drop  end  gates,  provided 
•^tbat  when  loaded  on  two  cars,  bearing  pieces  of  not  less  than  8  by  8  inches  are  used 
to  keep  the  lading  clear  of  the  end  gates  and  floor  by  at  least  three  (3)  inches,  and  in 
addition  to  the  bearing  pieces  on  the  floor  there  is  a  clearance  of  at  least  eighteen  (18) 
inches  between  the  load  and  the  car  sides  to  provide  for  curving.  This  clearance 
may  be  obtained  by  the  use  of  stanchions,  not  less  than  4  by  5  inches  in  section, 
placed  in  a  vertical  position,  and  securely  fastened  by  cleats  to  the  floor  bearing  pieces 
in  such  a  manner  as  to  make  the  floor  bearings  serve  as  a  brace  between  them,  and  be 
fastened  together  as  described  in  General  Instructions,  paragraph  7.  Not  more  than 
two  gondolas  must  be  used  together,  and  the  lading  must  not  exceed  fwo-ihirds  of 
.the  marked  capacity  of  the  two  cars. 

Chaining  of  Cars  when  Loaded  with  Long  Lumber. 


TTT7 


( )"( r^  n  ) 


UTT 


The  use  of  chains  is  optional.  On  such  roads  as  require  their  use,  cars  must  be 
chained  together  with  chains  made  of  not  less  than  three-quarter  (^)  inch  iron 
passing  over  body  bolsters  and  across  under  sills,  forming  a  loop  back  of  bolster  and 
.doubling  to  point  of  coupling  between  the  two  cars,  as  per  Fig.  9,  unless  cars  are 
.provided  with  safety  chains.    These  chains  should  be  made  as  short  as  possible  with- 
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out  taking  the  strain  off  of  drawbars  when  springs  are  compressed.  At  interchange 
points  chains  will  either  be  removed,  or  the  receiving  road  will  furnish  the  delivering 
road  with  chains  of  the  same  quaUty  and  dimensions  as  those  received. 

Method  of  Blocking  Cars  Apart. 

Whenever  the  lading  b  carried  on  more  than  one  car,  all  slack  between  the  cars 
must  be  removed  by  the  use  of  spacing  blocks,  as  shown  in  Figs.  lo,  1 1,  12  and  13. 
In  blocking  cars  apart  they  must  be  separated  until  all  slack  is  taken  up.  The 
spacing  blocks  must  then  be  neatly  fitted  between  the  cars  and  secured  in  the  manner 
shown.     All  wood  must  be  sound  yellow  pine  or  its  equivalent  as  a  hardwood. 


!?  I?"  ff 


r/^^'^^^- 


Figjo 


*  9'-^%4'x3'ff}/c/(,  spiHecfto  car 
/^ardmoc/ pieces  ^^\6'K/£'chmpec/  /b 
couplers,  w/rhfyi/o.  •^/ebo/honecv? each  side. 


^xE'/iefiA^ 


Fig./d 


14 
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General  Instructions. 

1.  When  two  or  more  cars  are  required  to  carry  the  lading,  the  consignee  and 
destination  of  all  the  material  must  be  the  same.  When  more  than  one  car  is  used, 
the  lading  must  always  be  kept  clear  of  the  floor  of  the  cars,  whether  a  carrying  car 
■JT  an  idler.  Both  cars  carrying  the  load  must  be  considered  of  the  same  capacity  as 
the  one  of  lesser  capacity.  Flat  cars  must  always  be  used  for  loading  lumber  too 
long  for  one  car,  except  as  specified  in  Figs.  3,  3-A  and  8.  On  single  cars,  or  in 
the  end  cars  of  a  group  of  cars,  the  lading  must  not  extend  beyond  the  end  sills. 

2.  If  the  lading  consists  of  piles  or  telegraph  poles  or  other  round  timber,  they 
must  be  loaded  with  the  butts  and  tops  alternating,  and  if  the  lading  occupies  two  or 
more  cars,  ;/  musi  resi  on  bearing  pieces  of  not  less  than  8  by  8  inches  in  section  and 
each  tier' must  be  separated  by  strips  over  the  bearing  pieces  an4  be  well  wrapped 
with  wire  around  the  middle  and  both  ends  to  prevent  shifting.  In  all  cases  there 
must  be  at  least  three  pairs  of  stakes  at  each  end  of  lading,  securely  fastened  witk 
wircy  as  described  in  General  Instructions,  paragraph  7. 

3.  Where  the  lading  projects  so  as  to  necessitate  the  use  of  an  idler,  and  there 
is  suflicient  material  in  one  consignment,  another  car  may  be  loaded  in  reverse  order 
and  one  idler  serve  for  both  cars,  and  the  space  between  the  projecting  ends  may  be 
utilized  to  load  the  idler  with  short  lumber;  but  in  all  cases  tlyre  must  be  at  least 
two  feet  between  the  ends  of  such  ladings.  The  lading  of  the  idler  must  not  exceed 
two-thirds  its  marked  capacity. 

4.  Where  the  dimensions  of  bearing  pieces  are  not  otherwise  specified  they 
must  be  not  less  than  8  inches  wide  and  of  sufficiettt  thickness  to  keep  the  lading  at 
least  four  inches  clear  from  the  floor ^  and  extend  the  full  width  of  the  car.  When 
the  height  of  the  bearing  pieces  are  specified  as  over  5  inches,  the  additional  height 
may  be  obtained  by  the  use  of  a  plank  securely  nailed  to  the  upper  side  of  bearing 
pieces.  The  bearing  pieces  must  never  be  placed  between  the  bolster  and  the  end  of 
the  car,  but  either  between  the  bolsters  or  directly  above  them.  When  there  is  but 
one  bearing  piece  on  the  car,  it  must  be  placed  at  a  distance  of  at  least  12  inches 
from  center  of  bolster  toward  center  of  car. 

5.  Where  the  maximum  weights  are  not  specified  in  these  instructions,  the 
usual  excess  will  be  allowed. 

6.  All  stakes  must  be  sound,  straight-grained  lumber,  free  from  knots  that 
would  materially  impair  their  strength  (hardwood  preferred),  and  of  full  size  to 
reasonably  fit  the  stake  pockets.  All  spacing  blocks  between  cars  to  be  made  of  hard- 
wood, and  sound  in  every  way.  Care  must  be  taken  to  keep  the  stakes  from  spread- 
ing at  the  top  while  cars  are  being  loaded,  and  in  no  case  must  the  load  exceed  the 
width  of  the  car. 

7.  Opposite  stakes  must  always  be  fastened  together  at  the  top  with  either  wire 
or  boards.  In  cases  where  the  lumber  is  confined  to  one  car,  and  does  not  project 
beyond  the  end  more  than  one  foot  or  is  less  than  three  and  one-half  feet  high  and 
does  not  project  beyond  the  bearing  pieces  more  than  nine  feet,  the  stakes  should  be 
secured  at  the  tops  only.  In  cases  where  the  load  is  more  than  three  and  one-half 
feet  high  and  projects  beyond  the  bearing  piece  more  than  six  and  less  than  nine  feet, 
the  stakes  at  the  projecting  end  must  be  secured  at  the  tops  with  wire.  When  the 
load  is  more  than  three  and  one-half  feet  high  and  projects  beyond  the  bearing  piece 
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more  than  nine  feel,  or  where  the  load  is  more  than  four  feet  high  and  projects 
more  than  six  feet  beyond  the  bearing  piece  ^  or  is  carried  in  two  or  more  cars,  the 
stakes  must  be  secured  in  the  middle  with  wire,  and  at  the  top  with  either  wire  or 
boards.  The  wire  used  should  be  equal  to  six  strands  or  three  wrappings  of  No.  8 
telegraph  wire,  and  the  stakes  must  be  notched  to  prevent  the  wire  from  slipping. 
When  boards  are  used  there  must  be  two  to  each  pair  of  stakes  i  by  4  inches  in 
section,  securely  nailed  to  each  side  of  the  stakes  with  not  less  than  two  ten-penny 
nails  on  each  side  and  end.  When  stakes  are  wired  at  the  middle  there  should  be  a 
bearing  piece  across  the  lading  of  such  size  as  to  keep  the  material  apart  sufficiently 
to  protect  it  from  injury  by  these  wires. 

8.  All  cars  must  be  so  loaded  as  to  leave  the  brake  accessible  and  operative. 
There  must  be  a  clearance  of  at  least  four  inches  between  the  brake  wheel  and  the^ 
lumber  —  one  brake  for  one  or  two  cars,  and  two  brakes  for  three  or  five  cars. 
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RULES   FOR   LOADING   LARGE   LOGS,   PIPE  AND   STONE  ON 
OPEN   CARS. 
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All  logs  or  pipes  twenty-four  inches  and  over  in  diameter  must  be  loaded  in 
pyramidal  form,  as  shown  in  Fig.  No.  i-B,  with  the  large  ends  of  the  first  course 
toward  the  end  of  car,  and  securely  blocked  with  three  pieces  on  each  side  of  each 
pile  not  less  than  eight  (8)  inches  thick  and  one-third  the  diameter  of  the  logs  or 
pipe  in  height,  neatly  fitted  to  and  driven  under  the  outside  of  the  logs  or  pipe, 
shouldered  or  beveled  at  the  outer  end  and  securely  fastened  to  the  floor  of  the  car 
and  stakes  with  four  (4)  twenty-penny  nails  to  each  block,  two  through  the  end,  and 
one  properly  toe-nailed  through  each  side  of  the  block.  Blocking  of  more  than 
fourteen  (14)  inches  in  height  will  not  be  required,  but  on  ladings  of  material  three 
feet  and  over  in  diameter  there  must  be  an  additional  blocking  formed  by  a  plank  of 
not  less  than  two  (2)  inches  thick,  fitted  under  the  outside  of  lading  and  spiked  to 
each  stake  with  four  (4)  twenty-penny  nails,  as  shown  at  A.  There  must  be  stakes 
of  not  less  than  fifteen  inches  high  above  the  floor  of  the  car,  placed  near  the  ends  of 
each  pile  of  lading  on  both  sides  of  car,  the  quality  and  fitting  of  such  stakes  to  con- 
form to  rules  for  loading  of  lumber. 
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Logs  or  pipes  of  less  than  twenty-four  inches  in  diameter  may  be  loaded  as  per 
Fig.  No.  2-B.  The  first  course  must  be  loaded  as  per  Fig.  No.  I-B,  except  the 
wedges  may  be  only  six  (6)  inches  thick.  Each  course  above  this  must  have  bearing 
pieces  of  not  less  than  6  by  6  inches  in  section,  extending  across  the  lading  and 
secured  to  the  stakes  with  two  (2)  twenty-penny  nails  at  each  stake.  Upon  top  of 
these  bearing  pieces,  blocking  of  the  same  description  as  those  on  the  floor  must  be 
placed  and  secured  in  the  same  manner.  There  must  be  a  pair  of  stakes  near  each 
end  of  each  pile,  and  when  the  material  is  more  than  twelve  and  less  than  eighteen 
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feet  long,  or  more  than  four  feet  high,  there  must  be  an  intermediate  pair  of 
stakes.  When  over  eighteen  feet  long  there  must  be  four  pairs  of  stakes.  All  stakes 
must  be  fastened  together  at  the  tops  with  wire. 

The  methods  of  fastening  and  quality  of  stakes  to  conform  to  the  rules  for  same 
governing  the  loading  of  lumber. 

Cleating  of  Stone. 

All  stone  loaded  on  fiat  cars  must  be  cleated  with  strips  of  not  less  than  one  and 
one-half  inches  thick  by  four  inches  wide,  securely  fastened  to  the  floor  of  the  car 
with  one  (i)  twelve-penny  fence  nail  to  every  nine  inches,  such  nails  to  be  staggered 
so  as  to  be  within  one  inch  of  the  edge  of  the  strip  alternately. 
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Arrangement  of  Stake  Pockets; 

Stake  pockets  to  be  spaced  so  that  there  will  be  two  stakes  at  each  end  of  car 
through  floor  and  against  the  inside  of  the  end  sill.  On  the  sides,  the  end  pockets 
to  be  placed  so  that  the  inner  side  of  stake  will  come  on  a  line  with  the  stakes  at  the 
end,  as  shown  on  Fig.  3-B,  the  balance  of  the  pockets  to  be  spaced  so  as  not  to 
exceed  forty-two  (42)  inches  from  center  to  center. 


Mr.  Johnson  :  I  would  like  to  ask  if  these  papers  have  been  dis- 
tributed through  the  country. 

Mr.  Leeds  :  They  have  been  distributed  through  the  mail,  but 
there  is  a  lot  of  them  here.     The  most  important  feature  is  that  the 
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committee  that  has  been  appointed  on  the  loading  of  lumber  should 
get  it  before  the  Association  through  the  Executive  Committee,  and 
so  to  letter  ballot,  as  an  action  of  this  year's  convention ;  always  c^oii- 
ditionally  that  there  may  be  other  modifications  or  additions  SLftt: 
conference  with  the  American  Railway  Association. 

Mr.  Waitt:  Mr.  Chairman,  in  line  with  the  recommendation  of 
Mr.  Leeds,  I  would  make  the  following  motion:  That  the  Execxit^i^e 
Committee  be  instructed  to  appoint  a  committee  after  the  close  of  tWs 
convention  to  take  up  the  matter  of  the  revision  of  these  rules,  cron- 
sidering  all  the  papers  that  the  Committee  on  Standards  can  turn  over 
to  them,  and  to  confer  with  a  similar  committee  to  be  appointed  ^y 
the  American  Railway  Association,  who  desire  to  consider  the  msi.t:ter 
with  them;  to  report  to  the  Executive  Committee  and  the  result  of 
the  report  to  be  made  known  to  the  members  of  the  Association  as 
early  in  the  year  as  possible. 

Mr.  Stark:  Mr.  President,  I  trust  that  this  question  of  loaxiing 
long  materials  will  receive  consideration  here  today.  I  would  lilc^  to 
ask  Mr.  Leeds  whether  he  has  included  in  the  correspondence  whtich 
he  has  in  hand  to  turn  over,  the  question  of  loading  long  rails? 

Mr.  Leeds  :  Inasmuch  as  I  had  not  enough  of  them  to  distrit>nte, 
I  was  waiting  for  these  to  be  distributed,  and  then  I  proposed  to  ^^ 
the  Secretary  to  read  the  proposition  that  was  made  in  regard  to  rnlcs. 
I  have  spoken  specifically  and  only  of  the  .loading  of  material,  ^"^ 
some  of  the  large  Eastern  roads  have  made  suggestions  in  regard  to 
the  loading  of  rails,  and  under  this  motion  of  Mr.  Waitt 's  I  sh^o^W 
turn  it  over  to  the  Executive  Committee. 

Mr.  Waitt  :  I  might  make  the  explanation  that  Mr.  Stark  ^^l 
understand  my  motion  referred  to  the  collection  of  papers  ia  the 
hands  of  the  Committee  on  Standards  which  accumulated  during^  the 
year  referring  to  the  present  rules  covering  the  matter  of  the  loading 
of  rails  and  the  loading  of  logs  and  things  of  that  kind  as  shown  m 
these  papers.  I  think  that  will  all  be  covered  in  the  correspond^^^ce 
so  that  everyone  of  these  points  will  be  satisfactorily  taken  up. 

The  President  :  Gentlemen,  you  have  heard  the  motion,  -^.re 
you  ready  for  the  question  ? 

Mr.  Schroyer  :  I  would  like  to  ask  Mr.  Leeds  if  the  recoini^^'^" 
dations  contained  in  these  sheets  here  are  not  the  result  of  the  meeting 
between  our  members  and  members  of  the  American  Railway  Associ- 
ation.    Is  that  the  case  ? 
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Mr.  Leeds  :    Practically  ;  yes,  sir. 

Mr.  Schroyer  :  Then,  if  that  is  the  case,  I  see  no  occasion  for 
appointing  a  committee  to  again  confer  with  them  on  that  subject. 

Mr.  Leeds  :  We  are  blocked  right  there  from  the  very  fact,  in 
the  first  place,  that  we  have  been  requested  by  the  American  Railway 
Association  to  appoint  a  committee  to  confer  with  them,  and  the 
Committee  on  Standards  recommended  that  such  a  committee  be 
appointed,  and  now  what  I  am  trying  to  get  at  is  that  that  committee 
shall  report  to  the  Executive  Committee  and  shall  get  it  before  the 
Association  for  letter  ballot  as  part  of  the  proceedings  of  this  con- 
vention. The  American  Association  has  practically  placed  us  in  a 
position  where  it  would  have  to  go  over  another  year  under  the 
present  ruling. 

Mr.  Simons:  While  this  question  is  being  considered,  I  would 
state  that  a  few  days  before  leaving  home  my  attention  was  called  to 
the  method  of  blocking  the  drawbars  between  the  cars  equipped  with 
M.  C.  B.  couplers ;  that  is,  blocking  them  back  of  the  horn.  We  find 
that  in  loading  long  rails,  6o-foot  rails,  or  structural  material,  that  the 
loading  is  liable  to  slide  and  that  the  block  is  crushed  to  pieces. 
Now,  it  seems  to  me  the  better  way  to  block  the  cars  would  be  as 
shown  in  Fig.  12.  If  the  committee  is  to  consider  this  further,  I 
would  suggest  that  that  matter  be  given  consideration.  We  find  we 
get  better  results  by  blocking  cars  that  way  than  we  do  by  putting  the 
block  back  of  the  horn  of  the  coupler. 

Mr.  Stark  :  Our  experience  in  making  shipments  of  long  rails 
has  shown  that  the  blocking  as  per  Fig.  2 1  in  the  Rules  of  Recom- 
mended Practice,  or  Fig.  13  in  this,  is  of  little  advantage.  As  Mr. 
Simons  has  said,  the  block  is  crushed  and  offers  no  means  of  resist- 
ance. Most  of  our  connections,  in  fact  all  but  two,  are  running 
double  loads  of  steel  rails  with  that  block  omitted.  It  is  not  found 
absolutely  essential  on  most  roads  to  have  any  blocking  whatever 
when  loaded  with  steel  rails.  The  blocking  of  cars  apart  has  sug- 
gested the  disconnecting  of  the  M.  C.  B.  coupler  operating  lever,  and 
that  is  undesirable,  as  the  couplers  would  not  be  operated. 

The  President  :  Are  you  ready  for  the  question  ?  All  in  favor 
please  say  **  aye  ";  contrary,  **  no.'* 

The  motion  was  carried. 

The  President  :  That  is,  that  the  matter  is  referred  to  the  Execu- 
tive Committee. 
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We  will  now  take  up  the  remainder  of  the  topical  questions. 

6.  ^^  Side  Bearings,  A  consideration  of  the  increased  resistance 
of  carSj  due  to  a  large  amount  of  the  weight  being  carried  on  side 
bearings,  and  the  best  means  for  overcoming  this  difficulty, " 

Mr.  Mitchell:  On  the  question  of  side  bearings  I  have  some 
data  here  that  might  be  of  interest  to  the  Association.  In  November, 
1897,  we  made  a  test  with  a  dynamometer  car  on  two  trains,  one  ot 
which  contained  a  tonnage  of  2,115  tons  and  the  other  contained  a 
tonnage  of  2,114  tons,  a  difference  of  only  one  ton.  We  had  a 
dynamometer  car  on  the  train  next  to  the  engine,  and  the  percentage 
of  center-bearing  trucks  —  that  is,  cars  equipped  with  Fox  trucks  and 
metal  body  bolsters  —  on  one  train  was  one  hundred  per  cent.  Every 
car  in  the  train  had  metal  body  bolsters,  metal  trucks,  strictly  center 
bearings ;  no  pressure  on  the  side  bearings.  The  other  was  composed 
of  diamond  trucks,  only  twelve  per  cent  of  which  were  center  bear- 
ing. There  was  no  wind  blowing,  and  both  days  on  which  the  tests 
were  made  were  as  nearly  alike  as  possible.  The  make-up  of  the 
trains  was  as  follows:  Number  of  cars  in  the  first  train,  22;  in  the 
second,  23 ;  number  of  loaded  cars  in  the  first  train,  21 ;  in  the  sec- 
ond train,  22;  number  of  empty  cars  in  each  train,  1.  Length  of 
first  train,  834  feet ;  length  of  second  train,  866  feet.  Average  draw- 
bar pull,  pounds  per  ton,  in  first  train,  12.83;  in  second  train,  13.89; 
or  7.6  per  cent  decrease  in  favor  of  first  train.  The  average  speed, 
miles  per  hour,  first  train,  11. 97 ;  second  train,  11. 13;  an  increase  in 
favor  of  the  first  train  of  7.5  per  cent.  The  average  boiler  pressure, 
pounds  per  square  inch,  first  train,  128.7;  second  train,  127.03;  or 
an  increase  in  favor  of  the  first  train  of  i .  i  pounds.  The  average 
reverse  lever  position,  number  of  notch,  in  the  first  train,  10.17  ;  sec- 
ond train,  9.3;  or  an  increase  in  favor  of  the  first  train  of  9.3  per 
cent.  The  average  coal  burned  per  hour  of  actual  running  time,  in 
pounds,  first  train,  2,915.4;  second  train,  3,177.5;  a  decrease  in 
favor  of  the  first  train  of  8.3  per  cent.  The  average  coal,  per  ton  to 
the  train  in  pounds,  first  train,  5.676  ;  second  train,  8.038  ;  or  a 
decrease  in  favor  of  the  first  train  of  29.4.  These  figures  show  you 
the  enormous  saving  which  can  be  made  if  the  cars  are  all  center 
bearing. 

The  President  :    Is  there  any  further  discussion  ?     If  not,  we  will 
proceed  to  the  next,  which  is  No.  7 : 

^^  Air-brake  details  for  freight   cars.     A  consideration    of  the 


Digitized  by 


Google 


217 

advisability  of  securing  uniformity  in  details  of  air  brakes  on  ah 
classes  of  cars,  and  the  possibility  of  adopting  standard  forms  for 
piping;  also  a  consideration  of  better  designs  of  pipings  whereby  all 
elbows  would  be  ojnitted,  and  bends  of  large  radius  substituted, " 

The  discussion  to  be  opened  by  A.  L.  Humphrey. 

Mr.  Humphrey  :  Mr.  Chairman  and  Gentlemen, —  At  this  late 
hour  of  the  convention  I  would  not  impose  on  your  good  nature 
by  entering  in  any  detail  into  this  discussion.  This  is  an  important 
subject,  however,  and  it  seems  to  me  that  this  is  an  opportune  time 
for  it  to  be  considered.  We  learn  from  the  report  of  the  Interstate 
Commerce  Commissioner  that  approximately  only  about  forty  per  cent 
of  the  cars  of  the  United  States  and  Canada  have  been  equipped  with 
air  brakes.  So  it  seems  to  me  that  now  is  the  proper  time  to 
adopt,  if  possible,  a  standard  for  the  application  of  air-brake  appli- 
ances so  that  the  equipment  could  be  more  uniform  throughout  this 
country.  I  do  not  know  that  this  question,  so  far  as  it  applies  to 
standards,  is  paramount  to  any  other  question,  but  I  believe  there 
are  abuses  arising  from  inferior  work  and  the  inferior  material  that 
is  being  used  in  this  particular  instance,  greater  than  in  many  other 
ways.  Now,  having  considerable  experience  in  mountain  roads 
where  we  depend  on  the  air  brakes  as  much  as  we  do  on  the  use 
of  the  locomotive,  we  find  in  that  country  the  weak  points  in  con- 
nection with  the  air  brakes  more  than  those  that  are  operated  on 
a  level  road,  and  I  believe  that  members  of  this  Association  would 
be  astonished  if  they  knew  of  the  trouble  that  is  being  experienced 
on  the  Western  roads,  and  I  believe  I  might  say  the  roads  that 
are  operated  on  a  level,  if  they  would  take  pains  to  investigate  the 
amount  of  trouble  that  the  car  men.  are  experiencing  in  keeping  the 
air-brake  attachments  intact.  As  an  illustration,  I  will  refer  to  the 
matter  of  retaining  valves.  A  discussion  came  up  a  few  days  ago  in 
regard  to  the  application  of  them.  If  a  retaining  valve  is  applied  to 
a  car,  that  retaining  valve  must  be  effective  or  it  is  of  no  use.  Just 
before  coming  to  the  convention  I  had  the  inspectors  at  one  point  keep 
a  record  of  a  little  over  1,500  cars,  to  see  how  many  of  the  retaining 
valves  were  really  effective.  Out  of  that  1,500  there  were  137  retain- 
ing valves  that  would  retain  the  pressure,  and  inside  of  three  months 
there  was  not  ten  per  cent  of  the  1,500  cars,  which  were  promiscu- 
ous—  they  were  cars  of  nearly  all  roads  operating  throughout  the 
country  —  there  was  not  ten  per  cent  of  them  on  which  the  retaining 
valves  were  of  any  value  whatever,  and  the  rest  might  just  as  well  have 
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been  off  the  cars  as  on  them.  Now  I  do  not  believe  it  is  the  general 
practice  of  the  roads  in  this  country  to  test  the  retaining  valves  as 
they  do  the  triple  valves.  If  a  test  were  made,  they  would  then  see 
the  inefficiency  of  the  valves  as  they  are  at  present  applied.  I  was 
surprised,  when  I  came  to  investigate  this,  to  find  a  great  many  of  the 
retaining  valves  placed  on  an  angle  that  entirely  does  away  with  the 
•efficiency  of  the  valve.  The  plug  does  not  close,  so  that  it  cannot 
retain  the  pressure.  Then  the  pipe  would  be  connected  with  several 
joints,  and  if  there  is  the  smallest  leak  in  any  one  of  those  joints  you 
can  see  how  quickly  the  pressure  out  of  that  three-eighths  pipe  will 
release.  I  hope  a  committee  will  be  appointed  to  go  into  this  matter 
in  detail,  and  report  a  standard  before  the  next  convention,  so  as  to 
do  away  with  as  many  of  the  joints  as  possible  in  the  train  pipes,  and 
try  to  adopt  a  large  radius  in  the  place  of  the  different  connections, 
so  that  it  will  be  reduced  from  what  it  is  at  present,  about  nine  to 
twelve  joints.  Each  of  these  joints  is  liable  to  work  loose.  As  I 
tmderstand  from  those  who  were  present  at  the  Burlington  test,  it  was 
necessary  at  times  to  stop  and  tighten  the  train  pipes  during  the  time 
they  were  conducting  these  tests,  and  I  know  that  it  is  a  positive  fact, 
where  we  take  trains  down  grades  of  three  and  four  per  cent  for  thirty 
or  forty  miles,  that  it  is  often  the  case,  where  the  cars  leave  the  top  of 
the  grade  in  perfect  condition,  we  have  to  stop  before  we  get  down 
and  tighten  different  joints  in  the  train  pipes  that  spring  loose  and 
commence  to  leak,  on  account  of  the  inferior  workmanship  and  mate- 
rial in  their  fastening  to  the  cars.  We  are  working  in  the  right  direc- 
tion, and  if  a  committee  is  appointed  on  pipe  fittings,  I  hope  that  that 
-committee,  that  will  report  before  the  next  convention,  will  also  report 
specifications  for  pipes,  and  the  best  means  of  applying  and  securing 
them.     [Applause.] 

The  President  :  Is  there  any  further  discussion  on  the  subject  ? 
If  not,  we  will  proceed  to  No.  8. 

^^ Axles,  (a)  Design  of  axle  for  cars  of  lOO ,000  pounds  capacity. 
(^)  Revision  of  the  design  of  axle  for  cars  of  60,000  pounds  capacity. 

Discussion  to  be  opened  by  Mr.  E.  D.  Nelson. 

Mr.  Cloud  :  I  have  a  letter  from  Mr.  Nelson  under  date  of  June 
14,  as  follows.     [The  letter  was  read.] 

Mr.  Charpiot  :  If  it  is  in  order,  in  regard  to  that  8o,ooo-pound 
<:apacity  axle  recommended  last  year,  the  Central  of  Georgia  has  for 
'the  last  twenty  years  used  a  collarless  axle,  and  the  practice  has  been 
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-continued,  and  we  have  endeavored  to  keep  within  the  lines  of  the 
Master  Car  Builders'  recommended  practice.  It  might  be  well  for  the 
Association,  perhaps,  to  consider  the  conditions  that  arise,  which  we 
think  are  very  much  in  favor  of  the  collarless  axle.  For  instance,  in 
the  design  of  an  8o,ooo-pound  axle,  where  it  is  not  necessary  to  extend 
the  distance  from  center  to  center,  from  6  feet  3  inches  to  6  feet 
4  inches,  and  where  we  reduce  the  axle  from  7  feet  2j^  inches  over  all 
to  7  feet  and  %  inch  over  all,  we  have  a  brass  which  is  9  inches  long 
and  which  gives  us  a  pressure  per  inch  of  41 1  pounds  as  against  469. 
Of  course,  in  this  method  of  bearing  the  wedge  is  not  used,  and  the 
brass  is  made  so  as  to  fit  the  top  of  the  box,  which  is  hexagonal.  I 
have  a  drawing,  if  anyone  wishes  to  look  at  it,  which  I  will  submit  to 
the  Association.  , 

Mr.  Cloud:  I   would  like  Mr.  Nelson's   communication  to  be 
treated  as  a  report  and  printed  in  the  Proceedings,  at  least. 

Mr.  Rhodes  :  I  move  that  the  report  just  read  be  accepted  and 
spread  on  our  minutes.     (Seconded.) 

The  President  :  Gentlemen,  you  have  heard  the  motion.     Are 
you  ready  for  the  question? 

Mr.  Johnson  :   Before  the   question,  Mr.  President,  ought  not 
that  to  be  turned  over  to  the  Committee  on  Standards? 

The  President  :    No.    This  motion  is  simply  to  accept  it  and 
have  it  printed  in  the  Proceedings.     Are  ^ou  ready  for  the  question  ? 
All  in  favor  please  say  "aye";  contrary,  '*no." 
The  motion  was  carried. 
The  communication  is  as  follows: 

Mr.  J.   W.    Cloudy  Secretary^  Master  Car  Builders^  Association^   Congress    Hall, 

Saratoga,  N,  Y.: 

Dear  Sir, — I  had  expected  up  to  within  a  day  or  two  to  be  able  to  attend  thfe  con- 
▼entioo  at  Saratoga,  but  now  find  that  it  is  impossible  for  me  to  do  so.  The  Committee 
on  Subjects  for  1899  included  in  its  report  a  topical  discussion  of  the  question  of  an 
axle  for  100,000-pound  capacity  cars,  and  a  revision  of  axle  for  60,000  pound 
capacity  cars.  When  this  matter  is  brought  before  the  convention,  I  would  be  very 
glad  if  you  would  present  the  following  considerations : 

First  — In  regard  to  the  axle  for  cars  of  100,000  pounds  capacity,  there  are  now 
being  built  by  one  railroad  company,  of  which  I  have  knowledge,  one  thousand  cars 
of  100,000  pounds  capacity,  and  I  think  that  there  is  one^other  railroad  which  has  in 
use  about  an  equivalent  number  of  cars  of  this  same  capacity. 

It  has  occurred  to  me  that  in  view  of  these  facts  and  the  possibility  of  other 
companies  building  cars  of  this  capacity,  it  would  be  well  for  the  Master  Car 
Builders*  Association,  as  early  as  possible,  to  settle  upon  a  design  for  an  axle  for 
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these  cars.  If  the  matter  is  left  open  for  another  year,  it  is  quite  possible  that  other 
companies  will  design  axles  which  will  vary  somewhat,  smd  sufficient  possibly  to 
prevent  their  being  used  interchangeably. 

I  have,  therefore,  without  any  authority  from  the  Association,  taken  the  liberty 
of  designing  an  axle  for  a  100,000-pound  capacity  car,  and  would  respectfully  suggest 
to  the  Association  the  advisability  of  adopting  this  as  recommended  practice  at  the 
present  convention.  A  committee  should  then  be  appointed  to  make  a  report  upon 
it  at  the  convention  of  1899;  or  if  the  convention  sees  fit,  after  deciding  to  adopt  the 
axle  as  recommended  practice,  to  refer  the  question  to  the  Committee  on  Standards 
for  recommendation  for  adoption. 

In  designing  the  axle  for  a  car  of  100,000  pounds  capacity,  I  would  say  that  the 
method  outlined  in  the  report  of  the  Committee  on  Axle,  Journal  Box,  Bearing  and 
"Wedge  for  Cars  of  80,000  pounds  capacity,  made  to  the  convention  of  1896,  has 
been  followed.  It  will  be  remembered  that  this  report  contained  a  full  description 
of  the  method  to  be  followed  in  the  designing  of  car  axles,  smd  the  axle  for  cars  of 
80,000  pounds  capacity  was  simply  an  application  of  the  general  principles  involved, 
in  order  to  arrive  at  an  axle  for  cars  of  that  capacity. 

The  method  pursued,  therefore,  for  the  axle  of  cars  of  |00,ooo  pounds  capacity 
is  the  same  as  contained  in  the  report  of  the  committee  referred  to ;  and  since  it  is 
probable  that  the  recommendation  of  the  Committee  on  Standards  that  this  axle  be 
adopted  will  be  passed  by  the  convention,  it  would  apparently  indorse  the  method 
pursued  by  the  committee  reporting  in  1896. 

It  is,  therefore,  only  necessary  to  mention  the  assumed  data  for  the  axle  intended 
for  1 00,000- pound  capacity  cars,  in  order  that  the  convention  may  be  able  to  fully 
criticise  the  axle  submitted. 

This  data  is  as  follows : 

Weight  of  body  and  trucks 40,200  pounds 

Weight  of  lading 100,000      " 

20  per  cent  additional  lading 20,000      " 

Total 160,200  pounds 

Deduct  Weight  of  eight  33-inch  wheels 5,000  pounds 

Weight  of  four  axles 3,200       ** 

Total 8,200     " 

Total  weight  on  four  axles 1 52,000     " 

Static  load  on  one  axle 38,000     " 

In  order  to  find  the  point  at  which  the  load  must  be  considered  as  acting  on  the 
journals,  it  is  first  necessary  to  consider  the  dimensions  of  the  latter. 

The  Master  Car  Builders'  axle  for  40,000-pound  cars  is  7  inches  long;  for 
60,000-pound  cars  8  inches  long ;  for  80,000-pound  cars  9  inches  long.  It  might, 
therefore,  be  assumed  that  for  cars  of  100,000  pounds  capacity  the  journal  should  be 
10  inches  long. 

We  can  suppose  for  the  purpose  of  maximum  conditions  of  wear,  that  the  collar 
of  journal  should  be  worn  ofT  y^  inch  in  thickness  from  contact  with  the  bearing,  and 
the  bearing  worn  off  }(  inch  on  the  end  next  to  the  collar.  The  journal  would  then 
be  10^  inches  long  and  the  bearing  surface  on  the  journal  bearing  would  be  %% 
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inches  long.     This  would  throw  the  center  of  besuing  surface  i^  inches  outside  of 
the  normal  center  line  of  journal. 

Referring  to  Fig.  6,  page  167  of  the  Proceedings  of  1896,  the  lever  arm  T  would 
be,  therefore,  equal  to  6^  inches ;  and  assuming  this  lever  arm  }4  inch  greater  on 
account  of  the  dust  guard  seat  being  reduced  )4  ^^<^^  '^^  length,  it  would  make  the 
value  of  T  6j^  inches. 

By  subsututing  in  formula  12,  page  153,  and  calculating  the  moment  from  the 
above  dimensions,  we  Bnd  the  diameter  of  the  journal  to  be  4. 98  inches.  Taking 
the  nearest  eighth  of  an  inch  above  this  theoretical  diameter  would  make  the  journal 
5  inches ;   and  allowing  ^  inch  for  wear  would  make  ii  $J4  inches. 

Assuming  the  journal,  therefore,  to  be  5^  by  10  inches,  it  is  found  that,  so  far 
as  friction  and  lubrication  are  concerned,  we  have  the  following  data,  in  connection 
with  page  169  of  the  Proceedmgsof  1896: 

4>4^  by  8  inch  journal,  new ;  pressure  per  square  inch. . .  .449  i>ounds. 

*«  «♦  "         ♦<         "         "     469 

•'  **  "         •*         ♦•        «*     470 

•*      worn  to  limit  of  3^  inches 533 

"  •«     «      ««     **     4^      "     525 

it  it     u       «      II      t  **  ei5 

These  figures  would  indicate  to  my  mind  that  the  size  of  journal  from  the  stand- 
point of  friction  and  lubrication  is  all  that  need  be  desired. 

It  is  now  only  necessary  to  arrive  at  the  design  of  axle  between  wheels,  and 
assuming  the  point  of  concentration  of  load  as  the  same  as  that  selected  above  for 
^calculating  the  diameter  of  the  journal,  arid  applying  the  figures  for  weight  as  pre- 
viously assumed,  the  theoretical  diameters  of  the  vital  points  of  the  axle  between 
the  wheels  are  as  follows:    Wheel  scat,  $.70  inches;  center,  5.73  inches. 

Taking  the  nearest  eighth  of  an  inch  above  these  figures,  and  allowing  ^  inch 
on  wheel  seat  for  reduction  of  same,  we  have  for  diameter  of  wheel  seat  6^  inches, 
and  for  center  5J^  inches. 

The  nearest  eighth  of  an  inch  above  the  theoretical  diameter  at  center  given 
above,  would  actually  be  sH  inches;  but  by  making  the  center  of  the  axle  straight 
for  6  inches,  which  is  considered  desirable,  it  is  necessary  to  increase  this  diameter  in 
order  that  the  straight  portion  of  the  axle  at  the  center  may  not  intersect  the  tapered 
portion  at  a  point  which  would  give  a  diameter  less  for  that  particular  point  than  the 
theoretical  diameter. 

The  assumptions  for  fiber  stress  have  been  taken  at  22,000  pounds  per  square 
inch  for  that  portion  of  the  axle  between  the  wheels,  and  10,000  pounds  per  square 
inch  for  strength  of  journal ;  and  the  actual  fiber  stress  based  on  the  dimensions 
given  above  is  safely  within  these  limits. 

I  would  be  very  glad  if  you  would  present  this  matter  at  the  informal  discussion, 
and  also  after  the  discussion  request  the  Association  to  consider  the  matter  of  adopt- 
ing the  axle  as  recommended  practice. 

Second — In  regard  to  the  revision  of  design  of  axle  for  60,000-pound  capac- 
ity cars,  it  will  be  noted  on  page  183  of  the  Proceedings  of  1896,  that  the  Master 
Car  Builders'  axle  with  4>^  by  8  inch  journals  has  a  fiber  stress  at  the  hub,  when 
reduced  i^  inch  in  diameter,  of  24,030  pounds;  at  the  Center  of  22,452  pounds; 
and  it  was  with  the  idea  of  making  this  axle  somewhat  larger  at  the  hub  and  slightly 
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larger  at  the  center  that  we  suggested  that  the  present  design  be  revised.  This 
would  not  involve  any  changes  affecting  the  interchangeaHlity  of  these  axles  in  freight 
cars.  Yours  respectfully,  *  E.  D.  Nelson,  Chairman, 

Mr.  Charpiot  :  I  would  like  to  inquire,  if  there  is  going  to  be  a 
committee  appointed  to  revise  the  outline  of  the  axle,  whether  it 
would  not  be  well  for  that  committee  to  consider  the  features  of  the 
collarless  axle.  We  have  got  a  large  number  of  collarless  axles,  and  as 
a  matter  of  fact  there  is  not  more  than  possibly  twenty-five  per  cent  of 
even  the  members  of  the  Association  who  follow  out  in  every  respect 
the  standards  of  the  Master  Car  Builders.  They  vary  either  in  wedge 
or  in  brass  or  in  something  or  other,  and  it  might  be  well  for  the  com- 
mittee to  go  through  a  process  of  investigation  that  would  cover  all 
brasses  and  particularly  the  one  covering  the  collarless  axle,  which  we 
consider  has  features  which  are  well  worthy  of  the  thought  and  the 
consideration  of  the  Association. 

The  President  :  I  would  say  that  that  matter  is  in  the  hands  of 
the  Committee  on  Subjects,  which  has  not  reported  as  yet,  so  that  we 
cannot  say  what  their  report  will  be. 

If  there  is  no  further  discussion,  we  will  proceed  to  No.  9  : 

*  *  Owing  to  the  fact  that  within  a  comparatively  short  time  all  of 
the  freight  cars  in  the  country  will  be  equipped  with  Master  Car 
Builders*  couplers,  should  not  the  present  limits  for  height  of  draw- 
bars be  modified  ?  " 

Discussion  to  be  opened  by  Mr.  Schroyer. 

Mr.  Schroyer  read  the  following  discussion  : 

Where  cars  that  are  equipped  with  both  automate  and  link-and  pin  bars  must 
be  coupled  together  the  element  of  danger  is  increased  in  proportion  to  the  variation 
in  height  of  draft  lines,  due  to  the  limited  space  in  the  opening  of  the  knuckle 
face.  These  conditions  are  changed  when  there  is  no  longer  any  necessity  to  go 
between  the  cars  to  use  the  links.  I  am  of  the  opinion  that  the  limit  of  three  inches- 
now  allowed  by  law  may  safely  be  increased  without  in  any  way  increasing  the  ele- 
ment of  danger  to  life  or  limb  in  handling  the  cars.  This  being  so,  the  questions 
involved,  aside  from  the  legal  ones,  are  of  a  mechanical  nature,  and  the  handling  of 
the  cars  safely  in  the  movement  of  trains. 

I  believe  you  are  all  familiar  with  the  troubles,  delays  and  expense  now  occa- 
sioned in  maintaining  the  heights  required.  This  is  due  to  the  amount  of  wear  the 
wheels,  journals  and  brasses  are  subject  to.  The  additional  lowering  due  to  set  of 
springs,  both  permanent  and  under  the  load,  the  shrinkage  of  sills  and  draft  timbers, 
the  loosening  of  bolts  and  nuts,  the  bending  of  carrier  irons,  the  manner  of  trimming 
load,  etc.,  all  affect  the  draft  line  to  such  an  extent  as  to  lower  it  below  the  min- 
imum limit  of  cars  built  to  34^  inches,  thus  necessitating  their  raising  within  a  very 
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short  time.  This  in  many  cases  must  be  done  in  a  makeshift  manner,  unless  con- 
struction is  such  as  to  enable  change  to  be  made  without  blocking. 

Natural  wear  of  parts,  shrinkage  of  timbers,  set  of  springs  is  so  great  that  cars  in- 
service  two  or  three  years  require  raising. 

The  face  of  the  knuckle  will  average  in  width  about  9  inches.  When  two  cars 
are  coupled  together,  one  of  which  is  the  minimum  height  under  the  load,  the  other 
the  maximum  height  empty,  there  still  remains  6  inches  of  contact  between  the 
kDUckles.  The  variation  in  the  minimum  and  maximum  height  of  draft  lines  may 
safely  be  increased  from  3  to  4^  inches,  when  we  yet  have  remaining  4)4  inches- 
contact,  when  a  car  of  minimum  height  is  coupled  to  one  of  the  maximum.  I  think 
that  this  will  be  ample  for  all  purposes  in  the  safe  handling  of  trains. 

Inasmuch  as  it  is  not  necessary  for  brakemen  to  go  between  the  cars  in  coupling, 
there  is  no  element  of  danger  in  the  switching  yards.  All  of  the  railroads  are  doing 
their  utmost  to  keep  the  draft  lines  within  the  limits  required  by  law,  and  yet  statis- 
tics show  that  many  cars  in  service  today  vary  much  from  the  requirements,  due 
•  largely  to  the  conditions  mentioned  above,  and  multiplied  by  the  manner  of  loading 
and  the  condition  of  tracks.  I  know  of  no  trouble  being  occasioned  by  variations  of 
4}^  inches,  and  believe  that  automatic  bars  as  constructed  today  will  p>ermit  of  a  safe 
variation  of  the  amount  mentioned  above  when  all  cars  in  service  are  so  equipped. 

Mr.  Schroyer  :  I  have  not  said  anything  in  this  written  discus- 
sion as  regards  the  present  heights  of  drawbars  or  the  percentage  of 
drawbars  the  lines  of  which  are  above  the  maximum  limit,  or  those 
which  are  below  the  minimum.  Statistics  show  that  a  very  large 
proportion  of  the  cars  in  service  that  do  exceed  the  limits  are  above 
them  rather  than  below  them,  and  I  think  this  is  due  to  the  fact 
that  in  raising  the  cars  they  had  to  be  raised  in  certain  ways  to  avoid 
blocking.  I  know  on  the  North- Western  line  it  was  a  general  prac- 
tice that  we  turned  our  diamond  irons  upside  down  from  what  the 
cars  were  built  originally,  and  in  doing  that  it  raised  our  cars  a  little 
higher  than  we  desired  to  have  them.  But  there  was  no  way  to 
avoid  that  without  great  expense  in  making  the  change.  But  those 
cars  which  did  exceed  the  height  are  today  below  the  maximum 
height,  and  I  think  that  the  large  number  of  cars  that  are  above 
that  height  today  is  due  to  changes  that  have  been  made  in  that 
same  manner.  I  know  also  as  regards  this  matter,  we  have  met  this 
difl&culty  in  getting  cars  just  to  the  proper  height  we  desired.  We 
furnished  drawings  to  one  manufacturing  concern,  and  when  the  cars 
were  completed  the  draft  line  was  just  right,  34^  inches.  We  fur- 
nished the  same  drawings  to  another  company,  and  when  the  cars 
were  completed  the  draft  line  was  from  J^  to  J^  of  an  inch  above 
what  it. was  on  the  former  lot.  We  investigated  to  find  out  what 
was  the  matter,  and  we  found  an  eighth  here  and  a  sixteenth  there 
and  a  quarter  in  some  other  place.     They  are  small  amounts  which 
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are  difficult  to  overcome  in  the  construction  of  a  car.  In  view  of 
the  fact  that  the  time  is  nearly  here  when  these  changes  will  all 
be  effected,  I  think  that  something  should  be  done  by  this  Associa- 
tion in  the  direction  of  having  the  limit  of  draft  line  increased  from 
3  inches  to  about  4)^  inches.  It  might  possibly  be  found  that  this 
could  be  still  further  increased,  but  I  think  that  would  be  probably 
a  safe  increase. 

Mr.  Rhodes  :  This  is  a  matter  which  I  believe  we  ought  to  pro- 
ceed with  very  cautiously  and  very  carefully.  It  is  a  matter  which  I 
am  very  glad  has  come  up  for  discussion,  and  I  think  we  can  spend 
a  little  time  discussing  it.  In  the  first  place,  when  these  limits  were 
recommended,  I  belieye  that  every  railroad  in  recommending  to  its 
management,  endeavored  to  get  those  limits  as  wide  apart  as  they 
safely  could  —  I  know  that  for  our  road  we  did.  We  wanted,  if 
possible,  to  get  a  variation  of  5  inches.  We  found  that  would  be 
quite  unsafe.  We  wanted  to  get  a  variation,  then,  of  4  inches.  We 
found  that  would  not  do.  We  wanted,  then,  to  try  and  get  a  vari- 
ation of  3^  inches,  and  we  found  that  would  not  do.  Finally,  our 
data  showed  that  3  inches  was  at  the  present  time  the  only  safe 
limit  that  we  could  give  it.  The  reason  for  this  answer  is  that  if 
a  greater  variation  than  3  inches  is  allowed,  you  will  find  conditions 
where  you  will  only  have  two  of  the  lugs  of  the  knuckle  engaging 
together,  and  we  all  know  that  is  not  safe.  From  the  data  given  by 
the  last  speaker  it  might  appear  that  the  two  lugs  would  be  coupled 
together.  But  I  think  if  you  will  measure  the  knuckles  that  are  in 
service,  many  of  them,  you  will  find  that  it  will  not  permit  of  that, 
and  that  3  inches  is  the  widest  variation  that  we  can  have  safely 
now  until  the  links  and  pins  are  done  away  with  entirely,  and  we 
fill  up  the  knuckle  solid.     Then  we  can  have  greater  variation. 

I  would  like  to  say  something  on  this  question  of  why  there  is  so 
much  variation  and  why  these  statistics  show  that  the  cars  are  so  far 
from  conforming  to  what  we  are  trying  to  do,  and  to  bring  that  about 
I  would  like  to  read  a  paragraph  from  a  paper,  which  I  find  in  the 
Daily  Railway  Age  of  June  15.  The  paper  was  written  by  a  gen- 
tleman for  whom  we  all  have  the  greatest  respect,  but  the  statement — 
while  I  will  not  say  it  is  misleading  —  I  do  not  believe  that  the  situa- 
tion from  which  these  conclusions  have  been  drawn  has  been  gone 
into  quite  fully.    This  paragraph  is  as  follows : 

The  suggestion  made  by  some  Master  Car  Builders  that  the  mesui  height,  or  an 
average  height  between  the  two  ends  of  a  car,  shall  be  taken  as  the  standard,  would 
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BOt  at  all  obviate  the  difficulties  now  presented ;  on  the  contrary,  the  tendency  would 
be  to  increase  both  the  embarrassments  and  danger.  It  cannot  be  conceived  what 
practical  value  a  standard  would  be  which  alloWled  the  average  of  both  ends  of  the 
car  to  be  taken  as  substantial  compliance.  Certainly,  the  law  had  a  principal  object 
in  view,  namely,  that  when  drawbars  came  together  their  contact  shall  be  full  and 
complete.  This  is  not  accomplished  by  increasing  the  range  of  variation,  but  rather 
by  an  opposite  policy.  The  application  of  an  average  would,  in  some  instances,  per- 
mit an  extension  of  the  maximum  and  minimum  limits  of  opposite  drawbars  whose 
variations  might  so  far  compensate  each  other  as  to  bring  both  within  the  standard 
limits,  when  neither  was  in  reality  in  compliance  with  the  law.  For  instance,  a  car 
with  one  drawbar  at  31  and  the  other  at  36  inches  would,  if  the  average  of  the  two 
ends  were  taken,  be  well  within  the  legal  requirements^  yet  neither  drawbar  would 
be  at  standard,  and  if  of  two  cars  like  this  the  low  drawbar  of  one  should  be  pre- 
sented to  the  high  drawbar  of  the  other  there  would  be  danger  in  the  service  both  to 
men  and  stock.  It  will  be  as  well  to  dismiss  the  idea  of  averages  and  continue  the 
practice  of  making  each  individual  drawbar  comply  with  the  legal  requirements.  By 
this  road  only  lies  reason  and  safety. 

Now,  under  some  conditions  I  agree  entirely  with  that  article,  but 
under  other  conditions  I  do  not  agree  with  it  at  all.  I  asked  our 
worthy  Treasurer  some  time  ago  what  his  practice  was  when  he  com- 
menced to  put  his  cars  to  the  proper  height.  He  said  :  **  The  first 
thing  I  did  was  to  take  my  shop  track  and  see  that  it  was  properly 
leveled  and  straightened.  Then  I  took  a  portion  of  my  repair  yard 
and  saw  that  the  track  was  properly  surfaced  and  leveled,  and  I  deter- 
mined the  height  of  cars  on  those  leveled  and  surfaced  tracks."  I 
asked  him  :  "  When  these  cars  that  you  turned  out  34 J^  inches  went 
through  your  yards  and  out  on  the  road,  how  much  would  they  vary 
owing  to  different  conditions  of  the  track?*'  He  said:  *'They 
would  vary  all  the  way  up  as  high  as  an  inch  and  a  half. '  *  That  cor- 
responds with  some  practical  tests  which  we  made  on  our  line  and 
which  have  been  voiced  in  some  of  the  clubs.  Now,  if  we  take  a  car 
turned  out  of  the  shop  with  both  ends  measuring  34^  inghes  —  and 
we  assume  not  an  inch  and  a  half  variation  but  an  inch  variation  —  in 
some  of  the  yards  we  will  get  on  one  end  35  J^  inches  and  we  will  get 
on  the  other  end  33  J^  inches ;  the  total  is  69.  If  you  take  the  aver- 
age of  that  you  will  get  the  34^^  inches,  which  is  the  height  at  which 
you  turn  the  car  out  of  the  shop  on  a  properly  leveled  track.  Now, 
the  Master  Car  Builders  who  advocate  the  average  height  as  being  a 
more  accurate  representative  of  the  actual  height  of  a  car  mean  that 
when  the  measurement  is  taken  on  the  average  track  —  not,  of  course, 
when  there  is  some  abnormal  condition  of  the  truck  or  when  it  has 
been  clearly  shown  that  the  car  measures  improperly  on  a  properly 
15 


Digitized  by 


Google 


226 

surfaced  track.  I  make  this  explanation  in  behalf  of  those  who  speak 
about  averages — they  only  speak  about  the  average  height  as  being 
correct  when  both  ends  of  the  car  are  measured  on  average  track, 
with  nothing  abnormal  about  either  truck. 

Mr.  Morris  :  I  noticed  that  the  President  referred  to  this  subject, 
and  I  move  you  that  the  suggestions  of  the  President  on  this  subject  be 
referred  to  the  Executive  Committee  with  instructions  to  confer  with 
the  Interstate  Commerce  Commission  on  this  matter,  and  report. 

The  motion  was  seconded  by  Mr.  Johnson,  and  carried. 

The  President  :  If  there  is  no  further  discussion  on  this  subject 
we  will  pass  to  the  next,  which  is  No.  lo: 

*'  The  best  form  of  support  for  coal  car  doors  to  overcome  the 
difficulties  in  winter  by  coal  freezing  in  the  cars, " 

Is  there  any  discussion  on  this  subject  ?  If  not,  we  will  proceed 
to  the  next,  which  is  No.  ii: 

*'  The  best  method  of  securing  running  boards  to  car  roofs,  and 
the  proper  place  for  ladders  on  freight  cars  ;  on  the  side  or  on  the 
end:' 

Discussion  to  be  opened  by  Mr.  Mitchell. 

Mr.  Mitchell  :  Gentlemen,  we  all  recognize  the  fact  that  the 
running  board  is  one  of  the  most  important  parts  of  a  freight  car, 
and  the  running  board  should  be  kept  in  good  condition  so  as  to  avoid 
danger  to  our  trainmen.  In  considering  the  subject  I  believe  that 
the  following  requirements  are  necessary  for  good  running  boards, 
namely : 

1.  Smooth  or  level  surface. 

2.  Properly  and  securely  fastened  to  the  car. 

3.  Freedom  from  nails,  screws  or  ends  of  board  projecting  above 
the  surface  of  the  running  board,  which  might  trip  the  men  running 
over  the  car. 

4.  A  running  board  which  will  keep  in  good  repair  between 
iisual  shoppings. 

We  used  to  have  a  great  deal  of  trouble  with  running  boards 
getting  in  bad  condition,  so  much  so  that  several  of  our  Superin- 
tendents called  our  attention  to  the  matter  and  wanted  to  know  if 
something  could  not  be  done  to  give  us  good  and  reliable  running 
boards  at  all  times.     So   investigations  were  made,  and  one  of  our 
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men  at  Buffalo,  Mr.  Gunn,  did  get  up  a  running  board,  which  we 
introduced  in  1 894  and  have  put  on  every  car  that  has  been  through 
the  shop  for  general  repairs  since  that  time  where  we  could  do  so, 
and  I  present  herewith  a  model  of  that  running  board,  which  you 
see  on  the  side.  We  fasten  in  the  running  board  two  malleable 
iron  leveling  strips  with  stud  bolts,  sinking  the  heads  into  the  wood 
the  full  depth  and  then  screwing  on  the  nut  and  riveting  over  the 
nut.  We  then  fasten  it  by  bolts  through  the  carlins  of  the  car. 
As  a  matter  of  protection,  so  that  our  road  can  use  the  device,  we 
asked  the  party  who  got  it  up  to  patent  it,  and  we  paid  the  cost 
of  the  patent.  It  is  only  a  small  item,  but  it  is  a  protection  to 
the  Erie  Railroad  Company.  The  bracket  is  in  the  hands  of  the 
Dayton  Malleable  Iron  Company.  They  sell  it  at  the  usual  price 
of  malleable  iron.  So  that  the  patent  does  not  amount  to  anything 
except  for  the  protection  of  the  road  using  it.  I  have  also  blue 
prints,  which  I  will  submit,  of  this  running  board. 

As  to  the  question  of  ladders,  in  my  judgment  the  ladder  should 
be  so  located  as  to  afford  the  trainmen  the  greatest  protection  from 
injury.  Many  roads  have  narrow  rights  of  way  —  limited  space 
between  yard  tracks  or  yard  and  main  tracks ;  moreover,  signal  posts 
between  the  main  tracks,  or  close  to  tracks,  which  would  catch  a  man 
on  a  side  ladder,  whereas  an  end  ladder  would  render  ample  protec- 
tion. Modern  cars  are  built  with  strong  buffing  timbers  which  afford 
ample  protection  except  in  cases  of  collision  or  improper  handling  of 
the  train  by  the  engineer,  whereas  many  trainmen  are  killed  annually 
by  the  outside  ladder.  Hon.  Frank  M,  Baker,  who  was  here  yesterday 
and  the  day  before,  the  State  Railroad  Commissioner  of  New  York, 
said  that  during  last  year  there  were  eight  cases  of  trainmen  being 
injured  from  standing  on  outside  ladders,  and  the  Commission  of  New 
York  State  recommend  the  end  ladder. 

Mr.  Rhodes  :  I  would  like  to  ask  Mr.  Mitchell  whether  the  Com- 
mission in  making  that  recommendation  advised  the  end  ladder  regard- 
less of  whether  the  car  has  an  end  platform  or  not  ? 

Mr.  Mitchell:  In  answer  to  Mr.  Rhodes  I  will  state  that  in 
talking  with  Mr.  Baker  on  the  subject,  that  if  the  ladder  is  on  the 
side  there  is  always  a  step  on  the  end,  he  urged  the  necessity  of 
making  a  foot-guard  on  the  end  step,  so  that  the  brakeman  in 
springing  on  to  the  end  step  would  not  have  his  foot  slip  off,  and 
even  if  the  ladder  was  on  the  outside  on  the  end  of  the  car  and 
platforms  or   deadblocks    or  buffing   timbers,  he    said   that   in   his 
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opinion  the  man  was  safer  at  that   point  than  he  would  be  on  the 
side,  and  their  recommendation  would  be  end  ladders  in  all  cases. 

Mr.  Schroyer  :  Among  our  trainmen  it  is  the  opinion  that  the 
side  ladder  is  safer  than  the  end  ladder,  for  the  reason  that  from 
the  side  ladder  they  can  see  any  obstruction  that  there  may  be  on 
the  track.  Where  an  end  ladder  is  used  on  ft  car  thalt  does  not 
have  the  projecting  end  sill,  there  must  of  necessity  be  a  ladder 
and  a  step  put  on  the  side  of  the  car  to  enable  them  to  swing 
around  on  the  side  of  the  car  and  get  off.  The  element  of  danger 
in  a  ladder  on  the  end  of  a  car  is  that  in  the  ftct  of  swinging  from 
the  end  to  the  side  to  alight  from  the  car,  or  to  get  from  the 
ground  on  top  of  the  car,  if  there  is  an  obstruction  on  the  track 
and  they  are  climbing  down  the  end  they  cannot  see  that  obstruc- 
tion at  all,  and  their  position  is  such  that  they  will  swing  around 
the  side  of  the  car  and  cannot  see  anything  they  come  in  contact  with 
until  they  are  right  there.  For  that  reason  our  men  consider  the  side 
ladder  safer  than  the  end  ladder.  Those  conditions  are  changed, 
however,  where  there  is  a  projecting  end  sill  on  the  car,  for  the  reason 
that  there  is  a  platform  there  on  which  the  men  can  stand  and  look 
around  and  see  if  there  is  an  obstruction  on  the  line. 

We  make  our  center  running  boiard  6  inches  wide  and  2}{  inches 
thick,  and  shape  it  over  the  roof  of  the  car ;  make  it  stiff  and  strong, 
holding  it  there  by  4j4  screws,  put  in  quite  numerously.  The  side 
boards  are  inch  and  a  quarter  thick,  and  they  do  very  nicely. 

The  President  :  Is  there  any  further  discussion  on  this  subject  ? 
If  not,  we  will  proceed  to  the  next.  No.  1 2 : 

**  TJte  durability  of  paint  applied  to  freight  cars  by  compressed  air 
as  compared  with  paint  applied  by  the  brush,  *' 

Discussion  to  be  opened  by  Mr.  F,  W.  Brazier. 

Mr.  Brazier  read  the  following  discussion  : 

Mr.  President  and  Members  of  the  Master  Car  Builders'  Association^ — The 
topic  assigned  to  me  to  speak  on,  <*  The  durability  of  paint  applied  to  freight  cars  by 
compressed  air,  as  compared  with  paint  applied  by  the  brush,"  is  a  question  which 
our  company  has  taken  great  interest  in.  We  are  at  present  repainting  about  four 
hundred  cars  per  week  with  compressed  air.  We  are  positive  that  we  are  getting 
better  results,  a  saving  in  labor,  and  our  cars  are  painted  more  thorough  than  with  a 
brush.  We  have  cars  that  have  been  painted  about  two  years,  and  in  order  to  get 
reliable  information  for  the  benefit  of  this  Association,  I  sent  out  inquiry  letters  all 
over  our  system  to  have  our  foreman  painters  inspect  any  and  all  cars  that  they  could 
find  that  were  painted  with  air.     I  might  mention  the  fact  that  we  found  most  of  the 
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old-school  painters  opposed  to  the  air  system  when  we  inaugurated  it.     From  one  of 
our  Southern  States  our  painter  reports  as  follows : 

"VicKSBURG,  Miss. 

"  In  reply  to  your  letter  as  to  the  durability  of  paint  applied  by  compressed  air 
and  the  old  method  by  brush,  I  would  state  that  after  making  close  observation  of 
several  cars  done  by  air  and  by  bnish,  I  find  but  very  little  difference  in  them,  and 
if  any,  it  is  in  favor  of  cars  done  with  air. 

(Signed)  "J.  Glass,  Foreman  Painter." 

**  Water  Valley,  Miss. 

"  In  answer  to  your  letter  I  would  say  that  I  have  given  the  subject  considerable 
attention,  and  have  compared  cars  painted  by  air  and  the  brush,  and  finished  at  the 
same  time,  and  must  say  that  cars  painted  by  air  looked  equally  as  well,  and  show 
no  more  signs  of  giving  way  than  those  done  by  brush  ;  therefore,  think  air  best  on 
account  of  cheapness  in  applying.  I  must  confess  that  I  had  no  faith  in  it  at  first, 
as  I  had  always  been  taught  that  it  was  necessary  to  brush '  paint  thoroughly  into 
wood  to  give  it  adherence,  but  am  now  convinced  that  air  is  best. 

(Signed)  "B.J.Robertson." 

Our  Master  Mechanic  at  Water  Valley  says  that  on  examination  of  cars  painted 
with  air  within  the  post  two  years,  **  1  find  the  surface  of  the  cars  in  better  condition 
than  cars  painted  with  brush.  The  reason  for  this  I  attribute  to  the  fact  that  the 
spraying  of  the  paint  with  air  fills  the  cracks  of  the  wood  and  between  joints  of  sid- 
ing better  than  the  brush  will  do,  as  men  are  apt  to  be  careless  with  the  brush  when 
painting,  and  overlook  joints  in  beading."  (Signed  by  the  M.  M.) 

"Paducah,  Ky. 

**  Repl3ring  to  your  inquiry  concerning  the  painting  of  car  equipment  with  air, 
am  of  the  opinion  that  the  process  is  one  of  much  value  in  the  expeditious  and  eco- 
nomical covering  of  that  class  of  equipment.  Better  results  may  possibly  be  had 
by  a  close  study  of  and  a  changing  of  the  apparatus  to  do  the  work  to  bring  about 
such  results,  but  not  to  any  great  extent.  To  my  mind  the  driving  of  a  pigment 
against  a  surface  of  lumber  by  air  pressure  is  an  advantage  in  the  fact  that  all  por- 
tions are  covered — beading,  slight  seams,  cracks  or  any  such  openings  due  to  the 
weave  of  a  car  in  normal  condition.  My  inspection  of  cars  painted  by  air  process 
has  led  me  to  believe  that  in  point  of  durability  the  hand  process  is  largely  dis- 
counted. (Signed)  "  W.  Hasman,  M.  M." 

The  -following  letter  from  our  painter  in  Chicago  shows  his  opinion,  and  inspec- 
tion of  cars  in  the  West : 

'*  Repljring  to  your  request  for  my  opinion  of  the  wearing  qualities  of  paints 
applied  by  air,  beg  to  say  that  at  first  I  was  like  a  great  many  others,  somewhat 
skeptical  as  to  the  wearing  qualities  of  paint  applied  by  air.  Why  I  should  have 
been  so  I  cannot  say.  After  inspecting  work  that  had  been  painted  six  months  I  felt 
pretty  well  satisfied  that  we  need  have  no  fear  from  the  results  from  this  method  of 
painting,  and  now  after  inspecting  work  that  has  been  out  nearly  two  years,  I  feel 
perfectly  satisfied  that  work  done  by  compressed  air  surely  will  wear  as  well,  if  not 
better  than  brush  work.  There  is  one  particular  advantage  that  paint  applied  by  air 
has  over  brush  work,  and  that  is  that  it  reaches  every  possible  opening,  being  driven 
into  the  open  grain  of  the  wood  farther,  into  all  cracks,  beads,  and  many  places 
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where  it  is  impossible  to  get  with  the  brush,  thereby  more  effectually  sealing  the 
wood,  iron,  or  whatever  you  may  be  painting,  to  all  exposure.  Air-applied  paint  in 
time  becomes  very  hard,  and  although  it  becomes  hard  it  does  not  get  brittle,  but 
seems  to  retain  its  life,  and  does  not  seem  to  chalk  and  perish  like  ordinary  brush- 
applied  oil  paint. 

"  In  conclusion  I  wish  to  state  that  I  have  personally  inspected  hundreds  of  cars 
done  by  compressed  air,  and  I  feel  safe  in  saying  that  we  get  far  better  results  from 
air  as  far  as  wearing  qualities  are  concerned.  I  think  that  air  is  desirable  from  the 
fact  that  we  get  our  cars  painted  with  a  great  saving  in  labor. 

(Signed)  **  H.  G.  MacM asters,  Foreman  Painter." 

Mr.  Brazier  :  I  went  at  this  very  carefully,  because  I  never  like 
to  give  out  anything  that  I  do  or  have  done  under  me,  that  is  not 
reliable.  You  all  know  that  the  Illinois  Central  are  using  compressed 
air,  more  than  any  other  road  around  Chicago.  I  feel  confident  that 
our  work  would  stand  inspection.  I  took  this  up  in  the  Southern 
States  and  in  the  Western  States,  so  that  we  would  get  the  different 
opinions,  I  omitted  to  say  that  I  have  the  figures  with  me,  which 
were  not  called  for  —  the  cost  of  painting  a  box  car  with  two  coats 
costs  us  just  |3  a  car  for  a  33-foot  car. 

Mr.  Simons  :  We  have  been  painting  cars  for  over  two  years  and 
we  are  very  much  pleased  with  the  results  obtained.  A  few  days 
before  leaving  home  I  had  my  attention  called  to  a  car  which  was 
painted  two  years  ago  last  March,  and  the  paint  was  in  an  exceptional 
condition.  We  find  that  in  cars  thus  painted  the  paint  fills  up  all 
abrasions  and  cracks,  as  Mr.  Brazier  has  already  said.  Our  experi- 
ence has  been  just  about  the  same  as  his.  We  use  probably  a  little 
different  type  of  machine  for  doing  this  work  from  what  a  great 
many  others  use,  and  I  have  figures  with  me  showing  the  double 
action  of  our  device.  We  show  it  as  painting  a  box  car  and  at  the 
same  time  throwing  paint  up  on  the  ventilator  of  the  roundhouse. 
This  is  done  from  one  reservoir.  I  will  pass  it  around  among  the 
members. 

A  Member:  I  would  like  to  know  if  it  is  found  satisfactory  to  use 
this  paint  sprayer  in  the  shop. 

Mr.  Simons  :  No,  sir ;  we  have  not  found  it  satisfactory  to  use  it 
inside.     We  do  all  our  work  outside. 

Mr.  Brazier  :  I  did  not  quite  catch  what  the  last  gentleman  said, 
but  I  waiit  to  say  that  we  are  painting  our  passenger  trucks  in  our  shop 
with  enamel  paint.  I  understood  him  to  say  that  it  could  not  be  used 
inside.     Our  woodwork  is  done  out  of  doors. 
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Mr.  Schroyer  :  We  have  a  painting  machine.  If  you  are  talk^ 
ing  about  your  machines  I  will  talk  about  mine.  We  have  got  one 
that  will  throw  the  paint  on  the  side  of  the  car  and  under  the  car 
and  over  the  car  and  around  both  ends  at  the  same  time.  [Laughter.] 

The  President  :  I  think  No.  14  has  been  disposed  of.  We  will 
proceed  to  No.  15  : 

*'  TJu  best  practice  for  the  proper  maintenance  of  triple  valves,  ^^ 

Mr.  Rhodes  :  Mr.  Chairman,  I  will  be  very  brief  on  this  subject. 
It  will  take  me  only  a  couple  of  minutes  to  say  what  I  wish  to  say. 
Section  2 1  of  Rule  3  requires  that  triple  valves  and  cylinders  shall 
be  cleaned  and  oiled  within  twelve  months,  and  I  believe  experience 
has  shown  that  it  is  not  safe  to  go  much  longer  than  that.  With  the 
idea  of  endeavoring  to  conform  to  the  wishes  of  some  of  our  Western 
friends  that  triples  be  cleaned  within  this  time,  we  started  to  keep  a 
record.  We  found  that  we  had  16,800  cars  fitted  with  airbrakes, 
and  that  to  get  over  those  within  the  time  required  by  the  rules  we 
must  clean  at  least  1,400  triple  valves  and  cylinders  a  month.  We 
had  not  been  keeping  any  record  of  that  and  we  did  not  know  what 
we  were  doing.  As  soon  as  we  started  to  keep  a  record  we  found  that 
we  were  getting  over  our  triple  valves  within  about  two  and  a  half 
years.  But  as  soon  as  it  was  found  that  attention  was  called  to  it,^ 
then  triples  began  to  come  in  clean.  After  a  little  while  we  found 
that  the  work  was  not  very  satisfactory.  There  was  more  or  less 
trouble  with  it,  and  we  took  our  air  brake  instructor  away  from  his 
work  of  instructing  his  men  how  to  operate  the  brakes,  and  we  made 
it  his  work  to  instruct  the  repairers  and  cleaners  how  to  clean  and 
maintain  the  brakes,  and  the  revelations  that  we  discovered  were  sim- 
ply astounding.  I  would  not  like  to  tell  you  of  the  condition  that 
we  found  things  in.  Now,  in  place  of  telling  you  how  to  properly 
maintain  triples,  I  am  going  to  content  myself  by  saying  when  you 
need  to  do  it,  do  not  do  it  as  we  did.  Start  out  with  your  air  brake 
instructor  and  have  him  instruct  the  men  how  to  take  care  of  and 
maintain  and  clean  the  triples,  and  then  keep  your  record. 

The  President  :  Is  there  any  further  discussion  on  this  subject  ? 
If  not,  the  Secretary  will  make  some  announcements. 

Mr.  Cloud  :  The  President  has  named  Messrs.  Waughop,  Leeds 
and  Van  Alstine  as  a  committee  to  prepare  a  memorial  of  Mr.  F.  J» 
Ferry. 

Mr.  Baker,  of  the  New  York  State  Railroad  Commission,  has  been 
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proposed  as  an  associate  member;  approved  by  Mr.  Buchanan,  Mr. 
Schroyer,  Mr.  Bronner  and  Mr.  Chamberlain,  to  be  voted  on  next 
year. 

The  President  :  The  next  report  is  that  of  the  Committee  on 
Subjects  for  1899. 

Mr.  Humphrey  :  Mr.  Chairman,  in  the  absence  of  the  chairman 
of  this  committee,  Mr.  Nelson,  I  beg  to  submit  the  following : 

Saratoga  Springs,  N.  Y.,  June  17,  1898. 

Mr.  Chairman, —  Your  committee  appointed  to  report  cubjects  for  the  1899 
convention  begs  leave  to  submit  the  following  list  of  subjects: 

First :   Standard  specifications  for  lumber  in  freight  car  construction. 

Second :   Best  design  of  freight  car  door  fasteners. 

Third :  Standard  application  of  air  brake  appliances,  with  a  view  of  reducing 
the  number  of  couplings  in  pipes. 

Fourth :   Best  method  of  applying  running  boards  and  ladders  to  freight  cars. 

Fifth :  Committee  to  report  on  the  advisability  of  allowing  a  differential  or  fixing 
prices  for  repairs  done  on  work  west  of  the  105th  meridian. 

Sixth :  Perfection  of  top  hinged  oil  box  lids,  so  as  to  more  completely  exchide 
dust  from  journal  boxes. 

Seventh :  To  reconmiend  standard  journal  boxes  3^  by  7  inches  and  4}^  by  8 
inches  adapted  to  use  with  the  pedestal  t3rpe  of  freight  car  truck. 

Eighth :  To  define  length  and  spread  of  guard  arm,  and  to  consider  the  derising 
of  a  safety  limit  gauge  for  determining  when  M.  C.  B.  couplers  and  knuckles  are 
worn  beyond  a  limit  of  safety. 

Ninth :  To  revise  the  recommended  practice  of  loading  poles,  logs,  bark  and 
•other  structural  material  on  cars. 

Tenth:   To  report  specifications  for  M.  C.   B.  couplers. 

A.  L.  Humphrey, 
W.  McWooD, 

Mr.  Waitt  :  I  move  that  the  report  be  received  and  referred  to 
the  Executive  Committee. 

The  motion  was  carried. 

Mr.  Rhodes  :  Mr.  President,  I  have  a  recommendation  for  asso- 
ciate membership  : 

We  do  hereby  recommend  Mr.  Clement  F.  Street  for  an  associate  member  of 
the  Association. 

G.  W.  Rhodes. 
J.  S.  Lkntz. 
W.  S.  Morris. 

The  President  :  We  are  now  down  to  routine  and  miscellaneous 

business. 
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Mr.  Cloud  :  Under  this  head  comes  the  report  of  the  Committee 
on  Correspondence  and  Resolutions,  which  has  been  handed  to  me. 
It  is  as  follows : 

Mr.  Presidtnt  and  Gentlemen  : 

Your  committee  recommends  the  adoption  of  the  following  resolutions  in  recog- 
nition of  the  courtesy  and  hospitality  of  those  who  have  contributed  to  the  success 
and  pleasure  of  the  thirty-second  annual  convention  of  the  Master  Car  Builders' 
Association : 

Rtsolvtdy  That  the  sincere  thanks  of  the  Master  Car  Builders'  Association  be 
tendered  to  the  citizens  of  the  village  of  Saratoga  for  their  courteous  hospitality 
so  gracefully  proffered  by  their  president/ and  to  him,  Hon.  H.  P.  Knapp,  for  the 
kindly  sentiments  expressed  in  his  address  to  the  convention  at  its  opening ; 

To  Bishop  Newman,  for  his  devout  interposition  to  -Divine  Providence  in  behalf 
of  the  Association  and  its  labors ; 

To  Col.  Ashley  Cole,  Railroad  Conmiissioner  of  the  State  of  New  York,  for  his 
able  and  interesting  address  to  the  Association ; 

To  the  Delaware  &  Hudson  Railroad  Co.,  and  its  representatrve,  Mr.  R.  C. 
Blackall,  whose  uniform  courtesy  and  liberality  have  made  the  meetings  at  Saratoga 
so  pleasant ; 

To  other  railroad  companies,  to  Pullman's  Palace  Car  Co.,  and  Wagner's  Palace 
Car  Co.,  for  privileges  extended; 

To  the  Supply  Men's  Association  and  its  various  committees,  for  delightful 
entertainments  provided; 

To  the  Railway  Age,  for  its  continued  successful  efibrts  to  provide  the  conven- 
tion with  a  daily  summary  of  proceedings  and  interesting  news. 

By  the  committee.  Wm.  P.  Appleyard. 

John  Hickey. 
W.  W.  Atterbury. 

On  motion  of  Mr.  Waitt,  the  report  was  adopted. 

The  President  :  Has  anyone  anything  to  offer  under  the  head 
of  miscellaneous  business  ? 

Mr.  Brazier  :  I  for  one  would  like  to  have  a  vote  of  thanks 
extended  to  the  Arbitration  Committee  for  their  arduous  duties  during 
the  past  year,  and  the  faithfulness  with  which  they  have  attended  to 
their  duties.  I  do  not  think  many  of  the  members  are  aware  of  the 
hard  work  that  committee  has  to  do.  While  their  decbions  sometimes 
do  not  please  us  all,  they  are  honest  in  their  decisions.  I  would  make 
a  motion  that  we  extend  to  the  Arbitration  Committee  a  vote  of 
thanks  for  their  arduous  labors  in  the  past  year. 

Mr.  Cloud:  Would  you  not  include  the  approval  of  their 
decisions  ? 
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Mr.  Brazier  :  Yes,  I  accept  that. 

The  motion  was  carried. 

Mr.  Cloud  :  We  have  here  some  letters  in  regard  to  a  place  for 
holding  the  next  convention,  but  there  is  nothing  new  in  them. 
They  are  principally  from  Niagara  Falls  and  Old  Point  Comfort,  and 
one  from  Atlantic  City.  I  do  not  know  whether  you  care  to  hear 
these. 

The  President:  The  next  order  of  business  is  the  election  of 
officers. 

Mr.  Cloud  :  The  candidates  who  have  been  nominated  by  the 
regular  Nominating  Committee  are  the  only  nominations  thus  far 
received,  and  those  nominations  are  as  follows : 

For  President,  C.  A.  Schroyer. 

For  First  Vice-President,  John  T.  Chamberlain. 

For  Second  Vice-President,  J.  J.  Hennessey. 

For  Third  Vice-President,  W.  J.  Robertson. 

For  Executive  Committee,  E.  D.  Bronner,  J.  H.  McConnell, 
William  Apps. 

For  Treasurer,  G.  W.  Demarest. 

At  the  personal  request  of  Mr.  E.  D.  Bronner,  he  declined  the 
nomination  for  President. 

The  President:  Gentlemen,  you  have  heard  the  nominations. 

Mr.  Waitt  :  I  move  that  the  Secretary  be  instructed  to  cast  the 
ballot  of  the  Association  for  the  candidates  nominated. 

The  motion  was  carried. 

Mr.  Cloud  :  The  gentlemen  whose  names  have  been  read  are 
therefore  elected  to  the  respective  offices. 

There  were  calls  for  Mr.  Schroyer. 

Mr.  Schroyer  :  Gentlemen,  I  had  a  speech  prepared,  but  I  want 
to  say  to  you  in  all  candor  that  I  forget  what  it  is.  But  I  want  to 
make  my  bow  and  thank  you  heartily  and  to  say  that  there  is  no 
language  that  I  can  command  that  will  express  to  you  the  thanks  that 
I  bear  to  you  today  for  the  honor  you  have  dpne  me  in  electing  me 
to  the  position  of  President  of  your  Association,  and  I  know  that  if 
you  will  do  as  you  have  in  the  past  and  will  indulge  me  as  I  know  that 
I  shall  need  to  be  indulged,  I  am  in  hopes  that  with  the  efforts  which 
I  now  propose  to  put  forth  that  our  Association  will  do  as  well  in  the 
coming  year  as  it  has  done  in  the  past.     It  is  my  intention  and  desire 
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to  do  everything  that  is  in  my  power  to  promote  the  interests  of  the 
Master  Car  Builders'  Association.  I  thank  you  again  for  the  honor 
you  have  conferred  upon  me.  [Applause.]  If  there  is  no  objection 
on  the  part  of  any  of  the  officers,  I  would  suggest  that  the  Executive 
Commitee  meet  at  3  o'clock  this  afternoon  in  the  Secretary's  apart- 
ments in  the  hotel,  and  I  hope  that  all  the  members  of  the  Executive 
Committee  will  make  it  a  point  to  be  there  promptly  at  3. 

Mr.  Morris  :  As  Old  Point  Comfort  has  been  referred  to  as  a 
place  for  holding  the  next  meeting,  I  wish,  on  behalf  of  the  Chesa- 
peake &  Ohio  Railroad,  to  extend  a  hearty  invitation  to  this  Associa- 
tion.    [Applause.] 

The  President  :  I  have  instructed  the  Secretary  to  call  out  the 
names  of  the  Executive  Committee  as  it  is  now  constituted,  and  if 
they  are  not  all  present  I  wish  that  you  gentlemen  would  make  it  a 
point  to  advise  them  of  the  meeting  at  3  o'clock  this  afternoon. 

Mr.  Cloud  :  The  Executive  Committee  will  consist,  besides  the 
President,  of  Messrs.  Chamberlain,  Hennessey,  Robertson,  Bronner, 
McConnell,  Apps,  Demarest,^  Morris,  Higgins  and  Mendenhall. 

Mr.  West  :  Before  adjourning,  I  move  that  a  vote  of  thanks  be 
extended  to  the  retiring  officers. 

The  motion  was  carried. 

On  motion  of  Mr.  Waitt,  the  convention  adjourned. 
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REPORT  OF  THE  ARBITRATION   COMMITTEE 

ON 

CASES   ARBITRATED    SINCE    THE    LAST   CONVENTION   AND   PRO- 
POSED  AMENDMENTS  TO  THE  RULES  OF  INTERCHANGE. 

To  the  President  and  Members  of  the  Master  Car  Builders'  Association  : 

Since  the  last  report  to  the  Association  the  Arbitration  Committee  has  considered 
cases  from  No.  453  to  No.  519,  inclnsive,  and  it  submits  herewith  copies  of  these 
decisions,  which  have  been  printed  and  distributed  to  the  members  during  the  year. 

The  committee  requested  the  railway  clubs  and  the  members  of  the  Associa- 
tion to  make  suggestions  of  desirable  modifications  of  the  Rules  of  Interchange,  and 
in  reply  thereto  received  a  number  of  conmiunications  both  from  the  clubs  and  from, 
members  of  the  Association,  all  of  which  it  has  considered,  and  it  now  suggests  that 
the  following  changes  be  made  in  the  Rules  of  Interchange : 

PREFACE. 

That  the  preface  be  printed  in  similar  type  to  the  rules  themselves,  but  that  it 
should  be  heavy  faced  in  order  to  better  attract  attention;  also,  that  the  second 
paragraph  of  the  preface  should  read  as  follows  : 

**  Railroad  comptanies  handling  cars  are  responsible  for  damage  done  to  any  car 
by  unfair  usage,  derailment  or  accident,  and  for  improper  repairs  made  by  them  when 
not  chargeable  to  owner,  and  they  should  make  proper  repairs  at  their  own  expense, 
or  issue  defect  card  covering  all  such  damage  or  improper  repairs.'' 

RULE  3. 

Section  i.  First  paragraph,  second  sentence,  to  read  :  **They  shall  be  printed 
in  red  ink  on  both  sides,  and  shall  be  filled  in  on  both  sides  with  ink  or  black  indeli- 
ble pencil." 

In  the  third  line  of  the  second  paragraph,  add  the  words  "  as  provided  for  in 
Section  28  of  Rule  3." 

Sec.  2.  Omit  the  words  <<  leaving  flat  spots  deepest  at  the  edge,  with  a  raised 
center." 

Sec.  5.  Add  to  the  words  in  brackets  at  the  end  of  this  section  so  that  it 
will  read  <*  (see  Figs.  4  and  4^),"  and  insert  among  the  figures  a  new  figure 
(40),  as  follows: 


Fi§r.'4,a. 


METHOD  OF  GAUGING  WORN   FLANGES. 
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Sec.  12.  After  Section  12  add  a  new  section,  which  shall  come  under  the  mar- 
ginal heading  of  **  Owners  Responsible,"  and  read  as  follows : 

**  Sec.  .  Chipped  flange ;  if  chip  is  on  the  outside  of  the  flange  and  exceeds 
i}i  inches  in  length  and  ^  inch  in  width,  or  if  it  extends  yi  inch  past  the  center  of 
flange." 

Sec  14.  Insert  the  words  **  on  throat  side  of  flange "  between  the  words 
'*  chip  "  and  '*  exceeds,"  so  that  it  will  read,  beginning  with  the  second  line,  "  chipped 
flange ;  if  chip  is  on  throat  side  of  flange  and  exceeds  I  ^  inches  in  length  and  ^ 
inch  in  width,"  etc.,  to  the  end. 

Sec.  15.  Change  to  read,  **  axles  broken  or  having  seamy  journals,  or  with 
collars  broken  or  worn  out  under  fair  usage." 

Sec.  16.     Introduce  the  following  into  the  list  of  limits  for  axles : 
Capacity  of  Car.  Journal.  Wheel  Seat.  Center. 

100,000  5      inches.  6^  inches.  $Ji  inches. 

80,000  4>^       "  6X      "  5A      " 

Sec  17.  Change  to  read,  "Cut  journals  or  axles  bent  or  rendered  unsafe  by 
unfair  usage,  derailment  or  accident." 

Sec.  20.  Change  so  that  the  first  sentence  will  read, "  defective,  missing  or  wom> 
out  parts  of  brakes  which  have  failed  under  fair  usage,  except  on  cars  offered  in  inter- 
change."    Make  the  rest  of  this  section  a  note  following  Section  20,  to  read: 

"  Note. — Air-brake  hose  and  flttings,  angle  cocks,  cut-out  cocks,  triple  valves 
and  pressure-retaining  valves  cannot  be  missing  under  fair  usage." 

Sec.  22.  Omit  from  this  section  the  words  **  air-brake  hose  or  fittings  or  both 
missing,  or, "  so  that  the  section  will  read :  **  If  i-inch  hose  and  fittings  are  found  oa 
I  jl^-inch  train  pipe." 

Sec.  29.     Omit  this  section  entirely. 

Sec.  34.  Add  to  the  list  of  exceptions  provided  at  the  end  of  first  paragraph, 
"  Section  22,"  so  that  the  last  part  of  this  paragraph  will  read,  **  with  the  exception 
of  the  cases  provided  for  in  Sections  22,  29,  30,  31,  32  and  33  of  Rule  3." 

A^o/^. — If  Sec.  2g  is  omitted^  as  recommended,  it  will  be  omitted  in  this  enu^ 
wuration. 

Omit  from  the  last  paragraph  of  Section  34  the  words  **  and  shall  pass  the  car 
back  to  the  owning  road  if  it  is  safe  to  run,"  with  which  this  paragraph  ends. 

Change  the  heading  at  the  top  of  page  14  of  the  rules  of  1897  so  that  it  will 
read : 

«  Combination  6f  defects  which  denote  rough  usage,  if  caused  at  one  and  the 
same  time  and  at  the  same  end  of  car." 

Sections  35  to  41,  inclusive.    Strike  out  the  words  "  drawbar  springs  "  wherever 

they  occur  in  these  sections ;  and  in  the  case  of  couplers,  drawbars,  drawbar  pockets, 

spindles  and  end  sills,  it  is  recommended  to  state  these  parts  in  the  singular  instead 

of  plural  number,  for  the  reason  that  there  is  only  one  of  each  on  one  end  of  a  car. 

Sec.  43.     Add  a  note  after  this  section,  as  follows : 

"Note. — The  word  'coupler'  in  the  above  sections  Nos.  35  to  43,  inclusive,. 
means  the  coupler  body  or  knuckle." 
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RULE  4. 

Sec.  5.     Change  the  second  paragraph  to  read : 

**  When  M.  C.  B.  couplers,  knuckles,  metal  brake  beams,  wheels  or  axles  are 
replaced  under  conditions  which  make  them  chargeable  to  the  owner  it  most  be 
plainly  stated  on  the  repair  card  and  stub  whether  the  material  is  new  or  secondhand. 
Metal  brake  beams  of  any  make  may  be  used  in  renewal,  provided  they  Bt  hangers  and 
-connections  standard  to  the  car." 

Sec.  6.     Change  this  section  to  read : 

'*  In  replacing  link  and  pin  drawbars,  cast-iron,  wrought,  malleable  iron  or  steel 
•drawbars,  having  either  a  pocket  or  spindle  attachment,  may  be  used  when  of 
sufficient  strength  and  fitting  properly." 

Sec.  7.     Make  the  second  sentence  of  this  section  read  as  follows : 

**  Cars  should  be  adjusted  in  height  when  empty,  as  far  as  possible,  and  in  order 
'to  justify  a  bill  for  this  work  under  the  Rules  of  Interchange,  an  empty  car  measuring 
32^  inches  or  less  should  be  adjusted  to  34^^  inches,"  etc.,  to  the  end  as  now. 

Sec.  14.     Omit  this  section  from  the  rules. 

Sec.  15.     Change  the  last  sentence  of  the  third  paragraph  to  read : 

*'  The  card  shall  be  printed  on  both  sides  in  blank  ink,  and  shall  be  filled  in  on 
both  sides  with  ink  or  black  indelible  pencil,  and  be  of  the  following  form  : 

"  The  cards  and  stubs  must  state  whether  new  or  secondhand  material  is  used, 
and  whether  solid  or  filled  journal  bearings  are  applied  and  removed." 

RULE  5. 

Sec.  3.     Subdivide  this  section, modify  and  add  to  it  so  that  it  will  read  as  follows: 

**  Sec.  3.  When  improper  repairs  of  owner's  defects  have  been  made  and  biU 
rendered,  the  owner  may  counter-bill  against  the  company  making  the  wrong  repairs 
for  the  cost  of  changing  the 'car  to  the  original  standard,  or  to  the  requirements  of 
Rule  4,  if  the  work  is  done. 

"  Sec.  3A.  When  improper  repairs  of  defects  for  which  owners  are  not  respon- 
sible are  made,  the  owner  may  counter-bill  against  the  company  making  the  repairs 
for  the  cost  of  changing  the  car  to  the  original  standard,  or  to  the  requirements  of 
Rule  4,  if  the  work  is  done.  The  joint  evidence  of  two  persons,  one  representing 
the  owner  of  the  car  and  the  other  representing  the  delivering  road,  that  the  repairs 
are  not  proper  shall  be  final. 

"  Sec.  3B.  A  joint  evidence  card  shall  be  used  for  this  purpose,  which  shall  be 
in  the  following  form  : 
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THE RAILWAY  CO. 


REPORT  OF   IMPROPER   REPAIRS  TO CARS. 


Station i8g.. 

Car  N0 Initial Rtctivedfrom : . . .  R'y.    At Date i8q . . 

Description  cf  wrong  Repair t How  Repairs  should  be  made. 


Show  how  Carded  on  other  Side. 
We  Certify  Above  to  be  Correct, 


■\ 


.  Inspector  for R'y. 

.Inspector  for R'y, 


THE 

M.  C.  B.  DCPCCT  CARD.    Isstudby R'y.    At. 

Inspector Reading  as/oltows 


RAILWAY  CO. 

Date J8g. 


M.  C.  B.  RCPAIR  CARD.    Issuedby Ry.    At. 

Inspector Reading  as/ollotvs 


.Date. 


.rSg. 


OiSM>SiTiON  or  Car.    Carded  to Shop;  Repaired:  went  forward  without  Repairs. 

Sec.  4.  Insert  after  the  words  "  brake  beams  "  the  words  "  and  other  attach- 
ments such  as  shoes,  heads,  jaws  and  hangers." 

Sec.   10.    Add  a  note  after  the  list  of  prices  in  this  section,  as  follows : 

«<NoTE. — Journal  bearings  having  a  lining  }(  inch  thick  or  thicker  shall  be 
charged  as  filled  journal  bearings  and  not  as  lined  journal  bearings." 

After  the  word  "  drawbars  "  in  the  sixth  line  from  the  bottom  of  page  24  of  the 
rules  of  1897,  change  the  wording  so  that  that  which  follows  the  word  **  drawbars  " 
will  read  as  follows : 

**  And  M.  C.  B.  couplers  and  parts  of  same  and  material  applied  on  defect  cards, 
in  which  cases  the  weight  and  kind  of  metal  removed  shall  be  credited." 

Sec.  II.     Add  to  this  section  the  following: 

'<  When  coupler  manufacturers  do  not  quote  the  price  of  their  coupler  to  the 
Secretary, an  arbitrary  price  of  $4- 50  for  the  shank  alone  shall  be  charged;  the  other 
16 
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parts  of  the  coupler  to  be  charged  at  the  rate  of  3  cents  per  pound,  the  i>arts  of  such 
couplers  removed  to  be  credited  at  scrap  rates/' 

Sec.   1 2.     Make  this  section  read  as  follows : 

**  When  M.  C.  B.  couplers,  knuckles  or  metal  brake  beams  are  replaced,  good 
secondhand  material  may  be  used,  but  in  this  case  the  chaise  and  the  credit  shall  be 
75  per  cent  of  the  price  when  new.  When  replacement  prices  are  quoted,  75  per  cent 
of  such  replacement  price  should  be  used  in  billing  when  secondhand  couplers  and 
knuckles  are  used." 

Sec.  17.  Make  the  last  paragraph  of  the  note  at  the  end  of  this  section,  at  the 
bottom  of  page  28,  read  as  follows : 

"No  charge  to  be  made  for  the  labor  of  replacing  or  applying  M.  C.  B.  knuckles, 
knuckle  pins,  locking  pins,  clevises  or  brake  shoe  keys." 

Sec.  23.     Change  this  section  to  read  as  follows  : 

"  Switching  roads  cannot  render  bills  direct  against  the  owners  of  cars  for  repairs 
made,  except  for  repairs  to  roof  lost  on  account  of  decay  or  faulty  construction, 
broken  truck  springs,  truck  transoms,  arch  bars,  column  bolts,  truck  hangers,  truck 
transom  truss  rods,  truck  bolsters,  truck  bolster  truss  rods,  oil  boxes,  spring  planks  and 
truck  hanger  pins,  providing  the  damage  has  not  been  caused  by  derailment  or  rough 
usage,  and  with  the  exception  of  these  defects  will  be  held  responsible  for  all  new 
defects  which  may  have  been  caused  while  the  cars  are  in  their  possession. 

"  It  is  not  the  intention  to  prevent  switching  roads  from  rendering  bills  against 
their  immediate  connections  for  any  repairs  of  car  owner's  defects  which  may  be 
authorized  by  such  connections  when  delivering  the  cars,  and  which  existed  upon  the 
cars  at  the  time  of  delivery.  In  such  cases  the  delivering  road  must  pay  the  bills  of 
the  switching  road  and  can  only  recover  from  the  car  owners  by  certification,  on  bills 
rendered  by  the  delivering  line  against  the  owners  of  car,  that  the  car  owner  defects 
existed  before  the  cars  were  delivered  to  the  switching  road. 

**  A  switching  road  is  a  corporation  doing  the  major  part  of  its  business  on  a 
switching  charge,  or  one  which  does  not  pay  mileage  for  handling  cars." 

RULE  6. 

Section  3.  Change  to  read  as  to  the  point  of  delivery  of  trucks  returned  from 
cars  destroyed  as  follows : 

**  Free  of  freight  or  other  charges  to  the  nearest  point  on  the  line  of  the  companj 
owning  and  operating  the  car,"  etc.,  to  the  end. 
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MINUTES  OF  MEETING  HELD  IN   CHICAGO.  ILL.,  JULY  20,  1897. 

Members  Present :  G.  W.  Rhodes,  Chairman ;  M.  M.  Martin,  G.  L.  Potter, 

J.  N.  Barr. 

Mr.   Moikt'itzit'  not  hting  present  at  the  meeting,   subsequently  concurred  in 
these  decisions. 


Jiesolvedj  First  :    That  no  hypothetical  cases  will  be  considered. 
Second :  That  all  cases  will  be  decided  under  the  rules  in  force  at 
the  date  of  the  card. 


NOTICE. 

Attention  is  called  to  the  provision  of  Rule  11  of  the  Revised 
Rules  of  Interchange,  taking  effect  September  i,  proximo,  for  the 
submission  of  cases  in  dispute  to  the  Arbitration  Committee,  which 
is  as  follows : 

In  case  of  any  dispute  or  question  arising  under  the  rules  between  the  sub- 
scribers to  said  rules,  the  same  may  be  submitted  to  this  committee  through  the 
Secretary,  in  abstract  jointly,  said  abstract  setting  forth  the  point  or  points  at  issue 
and  each  party's  interpretation  of  the  rules  upon  which  its  claim  is  based,  clearly 
and  concisely,  not  exceeding  three  typewritten  pages  of  letter  size,  single  sp>ace,  which 
shall  be  signed  by  both  parties  to  the  dispute. 

The  committee  desires  to  have  it  understood  that  all  cases  sent  to 
the  Secretary  for  the  consideration  of  the  Arbitration  Committee 
after  August  31,  shall  be  submitted  in  accordance  with  the  provisions 
of  the  new  Rules  of  Interchange,  whether  the  dispute  has  arisen  under 
tbe  Revised  Rules  of  Interchange  or  under  some  old  rules. 
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Arbitration  Case  No.  453. 

New  York,  Chicago  &  St.  Louis  Railroad  Company 

versus 

Chicago  &  North- Western  Railway  Company. 

WRONG  door  billed  BY  OWNER  AGAINST  DELIVERING  ROAD. 

The  Chicago  &  North- Western  Railway  Company  rendered  bill  against  the 
New  York,  Chicago  &  St  Louis  Railway  Company  for  repairs  to  cars  during  the 
months  of  October,  November  and  December,  1896,  based  on  defect  cards  with  one 
exception,  namely,  one  side  door  applied  to  C.  &  N.-W.  RV  car  29400,  amount 
l3-50»  less  credits  for  cast  and  wrought  scrap.  As  justification  for  this  charge  the 
bill  was  accompanied  by  a  joint  evidence  card  signed  by  the  inspectors  of  the  C.  & 
N.-W.  R'y  and  N.  Y.  C.  &  St.  L.  R.  R.  at  Chicago,  stating  that  this  car  was  received 
by  the  C.  &  N.-W.  R'y  from  the  N.  Y.  C.  &  St.  L.  R.  R.  on  December  10,  1896. 
with  the  following  improper  repairs :  "  One  wrong  side  door;  two  wrong  door  shoes 
and  two  wrong  hangers. " 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  objected  to  this  charge  against  car  29400, 
stating  that  it  made  no  repairs  to  the  car,  and  it  has  no  knowledge  of  the  wrong 
repairs ;  it  thinks  that  the  C.  &  N  - W.  R*y  should  look  to  the  parties  making  the 
repairs. 

The  C.  &  N.-W.  R'y  Co.  replied  that  there  was  no  repair  card  on  the  car  to 
indicate  where  the  repairs  were  made,  and  inasmuch  as  it  had  received  the  car  from 
the  N.  Y.  C.  &  St.  L.  R.  R.  with  these  wrong  repairs  and  with  the  joint  evidence 
statement  it  believes  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  should  pay  the  bill.  In  later 
correspondence  the  C.  &  N.  - W.  R'y  Co.  referred  to  Arbitration  Case  394  as  a  parallel 
case,  and  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  replied  that  the  decision  in  this  case  is  not 
retroactive,  and  therefore  the  correctness  of  the  bill  cannot  be  judged  by  the  action 
of  the  committee  several  months  after  the  case  occurred. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
consent,  to  the  Arbitration  Committee  for  decision. 


This  case  involves  repairs  which  if  properly  made  are  chargeable  to  the  owner, 
and  if  improperly  made  and  charged  can  be  counter-billed.  The  M.  C.  B.  Rules 
of  Interchange  furnish  full  protection  to  the  car  owner  in  cases  of  this  kind  by 
providing  that  the  joint  evidence  of  the  car  owner  and  the  delivering  road  shall  be 
final  as  to  the  facts  in  the  case.  Such  joint  evidence  authorizes  the  car  owner  to 
make  a  rebuttal  bill  in  case  bill  has  been  passed.  The  road  making  the  wrong 
repairs  is  the  only  one  of  the  parties  to  the  transaction  that  suffers  any  loss. 

It  is  claimed  that  under  Arbitration  Case  No.  394  the  New  York,  Chicago  & 
St.  Louis  Railroad  Company  should  pay  for  making  proper  repairs  in  this  case. 
Decision  No.  394  covers  a  case  in  which  the  owner  is  not  chargeable  for  the  repairs, 
the  damage  covering  items  which  must  be  repaired  at  the  expense  of  the  parties 
causing  the  same.  The  decision  requires  in  such  cases  that  roads  intermediate 
between  the  ones  causing  the  damage  and  the  owner  shall  see  that  the  owner  is 
properly  protected  against  the  evident  wrong  repairs  by  procuring  a  defect  card  on 
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receiving  the  car,  or  furnishing  its  own  defect  card  on  demand,  which  can  be  used 
in  case  any  bill  is  presented  against  the  Chicago  &  North -Western  Railway  Com- 
pany.    There  is  no  evidence  submitted  that  such  a  bill  has  been  presented. 

In  the  opinion  of  the  committee,  the  bill  of  the  Chicago  &  North- Western  Rail- 
way Company  should  be  withdrawn  until  a  bill  is  presented  for  the  wrong  door  and 
fastenings. 

Note. — ^fr.  Mackenzie  being  interested  in  this  case,  was  not  a  party  to  the 
decision. 


Arbitration  Case  No.  454. 

Fort  Worth  &  Denver  City  Railway  Company 

versus 

Union  Pacific,  Denver  &  Gulf  Railway  Company. 

train  broke  in  two  and  ran  together.    rough  usage. 

On  February  14,  1897,  four  Fort  Worth  &  Denver  City  Railway  Company  cars 
-were  damaged  by  train  parting  and  running  together  on  the  line  of  the  Union  Pacific, 
Denver  &  Gulf  Railway  Company.  The  cars  were  taken  to  Texline,  a  junction 
point  of  the  two  roads,  for  repairs,  and  an  examination  by  the  inspectors  of  both 
roads  disclosed  the  following  defects  : 

Car  685. —  One  draft  timber  split  and  one  deadwood  damaged ;  one  inside  coil 
of  drawbar  spring  and  one  follower  plate  gone ;  one  draft  timber,  two  strap  bolts, 
four  carry  irons  and  one  lug  bolt  broken  and  one  carry  iron  gone. 

Car  605. —  One  draft  timber  end  and  one  deadwood  slightly  damaged ;  one 
brake  beam,  four  carry  iron  bolts  and  one  lug  bolt  broken,  and  one  brake  hanger 
gone. 

Car  378.  —  One  deadwood  slightly  damaged,  two  draft  timbers  broken;  two 
lugs,  three  lug  bolts,  two  strap  bolts  and  four  carry  iron  bolts  broken. 

Car  833.  —  One  center  sill  split;  one  draft  timber  end  broken  ;  one  deadwood 
broken ;  one  lug,  three  bolts,  one  strap,  one  strap  bolt,  four  carry  iron  bolts,  seven 
draft  bolts,  and  one  end  of  one  body  truss  rod  broken ;  nut  and  washer  gone. 

The  F.  W.  &  D.  C.  R'y  Co.  demanded  defect  cards  for  the  above  damage  on 
the  ground  of  unfair  usage,  but  the  U.  P.  D.  &  G.  R'y  Co.  refused  to  issue  the 
cards,  claiming  that  Section  48,  Rule  3,  expressly  states  that  certain  combinations  of 
defects  shall  be  considered  as  indicative  of  unfair  usage,  and  unless  these  combina- 
tions exist  the  defects  cannot  be  charged  to  the  delivering  company,  but  are  owner's 
defects ;  that  if  the  train  parted,  it  was  more  than  likely  on  account  of  the  poor  con- 
dition of  the  draft  gear,  which  is  covered  by  .Section  48,  Rule  3. 

The  F.  W.  &  D.  C.  R'y  Co.  argues  that  Section  48,  Rule  3,  has  no  bearing 
ivhatever  on  this  case ;  that  the  fact  that  train  parted  and  ran  together,  causing  this 
damage,  is  undoubted  evidence  of  unfair  usage,  and  should  be  covered  by  defect 
card. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitrat  ion  Committee  for  decision. 


Digitized  by 


Google 


246 


It  is  admitted  in  this  correspondence  that  the  train  parted  and  ran  tc^ether 
again y  causing  this  damage.  This  was  an  accident,  and  in  accordance  with  the 
second  paragraph  of  the  Preface  to  the  Code  of  Rules  the  comjsany  handling  the  car 
is  responsible  for  the  damage  done.  In  the  opinion  of  the  committee,  the  Union 
Pacific,  Denver  &  Gulf  Railway  Company  should  have  issued  defect  cards  at  the 
request  of  the  Fort  Worth  &  Denver  City  Railway  Company  covering  the  damage. 

Arbitration  Case  No.  455. 

Philadelphia,  Wilmington  &  Baltimore  Railroad  Company 

versus 

Lehigh  Valley  Railroad  Company. 

drawhead  short,  but  washered  out  to  proper  length. 

On  November  30,  1896,  the  Philadelphia,  Wilmington  &  Baltimore  Railroad 

Company  rendered  bill  against  the  Lehigh  Valley  Railroad  Company  for  w^ork  done 

on  L.  V.  R.  R.  cars,  in  November,  1896,  including  therein  a  charge  against  L.  V.  car 

3375o»as  follows: 

Labor,  2  hours,  .40;  one  P.  R.  R.  drawbar,  72  lbs.,  $2. 16 ;  one 

tail  bolt,  14  lbs.,  .42  ;  three  draft  washers,  6  lbs,  .18;  total.  $3.16 
Cr. 
Wrought  scrap,  .15;  cast  scrap,  .36 51 

Net  amount  of  bill ^2 .  65 

The  bill  was  returned  by  the  L.  V.  R.  R.  Co.  calling  attention  to  certain  credits 
which  it  did  not  consider  correct,  and  also  to  this  charge  against  car  33750,  and 
claiming  that  the  drawhead  was  18  inches  long  instead  of  20  inches  long,  and  too 
light,  weighing  but  75  pounds,  while  the  drawbar  standard  to  the  car  weighed  no 
pounds,  asking  for  a  defect  card  to  cover 

The  P.  W.  &  B.  R.  R.  Co.  corrected  the  credit  items  referred  to,  with  the  excep- 
tion of  the  matter  pertaining  to  car  33750,  which  it  considered  as  right  as  first  ren- 
dered, as  the  wrought-iron  drawbar  was  2^  inches  shorter  over  all  than  the  L.  V. 
cast  drawbar,  but  that  it  had  used  a  ferrule  to  make  up  the  difference  in  the  length 
of  the  shank,  and  as  the  bar  fitted  properly  otherwise,  and  was  doubtless  as  strong  as 
the  cast-iron  bar,  it  wished  to  know  if  the  L.  V.  R.  R.  Co.  meant  to  object  to  the  use 
of  the  ferrule  to  fill  out  the  length. 

The  L.  V.  R.  R.  Co.  replied  that  when  the  car  was  received  upon  its  road  with 
such  a  drawbar,  the  drawbar  was  removed  and  scrapped,  and  it  does  not  believe  that 
the  use  of  a  ferrule  is  consistent  with  the  rules,  and  that,  therefore,  the  drawbar  used 
does  not  properly  fit. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  question  involved  in  this  case  is  whether  a  spindle  drawbar  2}^  inches 
shorter  than  the  standard  for  the  car,  but  ferruled  or  washered  out  to  the  standard 
length,  should  be  regarded  as  proper  repairs. 
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Iq  the  opinion  of  the  committee,  a  link-pin  drawbar  washered  out  to  the 
proper  length,  as  in  this  case,  should  pass,  and  the  bill  of  the  Philadelphia,  Wilming- 
ton &  Baltimore  Railroad  Company  is  correct,  and  should  be  paid. 


Arbitration  Case   No.  456. 

Peoria  &  Pekin  Union  Railway  Company 

versus 

Chicago,  Rock  Island  &  Pacific  Railway  Company. 

PEORIA  k   PEKIN  union  NOT  A  SWITCHING  ROAD^ 

In  January,  1897,  the  Peoria  &  Pekin  Union  Railway  Company  rendered  bill 
against  the  Chicago,  Rock  Island  &  Pacific  Railway  Company  for  repairs  to  five  C. 
R.  I.  &  P.  cars  during  the  month  of  December,  1896,  total  amount  of  bill,  I16.31, 
accompanying  the  bill  with  proper  repair  card  stubs. 

Also,  in  February,  1897,  the  P.  &  P.  U.  R'y  Co.  rendered  bill  against  the  C.  R. 
I.  &  P.  R*y  Co.  for  repairs  to  fouf  C.  R.  I.  &  P.  cars  in  January,  and  attached  to 
the  bill  repair  card  stubs  properly  filled  out  for  these  charges  —  total  amount  of  bill, 
$6.24. 

The  C.  R.  I.  &  P,  R'y  Co.  returned  the  bills,  stating  that  they  were  supported 
by  M.  C.  B.  repair  card  stubs,  but  that  the  P.  &  P.  U.  R'y  Co.  paid  no  mileage  and, 
under  the  rules,  was  a  switching  road,  and  that  the  bills  should  be  canceled. 

The  P.  &  P.  U.  R^y  Co.  replied  that  it  pays  mileage  on  all  foreign  cars  handled 
over  its  main  track,  and  sent  a  copy  of  a  general  circular  dated  December  20, 1896, 
calling  attention  to  the  fact  that  the  P.  &  P.  U.  R*y  Co.  is  paying  mileage  on  all  for- 
eign cars  handled  over  its  main  tracks,  the  mileage  payments  beginning  December  I, 
1896,  and  that  it  is  not  a  switching  road  in  any  sense ;  that  all  other  companies  pay 
its  bills  for  repairs  of  this  kind,  and  it  expects  the  C.  R.  I.  &  P.  R'y  Co.  to  do  like- 
wise. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred  to  the  Arbitra- 
tion Committee,  by  mutual  consent,  for  decision,  by  the  P.  &  P.  U.  R'y  Co.,  and  in 
making  this  reference  that  company  states  that  it  owns  and  operates  about  twenty 
miles  of  main-line  track ;  that  the  major  part  of  its  business  is  not  done  on  a  switch- 
ing charge ;  that  it  pays  mileage  on  foreign  cars  and  did  pay  mileage  during  the 
months  of  December,  1896,  and  January,  1897 ;  that  it  owns  250  cars,  and  it 
delivers  more  of  these  cars  every  month  to  the  C.  R.  I.  &  P.  R'y  than  it  received 
C.  R.  I.  &  P.  cars  from  it;  that  the  C.  R.  I.  &  P.  R'y  Co.  has  broken  more  of  its 
cars  than  it  has  of  the  C.  R.  I.  &  P.  cars,  and  that  the  P.  &  P.  U,  R'y  Co.  has  paid 
the  C.  R.  I.  &  P.  R'y  Co.  bills  promptly ;  that  it  has  worked  under  the  rules  since 
the  organization  of  the  New  Interchange  Association,  or  the  Chicago  Agreement, 
and  was  one  of  the  roads  to  join  this  association  a  short  time  after  its  organization, 
and  remained  in  it  all  the  time  during  its  existence  ;  that  during  this  time  none  of 
its  bills  were  disputed  on  this  ground ;  that  all  the  roads  dealing  directly  with  it 
treated  it  as  a  regular  railroad,  and  not  as  a  switching  road.  It  also  sends  a  copy  of 
its  time-table. 


Digitized  by 


Google 


248 

DECISION. 

Paragraph  i  of  Leaflet  No.  3,  dated  E>ecembcr  16,  1896,  describes  a  switching 
road  as  follows  : 

"  A  switching  road  is  a  corporation  doing  the  major  part  of  its  business  on  a 
switching  charge,  or  one  which  does  not  pay  milea^  to  car  owners  for  the  use  of 
the  owner's  car." 

The  Peoria  &  Pekin  Union  Railway  Company  has  paid  mileage  on  foreign  cars 
since  December  1,  1896. 

In  the  opinion  of  the  committee,  the  bills  of  the  Peoria  &  Pekin  Union  Rail- 
way Company  are  correct  and  should  be  paid. 

Arbitration  Case  No.  457. 

Chicago  &  West  Michigan  Railway 

versus 

Ann  Arbor  Railroad. 

cars  damaged  by  switching.     not  rough  usage  under  the  rules. 

On  September  19,  1896,  the  Chicago  &  West  Michigan  Railway  rendered  bill 
against  the  Ann  Arbor  Railroad  for  repairs  done  on  September  ii,  to  C.  &  W.  M. 
R'y  cars  1970  and  516  at  Thompsonville,  on  account  of  damage  done  by  the  A.  A. 
R.  R.,  replacing  one  Gould  knuckle  in  car  1970,  net -charge  ^2.53r8Ad  one  iblk)wcr 
plate  and  one  shank  pin  and  two  hours'  labor  on  car  516 ;  net  charge,  I1.30 ;  total 
amount  of  bill,  $S.S^, 

The  bill  was  returned  by  the  A.  A.  R.  R.,  asking  upon  what  authorily  it  is 
rendered,  as  both  cars  are  C.  &  W.  M.  cars,  and  knuckles  and  follower  plates  are 
defects  for  which  owners  are  responsible  under  the  M.  C.  B.  Rules  in  effect  Septem- 
ber i,  1896.  The  C.  &  W.  M.  R'y  replied  that  the  damage  was  done  by  the  Ann 
Arbor  trainmen  making  a  drop  of  C.  &  W.  M.  car  516  against  another  train;  that 
the  speed  at  which  the  drop  was  made  was  so  great  that  when  it  struck  C.  &  W.  M. 
car  1970  the  blow  was  severe  enough  to  break  the  knuckle  in  car  1970,  and  the  fol- 
lower plate  and  shank  pin  in  car  516. 

The  A.  A.  R.  R.  replied  that  this  claim  of  unfair  usage  will  not  justify  the 
charge,  as  the  rules  define  what  i»  rough  usage ;  that  the  broken  knuckle  on  car 
1970  and  the  broken  follower  plate  on  car  516  neither  one  comes  under  the  classifica- 
tion of  rough  usage,  as  they  were  on  different  cars,  and  it  would  not  have  been 
rough  usage  had  they  been  on  the  same  car,  and  therefore  declines  to  pay  the  bill. 

The  C.  &  W.  M.  R'y  calls  attention  to  the  fact  that  the  correspondence  shows 
from  the  inspector  at  that  point,  that  the  one  car  was  dropped  against  the  other 
without  applying  the  brake  and  that  the  damage  was  done  by  the  violence  of  the 
shock ;  that  this  is  testified  to  by  the  joint  agent  of  the  two  roads  at  Thompsonville, 
who  advises  that  the  A.  A.  R.  R.  should  card  for  the  defects. 

Failing  to  settle  the  matter  between  them,  it  is  referred,  by  mutual  consent,  to 
the  Arbitration  Committee  for  decision. 

DECISION. 

There  is  no  evidence  of  wreck  or  derailment  submitted.  The  damage  occurred 
in  switching  cars.     The  several  paragraphs  of  the  "  Note"  at  the  end  of  Sections  40 
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and  48  of  Rule  3,  define  combination  damages  which  when  they  occur  on  any  one 
car  shall  be  regarded  as  constituting  unfair  usage.  The  damage  to  the  cars  in  ques- 
tion is  not  such  as  is  defined  as  unfair  usage. 

In  the  opinion  of  the  Arbitration  Committee,  the  bill  of  the  Chicago  &  West 
Michigan  Railway  is  not  correct  and  should  be  canceled. 


Arbitration  Case  No.  458. 
Nelson  Morris  &  Co. 

Lake  Shore  &  Michigan  Southern  Railway  Company, 
hose  "damaged  by  striking**  charged  to  car  owner. 

In  November,  1896,  the  Lake  Shore  &  Michigan  Southern  Railway  Company 
rendered  bill  against  Nelson  Morris  &  Co.  for  applying  one  air  hose  to  the  latter  com- 
pany's car  661 9«  the  repair  card  stub  attached  to  the  bill  giving  as  a  reason  for  apply- 
ing the  hose,  "  hose  cut  by  striking.'* 

Nelson  Morris  Sc  Co.  returned  the  bill,  objecting  to  payment,  stating  that  while 
it  is  perfectly  willing  to  pay  bills  for  air  hose  replaced  on  account  of  having  been 
borsted,  worn  out  or  leaky,  it  objects  to  being  charged  for  air  hose  "  cut  by  strik- 
ing *' ;  that  it  is  impossible  to  cut  an  air  hose  except  by  unfair  usage,  and  that  no 
manufacturer  will  replace  air  hose  rendered  useless  in  this  manner,  because  it  cannot 
be  considered  as  fair  usage. 

The  L.  S.  &  M,  S.  R'y  Co.  replies  that  it  believes  that  air  hose  is  cut  by  ordi- 
nary service,  the  same  as  car  couplers  are  broken,  and  the  rule  which  establishes  this 
fact  is  based  on  the  ground  that  the  couplers  break  in  ordinary  service  ;  that  air  hose 
is  cut  by  striking  in  the  same  manner  that  couplers  are  broken,  namely,  by  two  cars 
coming  together,  the  hose  being  cut  when  the  drawbar  on  one  car  passes  the  drawbar 
on  the  other,  allowing  some  part  of  the  end  of  the  car  to  strike  the  hose.  In  regard 
to  the  manufacturers'  guarantee,  it  does  not  think  that  the  same  construction  is  placed 
on  the  term  ** ordinary  service**  by  the  manufacturers,  and  upon  which  they  base 
their  guarantee,  as  is  placed  by  the  M.  C.  B.  Rules,  not  only  on  air  hose,  but  all 
parts  of  cars ;  it  still  believes  its  position  in  this  case  is  correct,  as  the  car  was  not  in 
a  wreck,  nor  did  it  receive  any  rough  usage,  the  hose  being  the  only  part  renewed,  as 
shown  by  the  stub  attached  to  the  bill. 

To  this  Nelson  Morris  &  Co.  replied  that  it  also  believes  the  damage  was 
done  by  two  cars  coming  together,  the  drawbars  passing  each  other,  but  that  this  will 
happen  only  when  switching  on  curves,  throwing  the  cars  violently  together  ;  that 
the'guard  arm  of  one  coupler  will  strike  the  face  of  the  closed* knuckle  in  the  other 
coupler  at  an  angle,  and  if  the  blow  is  sufficiently  severe,  it  will  cause  the  guard  arm 
to  slip  off  the  face  of  the  knuckle,  strike  the  inner  face  of  the  other  coupler,  driving 
it  back,  and  allowing  knuckle  to  strike  hose  on  opposite  car ;  that  this  is  a  rare 
occnrrence,  and  will  happen  only  when  cars  are  roughly  handled  while  being  switched 
on  a  curve ;  that  the  condition  of  the  track  causing  one  car  to  lean  one  way  and  the 
next  car  the  other  way,  also  has  a  tendency  to  promote  couplers  passing  each  other  if 
the  cars  are  roughly  handled ;  that  the  location  of  train  pipe,  angle  cock  and  air  hose 
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as  laid  out  by  the  M.  C.  B.  Association  is  such  as  to  make  it  impossible  to  damage 
the  parts  by  fair  usage. 

Further  correspondence  failing  to  settle  the  dispute,  it  is  referred,  by  mutual  coo- 
sent,  to  the  Arbitration  Committee  for  decision. 

DEasiON. 

Hose  is  frequently  rendered  useless  by  being  struck.  There  is  nothing  in  this 
case  to  show  that  the  striking  of  the  hose  was  caused  by  unfair  usage.  In  the  opin- 
ion of  the  committee,  the  bill  of  the  Lake  Shore  &  Michigan  Southern  Railway  Com- 
pany is  correct,  and  should  be  paid. 

Arbitration  Case  No.  459, 

American  Refrigerator  Transit  Company 

versus 

Missouri  Pacific  Railway  Company. 

refrigerator  car  damaged  by  fire  inside. 

American  Refrigerator  Transit  Company  car  7056  was  delivered  home  at  St 
Louis,  by  the  Missouri  Pacific  Railway  Company,  on  January  4,  1896,  and  a  demand 
was  made  by  the  owners  for  a  defect  card  for  20  boards  lining,  25  boards  ceiling,  and 
12  beef  rack  bars  damaged  by  fire. 

The  record  of  the  movement  of  the  car  showed  that  it  left  St.  Louis,  loaded, 
December  19,  1895,  o^^**  ^^^  M.  P.  R'y,  when  it  was  in  good  condition.  The  M.  P. 
R'y  Co.  received  the  car  from  the  Texas  &  Pacific  Railway  on  January  I,  empty,  and 
moved  it  direct  to  St.  Louis,  where  it  was  delivered  to  the  owners  on  January  4;  it 
declined  to  give  the  defect  card  requested  by  the  A.  R.  T.  Co.  because  a  very  care- 
ful investigation,  made  at  the  different  Inspecting  stations,  and  statements  of  conduct- 
ors handling  the  trains  in  which  the  car  moved  to  St.  Louis,  showed  conclusively 
that  the  damage  did  not  occur  while  on  that  line.  It  states  that  it  b  not  customaiy 
for  inspectors  to  inspect  the  interior  of  cars,  and  believes  that  it  is  the  custom  for 
private  lines  to  take  up  the  settlement  of  damage  to  interior  of  their  cars  (which  comes 
under  the  classification  of  concealed  defects)  with  the  railroad  company  or  company 
last  loading  the  car. 

The  A.  R.  T.  Co.  claims  that  it  should  have  defect  card  from  the  M.  P.  R'y  Co. 
because  the  damage  was  of  very  recent  date  when  the  car  arrived  at  St.  Louis,  and  it 
considers  it  a  great  injustice  thajt  the  A.  R.  T.  Co.  should  stand  any  such  damage; 
that  the  matte'r  had  been  thoroughly  investigated  over  the  T.  &  P.  R'y  the  Same  as 
over  the  M.  P.  R'y,  and  no  one  handling  the  car  knew  of  any  damage  occurring  to  it 
while  on  that  line. 

The  M.  P.  R'y  Co.  replied  that  if  the  damage  had  occurred  on  its  line  it  would 
be  ready  and  willing  to  furnish  defect  card  for  the  same,  but  it  did  not  occur  on  that 
line,  and  the  defects  were  hidden  defects  when  the  car  passed  over  it,  so  that  the 
inspectors  could  not  see  them  and  demand  a  defect  card  when  received ;  it  states 
further,  that  the  nature  of  the  damage  would  indicate  that  it  was  caused  while  the  car 
was  loaded,  and  as  it  did  not  exist  upon  the  car  when  it  was  unloaded  after  its  trip 
south  over  the  M.  P.  R'y  it  must  have  had  another  load  in  it  and  been  damaged 
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before  its  return  over  the  M.  P.  R'y  when  the  car  was  empty;  it  considers  that  it  has 
shown  absolutely  that  the  damage  did  not  occur  while  the  car  was  in  its  possession. 
Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

Rule  7  of  1895  reads  as  follows :  **  Locks,  grain  doors  and  inside  parts  of  cars 
are  at  owner's  risk,  except  where  damaged  by  wreck  or  unfair  usage."  It  is  clearly 
shown  by  detailed  inquiry  that  there  was  no  unfair  usage  or  wreck  of  this  car  on  the 
Missouri  PaciBc  Railway,  and  in  the  opinion  of  the  committee  the  American 
Refrigerator  Transit  Company  has  no  claim  against  the  Missouri  Pacific  Railway 
Company  for  this  damage. 

Arbitration  Case  No.  460. 
Alabama  Great  Southern  Railroad 

versus 
Mobile  &  Ohio  Railroad  Company. 

FILLED  shell   BEARINGS   NOT  WRONG   REPAIRS. 

In  January,  1897,  the  Mobile  &  Ohio  Railroad  Company  rendered  bill  against 
the  Alabama  Great  Southern  Railroad  for  repairs  to  cars,  original  amount,  I2.82, 
accompanying  same  by  repair  card  stubs  showing  the  reasons  for  the  repairs  and 
repairs  which  were  made. 

The  A.  G.  S.  road  returned  the  bill,  stating  that  the  prices  for  brasses  against 
cars  6100,  6055  are  for  filled  shell  bearings ;  that  its  cars  are  not  equipped  with  this 
kind  of  journal  bearings,  and  if  brasses  of  this  kind  were  put  in,  it  should  have 
authority  to  bill  against  the  M.  &  O.  R.  R.  Co.  for  wrong  repairs. 

The  M.  &  O.  R.  R.  Co.  replied  that  it  was  authorized  to  use  M.  C.  B.  standard 
material  provided  it  is  of  proper  dimensions,  as  provided  in  Section  5,  Rule  4, 
M.  C.  B.  Rules,  and  it  believes  that  no  card  for  wrong  material  is  due. 

The  A.  G.  S.  R.  R.  again  returned  the  bill  for  correction,  stating  that  that  com- 
pany did  not  use  the  filled  shell  brass,  consequently  the  brasses  removed  were  solid 
brasses  and  should  be  credited  at  8  cents  per  pound  instead  of  5  cents,  as  in  the  bill ; 
that  it  still  believes  it  is  entitled  to  a  defect  card  for  wrong  repairs,  and  it  does  not 
find  that  the  M.  C.  B.  Association  has  ever  adopted  filled  shell  bearings  as  a  stand- 
ard, and  it  does  not  believe  the  rules  permit  the  application  of  filled  bearings  to  cars 
equipped  with  solid  bearings. 

The  M.  &  O.  R.  R.  Co.  finally  agreed  to  give  credit  for  the  scrap  removed  at  8 
cents  per  pound,  and  bill  was  corrected  so  that  the  net  amount  was  ^2.47  instead  of 
$2.82,  but  declines  to  issue  defect  card  for  wrong  materials. 

After  further  correspondence  upon  this  subject,  it  is  referred  to  the  Arbitration 
Committee  to  determine  whether,  under  the  circumstances,  the  A.  G.  S.  R.  R.  is 
entitled  to  a  defect  card  for  wrong  materials  used  in  applying  filled  bearings  to  these 
cars  instead  of  solid  brasses. 

DECISION. 

The  Rules  of  Interchange  provide  a  rate  to  be  charged  for  filled  shell  bear- 
ings, and  as  the  use  of  such  bearings  is  considered  good  practice  by  some  railroad 
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companies,  it  is  the  opinion  of  the  committee  that  their  employment  in  this  case 
cannot  be  considered  as  improper  repairs,  and  therefore,  that  no  defect  card  need  be 
issued. 


Arbitration  Case  No.  461. 

Union  Pacific  System 

versus 

Missouri  Pacific  Railway  Company. 

point  of  delivery  of  parts  for  repairs  of  cars. 

On  January  5,  1897,  the  receivers  of  the  Union  Pacific  System  rendered  bill, 
amount  ^1.14,  against  the  Missouri  Pacific  Railway  Company  for  freight  charges  paid 
by  the  former  company  on  shipment  from  St.  Louis  to  Omaha,  via  M.  P.  R'y,  on 
castings  ordered  for  repairs  of  St.  L.  I.  M.  &  S.  car  11 909. 

The  bill  was  returned  by  the  M.  P.  R'y  Co.  with  the  request  that  it  be  canceled, 
as  under  the  M.  C.  B.  Rules  the  St.  L.  I.  M.  &  S.  R'y  should  deliver  these  castings 
at  St.  Louis,  the  northern  terminus  of  its  line. 

To  this  the  U.  P.  R'y  replies  that  the  claim  of  the  M.  P.  R'y  Co.  is  a  mere 
technicality ;  that  it  made  no  request  on  the  St.  L.  I.  M.  &  S.  R'y  for  this  material 
and  does  not  know  that  road  in  the  transaction ;  that  the  material  was  ordered  from 
the  M.  P.  R'y  Co.  and  was  furnished  and  billed  by  it,  and  could  just  as  well  have 
been  furnished  from  the  Omaha  shops  as  to  have  delegated  the  matter  to  the  De  Soto 
shops.  It  further  claims  that  the  Arbitration  Committee's  decision  in  Case  329  is  that 
the  St.  L.  L  M.  &  S.  R'y  is  a  division  of  the  M.  P.  System,  and  the  road  is  not  known 
in  its  individual  capacity,  and  says,  if  the  M.  P.  R'y  Co.  could  not  have  furnished  the 
material  ordered,  it  should  have  given  notice  to  that  effect,  so  that  requisition  could 
have  been  made  on  the  proper  party. 

The  M.  P.  R'y  Co.  replies  that  the  M.  C.  B.  Rules  provide  that  companies  shall 
promptly  furnish  to  each  other  upon  request,  and  forward  free  over  its  own  road, 
material  for  repairs  to  its  cars  injured  upon  foreign  lines  that  cannot  be  procured  in 
the  op>en  market,  etc.;  that  the  material  in  this  case  was  for  repairs  of  St.  L.  L  M.  & 
S.  R'y  car  1 1909,  and  the  M.  P.  R'y  Co.,  which  does  not  own  this  car,  should  b<i  paid 
for  transporting  the  material  from  St.  Louis,  the  nearest  point  on  the  line  of  the  St  L. 
I.  M.  &  S.  R'y  to  the  U.  P.  R'y.  It  says  that  Arbitration  Case  329  does  not 
apply  in  this  case,  as  the  decision  was  based  entirely  on  erroneous  information 
obtained  from  the  Travelers'  Official  Railway  Guide;  that  the  St.  L.  I.  M,  &  S.  R*y 
is  not'a  branch  of  the  M.  P.  R'y,  but  is  simply  a  controlled  road,  and  bears  exactly 
the  same  relations  to  the  M.  P.  R'y  that  the  P.  W.  &  B.  R.  R.  does  to  the  Penna. 
R.  R.  Co.;  that  its  equipment  is  not  included  with  the  M.  P.  R'y,  but  is  shown  sepa- 
rately in  the  Official  Railway  Equipment  Register,  and  the  road  is  operated  under  the 
supervision  of  a  different  General  Superintendent ;  that  Cases  372  and  405  obtain  in 
this  case,  and  it  therefore  declines  to  accept  the  bill. 

The  U.  P.  R'y  replies  that  it  cannot  change  its  opinion  in  the  matter,  as  Arbitra- 
tion Case  329  decides  that  the  St.  L.  I.  M.  &  S.  R'y  is  a  part  of  tiie  M.  P.  R*y,  and 
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until  that  ruling  has  been  reversed  it  must  handle  its  charges  in  accordance  with  nhe 
same. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  Missouri  Pacific  Railway  Company  received  the  order  from  the  Union 
Pacific  Railway  Company  for  the  material  in  question  and  had  the  order  filled.  This 
it  should  not  have  done  unless  for  repairs  of  its  cars,  in  which  case  it  should  transport 
the  material  free  of  freight  charges  over  its  line.  It  is  the  opinion  of  the  committee 
that  the  bill  of  the  Union  Pacific  Railway  Company  for  these  fireight  charges  should 
be  paid. 

Arbitration  Case  No.  462. 

Fort  Worth  &  Denvkr  City  Railway  Company 

versus 

Union  Pacikic,  Denver  &  Gulf  Railway  Company. 

trucks  returned,  but  not  in  ckx>d  order. 

On  December  4,  1896,  Fort  Worth  &  Denver  City  Railway  car  1607  was 
destroyed  on  the  line  of  the  Union  Pacific,  Denver  &  Gulf  Railway,  and  it  elected 
to  return  the  trucks.  Upon  receipt  of  the  trucks  by  the  Ft.  W.  &  D.  C.  R*y  an 
inspection  was  made  and  the  following  defects  were  found,  to  cover  which  a  request 
for  defect  card  was  made  : 

One  sand  board,  undersize;  i  axle,  undersize;  2  bolster  truss  rods,  undersize;  2 
foreign  center  plates ;  2  truck  columns,  broken ;  4  worn-out  brasses,  and  i  oil-box 
wedge,  broken. 

After  a  good  deal  of  correspondence  the  U.  P.  D.  &  G.  R'y  agreed  to  give  card 
to  cover  the  last  three  items,  namely,  truck  columns,  brasses  and  oil-box  wedge,  but 
it  declined  to  give  card  for  the  other  defects  for  the  following  reasons : 

It  says  that  it  reapplied  the  sand  board  originally  in  the  truck,  and  it  having 
been  in  the  truck  for  some  time  had  shrunken  to  its  present  size,  having  been  of 
proper  size  when  first  applied ;  that  it  does  not  understand  the  M.  C.  B.  Rules, 
although  they  state  that  trucks  are  to  be  delivered  in  good  order,  to  mean  that  the 
delivering  company  should  renew  timbers  which  have  shrunken  in  service  and 
become  less  than  the  original  size. 

Similarly,  it  reapplied  the  center  plates  which  were  originally  in  the  car,  and  if 
they  are  wrong  to  the  car  they  must  have  been  put  in  by  the  owner,  as  it  made  no 
repairs  to  the  car  other  than  those  necessary  on  account  of  this  damage,  from  the 
time  the  car  was  received  from  the  owner  until  the  trucks  were  delivered  back  to 
that  company. 

As  to  the  axle,  its  record  shows  that  it  was  of  proper  size,  and  it  has  no  record 
of  the  truss  rods  being  undersize. 

It  further  states  that  the  Ft.  W.  &  D.  C.  R'y  cars  have  been  sadly  lacking  in 
any  standard  for  material,  it  being  a  common  thing  to  see  not  only  mixed  center 
plates  and  mixed  drawheads,  but  also  mixed  brakes  under  the  same  car ;  that  this 
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condition  of  affairs  came  about  through  the  road  having  been  operated  as  a  part  oi 
the  Union  Pacific  System,  and  its  castings  authorized  to  be  applied  to  Ft.  W.  &  D. 
C.  R*y  cars  whenever  repairs  were  necessary ;  that  Ft.  \V.  &  D.  C.  R'y  cars  irc 
being  received  every  day  from  that  company,  with  U.  P.  R*y  castings  which  are  not 
according  to  the  original  construction,  and  no  exception  is  made  to  their  delivery  or 
receipt  back  again. 

The  Ft.  W.  &  D.  C.  R'y  claims  that  inasmuch  as  the  U.  P.  D.  &  G.  R'y  Co.  decided 
to  return  the  trucks,  that  it  obligated  itself  to  return  them  in  good  order  and  accord- 
ing to  their  original  construction,  and  refers  to  Arbitration  Cases  49,  59,  77,  86, 195* 
227,  248  and  347.  It  further  stotes  that  it  allowed  the  U.  P.  D.  &  G.  R'y  Co.  I200 
for  these  trucks,  which  is  their  value  new,  according  to  the  M.  C.  B.  Rules,  and  that 
when  this  money  is  allowed  the  trucks  should  be  returned  in  good  order  and  accord, 
ing  to  their  original  construction.  It  states  in  regard  to  the  claim  that  it  has  cars  in 
service  carrying  foreign  material,  that  there  is  some  foreign  material  on  its  cars  placed 
there  while  the  road  was  a  part  of  the  Union  Pacific  System,  by  that  road,  but  with- 
out the  authority  of  the  Ft.  W.  &  D.  C.  R'y. 

The  disputants  failing  to  settle  the  matter  by  correspondence,  have  mutually 
agreed  to  refer  the  matter  to  the  Arbitration  Committee  for  decision. 

DECISION. 

In  the  Arbitration  cases  quoted  by  the  Fort  Worth  &  Denver  City  Railway  the 
decisions  are  as  follows : 

Case  No.  49,  October,  1890.  *<  Owner  is  justified  in  making  changes  necessary 
to  restore  trucks  to  their  original  standard.  The  claim  that  foreign  parts  were  in  the 
trucks  at  the  time  the  car  was  destroyed  is  not  a  good  defense.  A  bill  rendered  for 
the  renewal  of  the  wrong  parts  and  the  cost  of  correcting  bad  workmanship  is  jast 
and  in  conformity  with  the  rules.  The  committee  cannot  sustain  the  claim  made  for 
wheels,  for  the  reason  that  while  they  were  not  the  same  as  originally  used  in  the 
trucks,  those  returned  were  not  worn  out." 

Case  No.  59,  December,  1890.  "  The  party  repairing  and  returning  truck  is 
just  as  much  responsible  for  the  substitution  of  the  proper  axle  in  this  truck  as 
though  it  had  placed  the  wrong  axle  in  the  truck." 

Case  No.  87,  May,  1891.     Same  as  No.  59. 

Case  No.  86,  May,  1891.  *<  Rules  do  not  require  inspection  of  the  material 
returned  at  any  intermediate  point.  The  committee  must  also  accept  the  sutemeni 
of  the  road  to  which  the  material  was  shipped." 

Cases  No.  195,  227  and  248  have  no  bearing  on  the  subject  in  dispnite. 

Case  No.  347,  January  27,  1895.  **  Wrong  repairs.  Trucks  must  be  repaired 
to  the  satisfaction  of  the  owner.", 

In  the  case  under  consideration,  card  is  claimed  for  one  sand  board,  undersized, 
but  it  is  admitted  that  it  is  the  same  that  was  in  the  truck  originally.  Claim  for  card 
for  this  defect  is  not  allowed. 

In  the  case  of  one  axle  undersize,  this  axle  was  placed  under  the  car  by  the 
Union  Pacific,  Denver  &  Gulf  Railway,  and  the  claim  for  card  should  be  allowed. 

The  same  is  true  of  the  two  bolster  truss  rods  undersize. 

A  card  should  also  be  furnished  for  two  foreign  center  plates ;  two  truck  columns, 
broken,  and  one  oil  box  wedge,  broken. 
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In  the  case  of  the  four  worn-out  brasses,  the  Union  Pacific,  Denver  &  Gulf 
Railway  acknowledged  that  they  placed  these  brasses  in  the  truck,  and  card  should 
also  be  allowed  for  them. 


Arbitration  Case  No.  463. 

Chicago  &  Alton  Railroad  Company 

versus 

Atlantic  &  Pacific  Railroad  Company. 

axle  I  inch  too  long  not  proper  repairs. 

In  December,  1896,  the  Chicago  &  Alton  Railroad  Company  rendered  bills 
against  the  receivers  of  the  Atlantic  &  Pacific  Railroad  for  replacing  axles  applied 
to  C.  A.  &  St.  L.  car  7534,  at  Needles,  December  7,  1896,  and  C.  &  A.  car  7606,  at 
Mojave,  November  10,  1896.  These  bills  were  for  ^3  and  I9,  respectively,  there 
being  one  axle  replaced  under  one  car,  and  three  under  the  other.  As  justification 
for  the  bills,  it  sends  joint  evidence  cards  from  the  Kansas  City  Inspection  Associa- 
tion, stating  that  C.  &  A.  car  7534  had  one  foreign  axle,  6  feet  3  inches  centers, 
instead  of  6  feet  2  inches,  which  was  standard  to  the  car,  covered  by  A.  &  P.  R.  R. 
repair  card  of  December  7,  dated  at  Needles,  and  that  C.  &  A.  car  7606  had  three 
axles  wrong  on  account  of  being  one  inch  too  long,  passing  Kansas  City,  covered  by 
A  &  P.  R.  R.  repair  card,  applied  November  10,  1896. 

The  A.  &  P.  R.  R.  returned  the  bills,  with  the  statement  that  it  did  not  know 
what  the  standard  size  of  axle  is  for  C.  &  A.  cars  of  this  class,  but  that  the  axles  put 
under  the  cars  were  the  same  as  those  removed,  namely,  6  feet  3  inches  centers,  and 
6  feet  1 1  j^  inches  over  all ;  that  both  the  axles  removed  and  those  applied  were 
strictly  M.  C.  B.  axles,  and  even  if  the  C.  &  A.  people  claim  that  their  axle  is  6  feet 
2  inches  from  center  to  oenter,  they  are  not  justified  in  making  bills,  because  in 
repairing  cars  railroads  are  allowed  to  use  M.  C.  B.  standards  when  they  do  not 
impair  the  strength  of  the  car,  and  the  bills  are  therefore  declined. 

The  C.  &  A.  R.  R.  Co.  replied  that  repairs  to  foreign  cars  shall  be  promptly 
made,  and  shall  conform  in  detail  to  the  original  construction,  and  that  companies 
making  repairs  to  cars  with  wrong  materials  shall  be  liable  to  the  owner  for  the  cost 
of  changing  such  cars  to  the  original  standard,  and  that  the  joint  evidence  of  the 
owner  of  the  car  and  the  delivering  road,  that  the  repairs  are  not  proper,  shall  be 
60a] ;  it  therefore  believes  the  bill  is  correct. 

The  A.  &  P.  R.  R.  replied  that  the  C.  &  A.  R.  R.  did  not  give  the  whole  of 
Section  4,  Rule  4,  and  of  Section  5,  which  says,  "  In  repairing  damaged  cars,  M. 
C.  B.  standards  may  be  used  when  of  dimensions  which  do  not  impair  the  strength  of 
cars  in  lieu  of  parts  forming  the  original  construction."  It  calls  attention  to  the  fact 
that  the  Arbitration  Committee,  at  a  meeting  held  in  Chicago  March  23,  in  the  deci- 
sion of  Case  419,  states  that  at  the  last  M.  C.  B.  convention  the  rules  were  changed  to 
allow  a  more  extended  use  of  M.  C.  B.  standards. 

In  the  correspondence  the  fact  is  shown  that  in  the  decision  of  Case  97  the  fol- 
lowing occurs :  *'  In  the  opinion  of  the  committee  an  axle  differing  ^  inch  between 
centeis   of  journals  from  that  standard  to  the  car,  is  an  alteration  of  the  original 
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design  which  should  not  be  permitted,  and  the  committee  believes  that  no  variation 
whatever  in  ruling  dimensions  should  be  permitted,  and  is  not  justified  by  Rule  16.'' 
Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 


The  decision  in  Arbitration  Case  No.  97,  of  October,  1 891,  fully  covers  this 
case,  and  decision  is  rendered  in  accordance  therewith — that  is,  the  bill  of  the  Chicago 
&  Alton  Railroad  is  correct,  and  should  be  paid. 


Arbitration  Case  No.  464. 

Canadian  Pacific  Railway  Company 

versus 

Jacob  Dold  Packing  Company. 

pin  lifter  lost  not  rough  usage. 

In  January,  1897,  the  Canadian  PaciBc  Railway  Company  rendered  bill  against 
the  Jacob  Dold  Packing  Company  for  labor  repairing  one  pin  lifter,  one  hour,  20 
cents. 

The  bill  was  objected  to  by  the  Jacob  Dold  Packing  Co. ,  claiming  rough  usage. 

To  this  the  C.  P.  R*y  Co.  replies  that  the  charge  is  made  under  Section  40  of 
Rule  3,  **  loss  under  fair  usage  of  any  part  of  the  body  of  car,  except  as  provided 
for -in  Rule  5,  Section  6'';  that  the  car  did  not  receive  any  rough  usage  while  on 
its  line,  and  that  the  bill  is  correct  as  rendered. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

•  decision. 

There  is  no  evidence  whatever  presented  by  the  Jacob  Dold  Packing  Company 
to  show  that  their  car  received  rough  usage.  The  Canadian  Pacific  Company  says 
definitely  that  it  did  not  receive  rough  usage.  The  mere  claim  of  rough  usage  is  not 
sufficient  to  warrant  a  car  owner  in  refusing  to  pay  a  bill  rendered  under  the  rules, 
and  as  this  bill  is  clearly  authorized  by  Section  40  of  Rule  3  the  bill  is  considered 
correct,  and  should  be  paid. 


Digitized  by 


Google 


257 

Arbitration  Case  No.  465. 

Canadian  Pacific  Railway  Company 

versus 

Nelson  Morris  &  Company. 

§1lls  claimed  rotten,  and  charged  to  owner  without  authority. 

In  December,  1896,  the  Canadian  Pacific  Railway  Company  rendered  bill 
against  the  Morris  Refrigerator  Line  for  repairs  of  M.  R.  L.  car  5963  in  the  month 
of  September,  as  follows : 

Cast  iron,  10  pounds $     .15 

Bolts,  forgings,  etc. ,  208  pounds 6. 24 

Lumber,  382  feet 9. 55 

Miscellaneous 1 .  50 

Labor,  176  hours 35. 20 

Total fc2,64 

Credit,  cast  and  wrought  scrap , . , ,       i ,  39 

Net  charge I51  >  25 

The  charge  for  lumber  included  one  head  stock.  57  feet;  2  center  sills,  187 
feet;  sheathing,  104  feet;  flooring,  30  feet;  oak,  4  feet. 

The  bill  was  returned  by  Nelson  Morris  &  Co.,  claiming  that  the  nature  of  the 
repairs  done  to  the  car  indicated  plainly  that  the  car  had  been  wrecked. 

The  C.  P.  R'y  Co.  replied  that  the  car  was  not  in  wreck  on  its  line,  but  that  the 
repairs  were  necessary  owing  to  the  parts  being  rotten. 

Nelson  Morris  &  Co.  replied  that  it  was  certainly  a  mistake  that  the  repairs  to 
draft  sills  and  end  sills  was  on  account  of  these  parts  being  rotten,  as  the  car  was  in 
its  shop  from  May  19  to  May  28,  1896,  for  general  repairs,  and  left  in  strictly  first- 
class  condition ;  that  its  record  of  the  car  during  July  and  August  shows  it  as  being 
all  right,  with  the  exception  of  some  minor  defects,  which  were  repaired ;  that  the 
car  left  East  St.  Louis,  via  Wabash  road,  August  31,  loaded  for  Worcester,  Mass.; 
that  it  was  safely  delivered  at  destination  without  any  delay,  and  while  returning 
home,  empty,  after  traveling  over  1,750  miles,  and  after  having  been  inspected  and 
accepted  by  several  different  railroads,  it  was  discovered  by  the  C.  P.  R'y  that  the  car 
was  no  longer  safe  to  run ;  that  the  fact  that  it  is  charged  with  104  feet  sheathing, 
30  feet  2-inch  flooring,  two  f|  by  9  feet  truss  rods,  one  drawbar  follower,  proves  con- 
clusively that  the  car  was  wrecked,  otherwise  it  would  not  have  been  necessary  to 
apply  end  sheathing,  flooring,  truss  rods,  etc.,  as  this  car  was  equipped  with  outside 
end  sills,  and  it  therefore  declines  to  pay  the  bill. 

The  C.  P.  R'y  Co.  shows  movement  of  the  car  over  its  line,  and  from  the  reports 
of  the  conductors  who  handled  that  car  shows  that  no  damage  was  done  to  the  car ; 
it  also  shows  statement  of  the  foreman  at  the  shops  where  the  repairs  were  made  to 
the  efTect  that  the  car  was  shopped  for  draft  bolts,  and  while  making  these  repairs 
the  center  sills  and  head  stock  were  found  to  be  in  rotten  condition  and  unsafe  to 
handle  in  trains.  It  further  states  that  Nelson  Morris  &  Co.  were  duly  notified  of 
the  repairs  required  to  make  the  car  serviceable  and  fit  to  be  hauled  in  trains,  and 
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that  the  repairs  were  made  and  bill  rendered  strictly  in  accordance  with  the  M. 
C  B.  Rules. 

Nelson  Morris  &  Co.  replies  that  the  mWning  of  Sectional  Rule  7  is  that  owners 
be  notified  in  cases  like  this  of  all  existing  defects,  and  that  no  repairs  shall  be  made 
to  such  car  without  the  authority  of  the  owner ;  that  the  rule  in  this  case  was  vio- 
lated, as  the  correspondence,  and  especially  the  notice  claimed  to  be  sent,  plainly 
shows  that  the  car  in  question,  at  the  time  the  note  was  written,  was  undergoing 
repairs ;  that  the  C.  P.  R*y  Co.  in  making  these  repairs  without  its  knowledge  or 
authority  did  so  on  its  own  responsibility,  and  without  regard  to  M.  C.  B.  Rule  7, 
and  in  the  absence  of  any  authorization  from  it  to  make  these  repairs,  it  must  decline 
to  approve  the  bill. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision,  and  in  submitting  the  papers  the  C. 
P.  R*y  Co.  says  that,  in  the  first  place,  objection  was  raised  on  account  of  rough 
usage,  which  was  disproved ;  it  has  also  been  proven  that  the  car  was  in  need  of 
repairs  owing  to  the  parts  in  q«»csiion  being  rotten ;  that  it  advised  Nelson  Morris 
&  Co.  at  the  time  the  car  was  discovered  to  be  in  this*  condition  that  it  would  make 
the  repairs,  and  that  this  was  the  only  practical  course,  under  the  circumstances,  as 
the  repairs  were  of  such  nature  that  the  car  could  not  have  gone  home  under  a  home 
card ;  that  no  mention  is  made  in  the  first  part  of  the  controversy  of  any  objection 
to  bill  under  Section  i  of  Rule  7,  and  that  this  point  was  only  raised  after  the  con- 
ductors' and  superintendent's  statements  had  been  attached. 

DECISION. 

The  repairs  made  on  M.  R.  L.  car  5963  was  a  combination  which  is  not  charge- 
able under  the  M.  C.  B.  Rules  of  Interchange,  as  provided  for  in  note  following 
Section  48  of  Rule  3.  The  M.  C.  B.  rules  provide  under  Rule  7  a  course  of 
procedure  for  cars  which  are  unsafe  to  rim  or  unsafe  to  load.  The  Canadian  PaciEc 
Company  did  not  avail  itself  of  the  provisions  of  Rule  7,  although  it  advised  the 
owner  that  it  was  repairing  the  car.  The  Rules  of  Interchange  in  general  do  not 
contemplate  or  authorize  extensive  repairs  to  cars  involving  combinations  which  are 
not  chargeable  to  the  owner,  except  under  the  conditions  mentioned  in  Rule  7,  and 
this  is  considered  a  very  wise  provision  of  the  rule.  Under  the  rules  the  Canadian 
Pacific  Railway  is  not  warranted  in  rendering  bill  for  the  repairs  made,  and  the  sanse 
should  be  canceled. 

Arbitration  Case  No.  466. 

Canadian  Pacific  Railway  Company 

verstt^ 

The  G.  II.  Hammond  Company. 

AXLE  replaced  UNDER   CAR   NOT  STENCILED  WITH   CAPACITY. 

In  February,  1 897,  the  Canadian  Pacific  Railway  Company  rendered  bill  against 
the  Hammond  Refrigerator  Line  for  wheel  and  axle  work  on  H.  R.  L.  cars,  includ- 
ing therein  charges  against  cars  0285,  0329  and  0275  for  one  axle  removed  from 
each  car  because  they  were  (^mailer  than  the  other  axles  under  the  cars ;  that  the 
other  axles  under  the  cars  indicate  that  the  cars  were  of  50,000  pounds  capacity 
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while  tnt  axles  removed  were  only  large  enough,  according  to  the  limits^  for  cars  of 
30,000  pounds  capacity ;  that  the  cars  were  not  stenciled  their  capacity,  and  that  it  is 
assumed  that  they  would  be  loaded  up  to  the  capacity  the  larger  axles  were  intended 
for,  namely,  50,000  pounds. 

The  H.  R.  Line  objected  to  the  change  of  these  axles,  and  the  C.  P.  R'y  Co. 
replied  that  if  the  cars  had  been  stenciled  their  capacity  it  would  have  been  guided 
by  that,  but  under  the  circumstances  its  only  course  to  take  was  to  be  guided  by  the 
other  axles  under  the  cars,  and  that  inasmuch  as  the  repairs  had  been  made  and  bill 
rendered  in  accordance  with  the  M.  C.  B.  Rules  it  cannot  make  any  change  in  the 
charges,  but  is  willing  to  submit  the  matter  to  the  Arbitration  Committee  for  decision. 

The  H.  R.  Line  replied  that  it  could  not  concede  that  the  C.  P.  R'y  Co.  had 
any  right  to  change  these  axles;  that  they  were  large  enough  for  the  cars  under 
which  they  were  used,  and  that  it  would  have  been  equally  proper  for  the  C.  P.  R*y 
Co.  to  have  substituted  axles  of  30,000  pounds  capacity  for  the  larger  ones  under 
the  cars ;  that  the  cars  are  dressed  beef  cars  and  it  is  impossible  to  get  a  load  of 
30,000  pounds  in  them  —  in  fact,  cannot  be  loaded  to  exceed  20,000  pounds  or  22,000 
pounds  —  and  that  the  axles  are  amply  large  enough  for  the  work  they  are  intended 
to  do. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent to  the  Arbitration  Committee  for  decision. 

DECISION. 

As  the  Hammond  Refrigerator  Line  cars  in  question  are  not  stenciled  with 
either  light  weight  or  capacity,  and  each  car  had  three  50,000  pounds  capacity  axles 
in  service  under  it,  it  is  decided  that  the  Canadian  Pacific  was  justified  in  replacing 
the  30,000  pounds  capacity  axles  under  these  cars  and  their  bill  as  rendered  should 
be  paid. 

Arbitration  Case  No.  467. 

SoiTTHERN  Pacific  Company  (Pacific  System) 

versus 

Nelson  Morris  &  Co. 

BRAKE  BEAM    PROPERLY   CHARGED  TO  CAR   OWNER. 

On  September  30,  1896,  the  Southern  Pacific  Company  rendered  bill  against 
Nelson  Morris  &  Co.  for  repairs  done  September  3  and  15,  to  M.  &  Co.  car  6698, 
$5.98,  accompanying  same  with  repair  card  stub  calling  for  **  2  brake  beams,  i  brake 
head,  i  brake  shoe,  2  brake  fulcrums,  4  brake  guide  pins,  4  ^-inch  square  nuts,  4 
^-inch  square  nuts,  i  drawbar  key,  I  by  5  l^  24  inches,  I  C.  F.  T.  spring  hanger,  i 
7-inch  drawbar  spring,"  repaired  because  the  beams,  brake  head,  shoe,  drawbar  key 
and  spring  hanger  were  broken,  drawbar  spring  missing  and  brake  guide  pins  worn 
out  and  would  not  fit  C.  P.  brake  beams.  In  addition  to  these,  the  repairs  to  the  car 
on  Se|>tember  15  were  one  spring  plank,  with  bolts  and  labor,  for  which  there  is  no 
repair  card  with  the  papers. 

The  bill  was  returned  by  Nelson  Morris  &  Co. ,  stating  that  the  car  was  received 
at  its  yards  on  October  i,  1896,  bearing  M.  C.  B.  repair  card  for  repairs  as  stated  in 
the  bill,  but  the  car  showed  plain  evidence  that  the  repairs  had  been  necessitated  by 
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rough  usage,  evidently  by  derailment  or  wreck,  and  the  nature  of  the  repairs  made 
indicates  such  to  be  the  fact ;  that  under  the  M.  C.  B.  Rules  it  is  not  chargeable  for 
such  repairs,  and  the  bill  is  returned  with  the  request  that  it  be  canceled. 

The  S.  P.  Co.  investigated  this  matter,  and  found  that  there  was  no  accident  to 
the  car;  neither  had  it  been  off  the  track  or  subjected  to  unfair  usage  while  in  its 
hands,  and  it  therefore  requests  that  the  bill  be  paid. 

The  bill  was  again  returned  by  Nelson  Morris  &  Co.,  positively  declining  to 
accept  the  charges  against  this  car,  and  stating  that  the  car  was  received  at  its  yard 
from  the  Union  Stock  Yards  &  Transit  Co.,  of  Chicago,  October  I,  1896,  in  the  fol- 
lowing condition : 

One  wrong  drawbar  spring,  7  inches  in  place  of  8  inches. 

One  wrong  combination  cross  key. 

Two  truck  «ide  bearings  and  one  ^  by  1 2  inch  truck  bolster  bolt  broken. 

One  wrong  truck  hanger,  2  inches  too  long,  bent  and  cracked  in  two  places. 

One  wrong  truck  hanger  pin. 

One  wrong  truck  hanger  casting,  not  fitting  M.  &  Co.  truck  hanger. 

One  wrong  brake  lever,  24  inches  long,  i-inch  keyhole;   should  be  30  inches 
long,  I  y^  -inch  keyhole. 

One  S.  H.  &  II.  coupler  knuckle  lock  broken  and  lifting  chain  gone. 

It  is  stated  that  the  car  bore  S.  P.  Co.  repair  card  dated  9-3-96  for  some  of  these 
repairs;  also  S.  P.  Co.  repair  card  9-15-96  for  the  other  repairs;  also  S.  P.  Co.  M.  C. 
B.  defect  card  for  two  pine  brake  beams,  two  liilcrums,  one  pine  spring  plank,  one 
truck  hanger  casting  and  one  spring  plank  casting  gone ;  also  Union  Pacific  S3rstem 
defect  card  for  one  spring  plank  broken;  also  Union  Pacific  System  repair  card  for 
one  bottom  rod,  one  lever  and  one  wrought  iron  jaw  applied  account  of  "  gone." 
From  this  record  it  believes  it  cannot  in  justice  accept  the  bill. 

The  S.  P.  Co.  replied,  that  in  looking  over  the  bill  it  believes  that  some  of  the 
details  were  wrongly  entered  on  the  bill,  and  it  makes  corrections  accordingly, 
although  it  does  not  change  the  net  amount  of  the  bill.  It  recites  these  errors 
and  states  that  as  regards  the  wrong  drawbar  spring,  if  Nelson  Morris  &  Co.  will 
obtain  the  evidence  of  the  delivering  road  that  the  drawbar  spring  was  wrong  it  will 
cancel  this  charge ;  that  in  regard  to  the  two  brake  beams  and  two  fulcrums  applied 
September  30,  and  the  spring  plank  applied  September  15,  that  this  was  all  foreign 
material  and  was  carded  against  the  S.  P.  Co.,  and  that  Nelson  Morris  &  Co.  have 
rendered  bill  on  account  of  this  defect  card  for  this  foreign  material,  which  has  been 
paid,  and  it  therefore  believes  that  under  the  circumstances  its  bill  is  correct  as 
rendered. 

Nelson  Morris  &  Co's  Superintendent  Car  Department  replied  that  he  saw  the 
car  himself  and  inspected  it  carefully ;  that  there  was  no  room  left  to  doubt  that  the 
car  was  roughly  handled ;  that  its  condition  plainly  indicated  such  Co  be  a  fact,  and 
thoroughly  convinced  that  the  repairs  were  necessitated  by  unfair  usage  it  declines 
again  to  accept  the  bill.  Further  correspondence  failing  to  settle  the  matter,  the 
parties  mutually  agree  to  refer  it  to  the  Arbitration  Committee  for  decision. 

DECISION. 

When  the  papers  were  returned  the  second  time  to  the  owners  of  the  car  it  was 
then  argued  that  the  reason  for  believing  that  the  car  had  received  unfair  usage  was 
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owing  to  its  having  Southern  PaciHc  repair  cards  on  for  other  parts  than  those  men- 
tioned in  the  bill.  As  none  of  these  repair  cards  have  been  submitted  to  the  com- 
mittee, this  feature  of  the  argument  will  not  be  considered. 

It  is  not  unusual  for  wooden  brake  beams  to  break  under  fair  usage.  The 
Southern  Pacific  Company  was  unable  to  find  that  the  car  had  been  in  any  accident 
or  off  the  track.  The  car  owner  furnishes  no  evidence  warranting  a  contrary 
opinion. 

In  the  opinion  of  the  committee,  the  bill  of  the  Southern  Pacific  Company  is  cor- 
rect  and  should  be  paid. 

Arbitration  Case  No.  468. 

MissoLRi,  Kansas  &  Texas  Railway  System 

versus 

New  York,  Chicago  &  St.  Louis  Railroad  Company. 

m.  c.  b.  coupler  replaced  by  link-andpin  drawbar. 

In  March,  1897,  the  Missouri,  Kansas  &  Texas  Railway  Company  in  Texas 

rendered  bill  against  the  New  York,  Chicago  &  St.  Louis  Railroad  Company  for 

repairing  cars  under  M.  C.  B.  Rule  4,  in  the  months  of  January  and  February,  1897, 

as  per  repair  card  stubs  and  statements  attached,  I10.33. 

This  bill  included  a  charge  against  N.  Y.  C.  &  St.  L.  car  15772,  as  follows : 

210  pounds  cast  iron l3*  15 

10  pounds  wrought  iron 30 

2  hours'  labor 40 

^3.85 

Creiiil. 

1  Janney  head ^2 .  25 

10  pounds  wrought  iron 07 

2.32 

Total I1.53 

The  repair  card  stub  showed  that  this  car  received  wrong  repairs,  in  that  it  had 
received  one  cast  stem  drawhead  because  the  top  lug  of  Janney  coupler  was  broken 
off. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  returned  the  bill,  calling  attention  to  this 
charge  against  car  15772,  and  asking  that  it  be  corrected  accordmg  to  Arbitration 
Case  393. 

The  M.  K.  &  T.  R'y  replied  that  it  did  not  consider  Arbitration  Case  No.  393. 
as  a  parallel  one;  that  if  an  automatic  coupler  had  been  applied,  the  M.  K.  &  T. 
R'y  would,  of  course,  have  billed  as  per  Case  393,  but  it  does  not  see  how  it  can 
apply  in  this  case  where  a  common  drawbar  was  applied. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  replied  that  it  agreed  that  Case  393  is  not  a 
parallel  cise,  as  that  was  a  transaction  of  M.  C.  B.  couplers  only,  but  that  the  repairs 
made  by  the  M.  K.  &  T.  R'y  were  wrong;  that  the  M.  C.  B.  couplers  should  be 
maintained,  but  that  the  requirements  of  the  rules  are  to  have  credit  for  good  parts 
removed.     It  claims  that  had  the  M.  K.  &  T.  R'y  replaced  the  M.  C.  B,  coupler  in 


Digitized  by 


Google 


262 

the  car  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  would  have  paid  for  the  sanit;  that  it  has 
no  use  for  such  material  as  the  M.  K.  &  T.  R'y  applied  to  the  car  and  must  scrap  it, 
and  that  the  M.  K.  &  T.  R'y  should  be  the  loser  if  it  does  not  keep  material  on 
hand  to  maintain  M.  C.  B.  couplers. 

The  M.  K.  &  T.  R'y  replies  to  this  that  if  the  bill  for  repairs  to  this  car  is 
accepted  as  rendered,  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  should  rebill  against  the  M. 
K.  &  T.  R'y  for  wrong  repairs,  amounting  to  ^9.35,  and  under  these  circumstances 
it  thinks  that  its  bill  should  stand  as  rendered. 

After  further  correspondence,  in  which  each  party  makes  statement  of  diff<erent 
ways  of  settling  the  account,  the  matter  is  referred,  by  mutual  consent,  to  the  Arbi- 
tration Committee  for  deeision,  and  in  so  referring  it  the  M.  K.  &  T.  R'y  states 
that  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  refers  to  Arbitration  Cases  393  and  277,  and 
requests  correction  and  insists  on  a  credit  in  this  case  of  S6.05,  in  which  case  the 
M.  K.  &  T.  R'y  bill  would  show  a  balance  due  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  of 
I2.20,  and  that  inastouch  as  the  N.  Y.  C.  &  Sf.  L.  R.  R.  Co.  would  bill  back  against 
the  M.  K.  &  T.  R'y  for  these  wrong  repairs,  it  cannot  consent  to  change  the  bill  as 
rendered. 

DECISION. 

If  a  railroad  company  making  wrong  repairs  wishes  to  collect  for  juch  i^Tong 
repairs,  the  debits  and  credits  nrast  be  in  accordance  vrith  the  rules.  The  case  ondcr 
consideration  concerns  M.  C.  B.  couplers,  and  the  prices  allowed  do  not  work  to  the 
advantage  of  the  road  making  the  wrong  repairs. 

In  the  opinion  of  the  Arbitration  Committee,  the  rules  allow  choiee  of  another 
course,  which  it  decides  should  be  followed  in  this  case,  natBteYf,  that  the  Missouri, 
Kansas  &  Texas  cancel  its  bill  for  the  wrong  repairs  and  furnish  the  New  York,  Chi- 
cago &  St.  Louis  Railroad  Company  with  an  M.  C.  B.  defect  card  authorizing  proper 
repairs  to  the  car. 

Note. — Mr.  Mackenzie  being  interested  in  this  case,  7vas  not  a  party  to  the 
decision. 

Arbitration  Case  No.  469. 
Lake  Shore  &  Michigan  Southern  Railway  Company 

versus 
Lake  Erie  &  Western  Railroad  Company. 

JOURNAL  bearings   RENEWED  ACCOUNT   HARD  SPOTS. 

In  December,  1896,  the  Lake  Shore  &  Michigan  Southern  Railway  Company 
rendered  bills  against  the  Lake  Erie  &  Western  Railroad  Company  for  repairs  to  cars, 
as  per  M.  C.  B.  Rules,  attaching  repair  card  stubs  to  the  bills. 

The  bills  were  returned  by  the  L.  E.  &  W.  R.  R.  Co.,  objecting  to  the  charges 
against  twenty- one  cars,  the  repair  card  stubs  giving  as  reasons  for  removal,  «*  hard 
spots  **  and  **  bright  and  hard  spots,'*  claiming  that  this  is  something  new  in  journal- 
bearing  defects,  and  there  is  nothing  in  the  rules  to  justify  it. 

To  this  the  L.  S.  &  M.  S.  R'y  Co.  replied,  that  the  terms  shown  on  the  back  of 
the  stubs  giving  the  reasons  for  making  the  repairs  are  not  as  clear  as  they  should  be; 
that  the  terms  do  not,  in  reality,  give  the  reasons  for  which  the  bearings  were  neces- 
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sarily  removed,  but  simply  give  the  condition  of  the  bearings  after  the  boxes  run  hot ; 
that  these  hard  and  bright  spots  are  caused  by  small  particles  of  waste  attaching  them- 
selves to  the  journal,  and  are  carried  round,  getting  in  between  the  journal  and  the 
bearing.  The  result  is  they  become  hot,  carbonize,  and  cause  the  oil  to  bum  as  it 
comes  in  contact  with  the  carbonized  spot.  As  there  were  no  other  parts  of  the  run- 
ning gear  of  the  cars  needing  renewal,  and  as  the  boxes  were  given  proper  attention 
while  in  its  possession,  it  maintains  that  the  charges  are  proper,  and  refers  to  Arbitra- 
tion Case  403  in  support  of  its  position  that  it  might  have  used  the  term  "  hot 
box  "  on  the  back  of  the  stubs  to  show  the  reason  for  making  the  repairs,  but  pre- 
ferred to  state  the  actual  condition  of  the  bearings  removed,  which  is  conclusive  that 
the  journals  were  hot. 

The  L.  E.  &  W.  R.  R.  Co.  replies  that  the  repair  card  stubs  make  no  mention  of 
the  boxes  running  hot,  and  for  that  reason  it  objects  to  the  bills;  that  it  is  inclined  to 
believe  that  the  brasses  were  removed  without  just  cause,  and  that  the  hard  and  bright 
spots  are  more  imaginary  than  real,  and  as  for  small  particles  of  waste  getting  in 
between  the  journal  and  the  bearing  and  causing  hot  boxes,  that  is  an  old  and 
exploded  idea ;  it  has  been  repeatedly  tried  without  causing  a  hot  box  or  injury  to  the 
bearing,  and  that  the  claims  that  they  were  removed  on  account  of  running  hot  is 
rather  late,  as  this  claim  is  not  made  until  after  the  bills  are  disputed ;  that  Section 
16,  Rule  4,  reads,  "  When  repairs  of  any  kind  are  made  to  foreign  cars,  a  repair  card 
shall  be  attached  to  the  car  specifying  fully  the  repairs  made,  and  the  reasons  for 
same  *';  that  in  these  cases  no  mention  is  made  of  the  brasses  running  hot,  the  repair 
cards  simply  stating  "  hard  spots  "  and  "  bright  spots,"  and  these,  in  its  opinion,  are 
not  legitimate  reasons  for  making  repairs  and  charging'  owners,  and  it  therefore 
declines  to  approve  the  bill  for  payment. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION.  ' 

The  terms  "  hard  spots,"  "  bright  spots,"  "  copper  spots,"  etc.,  express  the  gen- 
eral condition  that  a  brass  is  found  in  after  it  has  reached  the  hot  stage.  It  has  been 
ruled  that  hot  boxes  are  not  necessarily  due  to  unfair  usage.  There  is  nothing  sub- 
mitted in  the  correspondence  that  warrants  a  conclusion  that  the  brasses  were  not 
chasgeable  to  the  car  owner. 

In  the  opinion  of  the  committee,  the  bill  of  the  Lake  Shore  &  Michigan  Southern 
Railway  Company  is  correct,  and  should  be  paid. 

Arbitration  Case  No.  470. 
Hammond  Refrigerator  Line 
versus 
New  York.  New  Haven  &  Hartford  Railroad  Company, 
tail  pin  in  place  of  pocket  drawbar. 
On    March   9,  1897,  the   G.   H.   Hammond   Co.    rendered    bill    against  the 
New  York,  New  Haven   &   Hartford  Railroad  Company,  including,  among  other 
items,  a  charge  against  H.  R.  L.  car  074  for  one  drawbar  and  pocket  applied,  based 
on  defect  card  of  the  N.  Y.  N.  H.  &  H.  R.  R.  Co.,  calling  for  "  I  drawhead,  one 
16-inch  spindle  in  place  of  one  pocket  drawhead." 


Digitized  by 


Google 


264 

The  bill  was  returned. by  the  N.  Y.  N.  H.  &  H.  R.  R.  Co.  with  the  request  thai 
the  charge  for  this  drawbar  be  eliminated  from  the  bill,  as  the  defect  card  showed 
that  the  spindle  drawbar  was  applied  in  place  of  pocket  bar,  and  is  authority  for 
changing  the  rear  attachments  only. 

The  G.  H.  Hammond  Co.  replied  that  it  does  not  agree  wiih  this  interprelaiion 
of  the  matter ;  that  to  return  this  car  to  its  original  design  it  was  obliged  to  put  in  a 
pocket  drawbar,  and  the  charge  for  same  is  correct. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

This  case  is  similar  to  Arbitration  Cases  Nos.  239,  252  and  286.  In  the  opinion 
of  the  committee,  the  bill  of  the  G.  H.  Hammond  Company  should  be  changed, 
eliminating  the  charge  for  the  drawbar  against  car  No.  074, 

Arbitration  Case  No.  471. 
Des  Moines  Union  Railway  Company 

versus 

Missouri  Pacific  Railway  Company. 

truss  rods  welded  and  billed  to  owner. 

In  November,  1896,  the  Missouri  Pacific  Railway  Company  rendered  bill  against 
the  Des  Moines,  Northern  &  Western  Railroad  Company  for  welding  two  truss  rods 
on  D.  M.  N.  &  W.  car  511,  and  attached  repair  card  stub  to  the  bill,  giving  as  cause 
for  repairs,  "  old  truss  rods  broken."  The  bill  was  objected  to  by  the  D.  M.  N.  & 
W.  R.  R.  on  the  ground  that  when  the  car  reached  home  one  of  the  truss  rods  was 
broken,  clearly  showing  it  to  have  been  overheated  in  making  the  weld,  and  claiming 
that  the  charge  should  be  made  for  but  one  truss  rod  repaired. 

The  M.  P.  R*y  Co.  insists  that  the  repairs  were  properly  made,  and  shows  from 
the  record  of  the  joint  inspector  between  the  road  and  the  road  over  which  the  car 
left  its  line  that  no  defects  existed  on  the  car  when  it  left  the  road,  and  says  that  it 
is  not  responsible  for  any  damage  that  might  have  been  done  after  the  car  left  its 
line,  and  therefore  its  bill  is  correct. 

The  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  consent, 
to  the  Arbitration  Committee  for  decision,  and  in  submitting  it  the  D.  M.  N.  &  W. 
R.  R.  Co.  states  that  the  M.  P.  R'y  Co.  claims,  and  doubtless  did  weld  two  truss 
rods  on  this  car,  attaching  repair  card  to  cover  same,  and  rendered  bill,  but  when  the 
car  reached  Des  Moines  one  of  the  truss  rods  was  broken,  showing  that  it  was  over- 
heated in  welding;  that  under  the  rules  this  is  an  owner's  charge,  but  it  contends 
that  the  owner  has  the  right  to  insist  on  having  the  repairs  made  properly,  which  was 
not  done  in  this  case,  consequently  the  M.  P.  R'y  Co.  bill  should  be  for  repairs  of 
one  truss  rod  instead  of  two. 

DECISION. 

There  is  no  evidence  in  the  inclosed  correspondence  to  show  that  the  broken 
truss  rod  in  Des  Moines,  Northern  &  Western  car  No.  511,  when  it  arrived  home, 
was  broken  where  it  had  been  welded  by  the  Missouri  Pacific  Railway  Company,  but 
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as  it  is  claimed  by  the  former  road  that  the  iron  was  burnt  it  may  be  inferred  that  the 
breakage  was  at  the  weld.  The  structure  of  iron  that  has  been  overheated  is  very- 
similar  to  that  of  iron  of  inferior  quality,  having  little  or  no  fiber.  The  fact  that  the 
truss  rod  in  question  broke  twjce,  and  one  other  broke  also,  without  evidence  of 
unfair  usage,  would  indicate  that  they  were  either  too  light  or  the  iron  of  poor 
quality — most  likely  tfie  latter ;  and  as  there  is  no  question  as  to  the  responsibility  of 
the  car  owner  for  repairs  of  parts  similar  to  that  in  question  which  may  fail  under 
fair  usage,  it  is  the  opinion  of  the  committee  that  the  bill  of  the  Missouri  Pacific  is^ 
correct  and  should  be  paid. 

Arbitration  Case  No.  472. 

San  Antonio  &  Aransas  Pass  Railway  Company 

versus 
St.  Joseph  &  Grand  Island  Railway  Company. 

TIME  allowable   FOR    RENEWING  SAND   PLANK. 

In  February,  1897,  the  San  Antonio  &  Aransas  Pass  Railway  Company  ren- 
dered bill  against  the  St.  Joseph  &  Grand  Island  Railway  Company  for  repairs  to- 
cars  as  per  M.  C.  B.  Rules,  accompanying  the  same  with  repair  card  stubs,  showing 
that  it  renewed  one  sand  board,  one  bottom  brake-hanger  pin,  two  truck  hangers,  three 
center-plate  bolts,  on  account  of  sand  board  broken,  with  bolts  broken  and  gone,  and 
the  hangers  broken  under  fair  usage.  The  bill  charged  16  hours*  labor  at  20  cents,^ 
$3.20,  and  the  total  net  amount  of  the  bill  was  I4.60. 

The  St.  J.  &  G.  I.  R'y  Co.  returned  the  bill,  stating  that  the  charge  of  16  hours 
for  labor  is  excessive,  and  that  all  the  repairs  in  question  could  have  been  made,  in 
its  estimation,  in  8  hours,  and  requests  that  the  bill  be  reduced  accordingly  before  it 
could  voucher  it,  stating  that  this  is  a  swing  bolster  truck,  and  the  sand  board  and  all 
repairs  pertaining  thereto  could  have  been  made  in  5  hours,  and  with  3  hours  addi- 
tional allowed  for  center  plate  in  accordance  with  the  rules,  or  8  hours,  would  cover 
the  total  time. 

The  S.  A.  &  A.  P.  R'y  Co.  replied  that  it  had  renewed  the  center-plate  bolts  i& 
both  center  plates,  and  that  the  rules  of  the  previous  year  allowed  10  hours  for  the 
sand  plank,  although  not  in  the  rules  of  this  year ;  it  therefore  believes  the  bill  i& 
correct  as  rendered. 

The  St.  J.  &  G.  I.  R*y  Co.  replied  that  the  fact  that  last  year's  rules  allowed  lo 
hours  for  a  spring  plank  had  nothing  to  do  with  it,  and  that  it  had  made  similar 
repairs  in  5  hours,  and  still  requests  that  the  bill  be  reduced. 

The  S.  A.  &  A.  P.  R*y  replied  that  it  was  unable  to  do  all  the  work  which  was 
charged  against  the  car  in  less  time  than  that  charged  for. 

After  all  this  correspondence  the  St.  J.  &  G.  I.  R'y  Co.  made  further  objeciion 
to  the  bill  not  heretofore  mentioned,  stating  that  one  of  these  parts,  either  the  hanger 
or  sand  plank,  failed  under  fair  usage,  and  the  balance  of  the  repairs  is  consequential 
damage,  and  as  such  should  be  eliminated  from  the  bill ;  it  refers  to  the  decision  of 
the  Arbitration  Committee  as  quoted  in  Case  No.  377.  It  does  not  undertake  to  say 
definitely  which  of  the  parts  failed  under  fair  usage,  and  which  is  consequential 
damage. 
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The  S.  A.  &  A.  P.  R'y  Co.  replied  to  this  claim  that  it  does  not  understand  the 
matter  in  the  same  light,  but  believes  that  the  bill  is  entirely  correct  as  rendered. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
•consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  Arbitration  Committee  believes  that  the  time  chargeable  for  renewing  sand 
plank,  as  allowed  in  the  rules  of  the  previous  year,  should  apply.  As  the  center- 
plate  bolts  were  renewed  in  both  ends  of  the  car,  the  time  charged,  namely,  i6  hours, 
is  not  excessive. 

In  regard  to  the  claim  that  only  one  of  these  parts  failed  under  fair  usage  and 
that  the  balance  was  consequential  damage,  the  Arbitration  Committee  is  of  the 
opinion  that  this  claim  cannot  be  sustained,  and  that  the  bill  should  be  paid  as 
rendered. 

Arbitration  Case  No.  473. 
Chicago  &  West  Michigan  Railway  Company 
vetsus 
Chicago  &  Eastern  Illinois  Railroad  Company. 
m.  c.  b.  coupler  repaired,  credits  allowable. 
In  March,  1897,  the  Chicago  &  West  Michigan  Railway  Company  rendered  bill 
against  the  Chicago  &  Eastern  Illinois  Railroad  Company  for  replacing  one  Gould 
coupler  on  C.  &  E.  I.  car,  accompanying  same  with  repair  card  calling  for  **•  One 
Gould  coupler  stem  broken."    The  bill  made  a  charge  of  $8.31  net. 

The  C.  &  E.  I.  R.  R.  Co.  objected  to  the  bill,  stating  that  the  amount  charged 
should  be  $7.56  instead  of  ^.31,  and  the  charges  and  credits  should  be  as  follows: 

One  Gould  coupler $12. 50 

Two  hours*  labor  at  20  cents 40 

$12.90 

Credit  : 

145  pounds  steel  (Chicago  coupler),  ^  cents $  i  .09 

One  Chicago  knuckle 3 .  50 

One  pivot  pin 30 

One  lock  arm 30 

One  lifting  pin 10 

One  knuckle  opening  spring 05 

%  5-34 

Net  charge $  7.56 

and  asked  to  have  the  bill  corrected 

The  C.  &  W.  M.  R*y  replied,  stating  that  it  did  not  agree  that  the  bill  should 
be  made  up  in  this  manner;  that  according  to  M.  C.  B.  Price  List  No.  4,  the 
Chicago  coupler  is  only  $11,  whereas  the  detail  parts  quoted  foot  up  $11.75-  ^^ 
declined  to  make  any  change  in  the  bill  because  the  C.  &  E.  I.  buys  the  couplers 
complete  at  $11  each. 

The  C.  &  E.  I.  R.  R.  Co.  replied  that  the  C.  &  W.  M.  R'y  had  a  right  to  charge 
the  full  price  for  the  coupler  applied,  but  that  in  allowing  credits  .for  the  good  parts 
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of  the  coupler  released  it  must  allow  full  credit  fo>  the  value  of  such  parts  as  per 
M.  C.  B.  Price  List  No.  4,  and  in  support  of  its  position  refers  to  Arbitration  Case 
No.  393. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  Arbitration  Committee  understands  from  the  correspondence  that  a  Gould 
coupler  was  placed  in  this  car  which  was  originally  equipped  with  a  Chicago  coup- 
ler, and  of  which  the  drawhead  broke.  As  the  figures  given  by  the  Chicago  & 
Eastern  Illinois  Railroad  Company  for  the  credit  of  parts  of  the  Chicago  coupler 
which  were  not  broken  are  in  accordance  with  Price  List  No.  4,  the  Arbitration 
Committee  is  of  the  opinion  that  this  is  correct,  and  that  the  Chicago  Sc  West  Michi- 
gan Railway  should  correct  its  bill  accordingly. 


Arbitration  Case  No.  474. 

Central  of  Georgia  Railway  Company 

7rrsus 

Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company. 

side  door  nailed  to  car  and  carded. 

In  February,  1897,  the  Central  of  Georgia  Railway  Company  rendered  bill 
against  the  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company,  for  $5,  for 
one  side  door  on  L.  &  N.  car  15837,  basing  same  on  defect  card  of  the  C.  N.  O.  & 
T.  P.  R'y,  issued  at  Chattanooga,  August  14,  1896,  and  attached  to  this  car,  calling 
for  "  one  side  door  nailed  to  side  of  car,  and  one  door  stile  split." 

The  bill  was  returned  with  exception  to  the  amount  of  the  charge,  with  the 
statement  that  the  card  does  not  authorize  bill  for  a  ventilator  door;  that  the  car  was 
carded  by  it  at  Chattanooga  for  ventilator  door  nailed  to  car,  and  one  door  stile  split, 
and  was  accepted  by  its  connections  on  this  card,  and  that  the  company  was,  therefore, 
relieved  of  responsibility*  further  than  the  charge  for  labor  hanging  the  door,  and 
the  material  and  labor  for  one  door  stile,  which  should  not  amount  to  more  than  75 
cents. 

The  C.  of  Ga.  R'y  Co.  replied  that'the  position  taken  by  the  C.  N.  O.  &  T.  P. 
R'y  Co.  would  have  been  correct  had  the  car  gone  to  the  owner  over  the  C.  of  Ga.  R*y 
in  the  same  condition  as  it  was  when  carded,  but  that  the  C.  N.  O.  8c  T.  P.  R'y  pre- 
ferred to  give  a  card  for  improper  and  temporary  repairs,  and  in  consequence  of  these 
repairs  the  door  fell  off  on  the  line  of  the  C.  of  Ga.  R'y,  and  it  was  obliged  to  issue 
a  card  for  one  side  ventilator  door  gone ;  that  the  owner  made  the  renewal  on  the 
strength  of  this  card,  and  billed  against  it  for  $$,  which  it  had  paid,  and  that  this  bill 
against  the  C.  N.  O.  &  T.  P.  R'y  is  to  offset  charges  already  paid.  The  C. 
of  Ga.  R'y  Co.  further  says,  that  it  would  have  repaired  the  door  had  it  known  in 
advance  that  it  would  be  lost  off,  and  it  believes  that  the  C.  N.  O.  &  T.  P.  R*y  card 
carries  with  it  all  responsibiliiy  for  omission  to  properly  secure  the  door  in  a  work- 
manlike manner  to  the  car. 
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The  C.  N.  O.  &  T.  P.  R'y  replied  that  it  does  not  believe  the  M.  C.  B.  defect 
card  attached  to  these  papers  authorizes  a  further  chitrge  than  it  has  already  stated  ; 
that  the  door  was  in  perfect  condition  with  the  exception  of  the  hanger,  and  was 
securely  fastened  to  the  car  when  delivered  to  its  conaections,  and  it  accepted  the  car 
on  this  card ;  that  if  the  door  became  loose  after  being  accepted,  the  road  handling  it 
had  a  perfect  right  to  secure  it  to  the  car  in  a  proper  manner,  and  bill  on  the  card^ 
but  neglecting  to  do  so  the  door  has  been  lost,  and  therefore  the  line  on  which  the 
loss  occurred  becomes  responsible  for  its  replacement. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  cod> 
sent,  to  the  Arbitration  Committee  for  decision. 


The  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company's  defect  card 
was  issued  to  cover  one  side  door  nailed  to  side  of  door,  and  one  door  stile- 
split.  The  Central  of  Georgia  Railway  Company  received  the  car  with  the  door  in 
this  condition,  protected  by  the  defect  card.  It  was,  therefore,  the  duty  of  the  Cen- 
tral of  Georgia  Railway  Company  to  either  deliver  the  car  to  the  owner  in  this  con- 
dition, or,  if  it  was  necessary  to  load  the  car,  and  the  lading  was  of  such  a  nature 
as  to  require  the  use  of  this  door,  to  make  the  necessary  repairs,  and  bill  against  the 
Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company  for  the  cost  of  same. 
In  accepting  and  moving  the  car  in  this  condition  it  assumed  all  responsibility  for  any 
subsequent  damage  that  Atiight  occur,  and  its  failure  to  see  that  the  door  was  properly 
secured  does  not  entitle  it  to  collect  from  the  Cincinnati,  New  Orleans  &  Texas 
Pacific  Railway  Company  for  the  cost  of  the  door  which  was  lost  on  its  line. 

In  the  opinion  of  the  committee,  the  bill  of  the  Central  of  Georgia  Railway 
Company  is  not  correct,  and  should  be  canceled. 


Arbitration  Case  No.  475. 

Lake  Shore  &  Michigan  Southern  Railway  Company 

versus 

Chicago,  Rock  Island  &  Pacific  Railway  Company. 

decayed  parts  charged  to  owner  without  authority. 

In  December,  1896,  the  Lake  Shore  &  Michigan  Southern  Railway  Comp>any 
rendered  bill  against  the  Chicago,  Rock  Island  &  Pacific  Railway  Company  for 
repairs  to  C.  R.  I.  &  P.  car  20002,  as  follows : 

Lumber,  ill  feet $2.78 

Bolts,  nuts,  forgings,  etc 18 

Nails,  paint,  etc ^Z 

Labor,  20  hours 4 .00 

Total ^7-29 

Credit^  wrought  scrap 1 04 

Net  charge ^7-25 
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and  attached  repair  card  stub  thereto  reading  as  follows :  "  2  center  sills,  I  inter- 
mediate sill  spliced,  16  pieces  end  sheathing,  2  pieces  end  lining,  2  long  body  truss 
rods  repaired,  i  draft  spring,  2  buffer  block  rods,  i  end  sill,  and  I  follower  straight- 
ened." 

The  reasons  for  making  the  repairs,  as  given  on  the  back  of  the  repair  card 
stub,  are  that  the  first  seven  items  were  broken,  the  eighth  item  rotten  and  the  last 
item  bent; 

The  bill  was  returned  by  the  C.  R.  I.  &  P.  R'y  Co.,  stating  that  on  account  of 
the  reasons  for  making  the  repairs  given  on  the  repair  card  stub,  it  is  of  the  opinion 
that  the  car  was  roughly  handled,  and  under  Rule  3  it  is  not  responsible,  as  this  rule 
provides  "damaged  longitudinal  sills,  if  necessitating  replacement  or  splicing  of 
more  than  two  sills  ";  that  this  relieves  the  owner  of  the  car  of  responsibility,  and 
asks  to  have  the  bill  corrected. 

To  this  the  L.  S.  &  M.  S.  R'y  Co.  replies  that  its  charge  is  made  up  of  one  end 
sill, end  sheathing  and  inside  lining;  that  this  end  sill  was  not  damaged,  but  was 
thoroughly  rotten ;  that  it  has  also  charged  for  five  boards  of  end  sheathing  which 
had  rotted  off  back  of  the  face  block,  and  two  boards  of  inside  lining,  owner's 
defects.  The  balance  of  the  charge  is  for  end  sheathing  broken  or  damaged  in 
removing  the  end  sill. 

The  C.  R.  I.  &  P.  R*y  Co.  still  insists  that  this  car  had  received  rough  usage, 
and  under  Rule  3  the  charge  should  be  canceled. 

The  L.  S.  &  M.  S.  R'y  Co.  further  replies  that  the  charge  on  this  bill  is  not 
necessitated,  in  any  sense,  by  rough  usage ;  that  the  charge  does  not  include  any 
expense  whatever  on  account  of  renewing  longitudinal  sills ;  that  it  simply  covers 
the  cost  of  renewing  one  end  sill  which  was  so  thoroughly  rotten  that  it  was  impossi- 
ble to  replace  it  when  replacing  the  broken  center  sill,  and  does  not  include  any 
charge  for  replacing  the  center  sill ;  that  it  does  include  the  necessary  expense 
on  account  of  renewing  part  of  the  end  sheathing  which  was  necessarily  damaged  in 
removing  the  end  sill. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

It  is  not  disputed  that  the  car  was  damaged  through  unfair  usage  as  defined  by 
the  rules.  The  question  involved  is  whether  a  company  making  repairs  to  a  car 
damaged  by  unfair  usage  can,  at  the  same  time,  make  repairs  to  other  allied  parts 
which  are  decayed  and  charge  this  portion  of  the  work  to  the  car  owner.  The 
Rules  of  Interchange  do  not  provide  for  such  a  case,  except  in  Section  i  of  Rule  7, 
where  a  car  is  in  generally  worn-out  condition  due  to  age  or  decay.  It  is  the  opin- 
ion of  the  committee  that  in  such  a  case  as  this  it  would  be  best  to  consider  Rule  7 
as  applying,  and  that  the  repairs  to  decayed  parts  not  damaged  but  allied  with  dam- 
aged parts  should  not  be  charged  to  the  owner  without  first  getting  authority  to  make 
such  repairs  at  the  owner's  expense. 

It  is  the  opinion  of  the  committee  that  the  bill  of  the  Lake  Shore  &  Michigan 
Southern  Railway  Company  is  not  correct  and  should  be  canceled. 
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Arbitration  Case  No.  476. 

Western  New  York  &  Pennsylvania  Railroad  Company 

versus 

St.  Mary's  &  South-Western  Railroad  Company. 

DECAYED   parts   CHARGED  TO  OWNER   WITHOUT  AUTHORITY. 

On  December  14,  1896,  the  Si.  Mary's  &  South- Western  Railroad  Companjr 
rendered  bill  against  the  Western  New  York  &  Pennsylvania  Railroad  Company  for 
repairs  to  W.  N.  Y.  &  P.  car  2203,  at  St.  Mary's  shops,  and  atuched  thereto  repair 
card  stub  calling  for  **one  end  sill,  one  draft  timber  and  one  door  shaft  latch/'  total 
amount  of  bill,  I4  70^ 

The  W.  N.  Y.  &  P.  R.  R.  Co.  returned  the  bill,  stating  that  the  charges 
embraced  repairs  to  end  sill  and  draft  timbers;  that  these  items  together  constitute  a 
combination  classed  as  unfair  usage,  and  as  such  are  not  chargeable  to  the  car 
owner,  and  asks  to  have  the  bill  withdrawn. 

The  St.  M.  &  S.-W.  R.  R.  Co.  replied  that  the  car  was  in  a  wreck  breaking 
two  end  sills,  making  it  necessary  to  repair  them ;  that  the  draft  timbers  and  end  sill 
were  so  rotten  after  being  taken  out  that  they  were  not  fit  to  put  back  again  into  the 
car,  consequently  the  repairs  as  shown  on  the  bill  were  made  to  make  the  car  safe  to 
run.  It  sutes,  that  had  this  car  been  returned  to  the  W.  N.  Y.  &  P.  R'y  for  repairs  it 
could  not  have  billed  against  the  St.  M.  &  S.-W.  R.  R.  Co.  for  the  end  sill  and  draft 
timbers,  and  it  is  entirely  just  that  it  should  be  paid  for  these  parts. 

The  W.  N.  Y.  &  P.  R'y  returned  the  papers,  calling  attention  to  the  preface  on 
page  2  of  the  Code  of  Rules  of  1896,  which  states  that  a  railroad  company  handling 
cars  is  responsible  for  damage  done  to  any  car  by  unfair  usage,  derailment,  accident 
or  improper  repairs;  that  the  St.  M.  &  S.-W\  R.  R.  Co.  has  stated  that  this  car  was 
wrecked,  and  it  believes  under  these  conditions  the  bill  should  be  withdrawn. 

The  St.  M.  &  S.-W.  R.  R.  Co.  replied  to  this  that  the  items  for  which  the 
W.  N.  Y.  &  P.  R.  R.  Co.  is  charged  were  so  rotten  that  they  could  not  be  put  back 
in  the  car,  and  that  they  were  not  damaged  in  the  wreck,  and  suggests  that  the  mat- 
ter be  referred  to  the  Arbitratjon  Committee,  and  the  W.  N.  Y.  &  P.  R.  R.  Co.  so 
refers  it,  for  decision. 

DECISION. 

This  case  is  similar  to  Arbitration  Case  No.  475,  and  it  is  the  opinion  of  the 
committee  that  a  similar  ruling  should  apply. 

Arbitration  Case  No.  477. 

Kansas  City,  Pittsburg  &  Gulf  Railroad  Company 

2'crsus 
Kansas  City,  Watkins  &  Gulf  Railway  Company. 

ROUGH    usage   not   SHOWN   UNDER   THE   RULES. 

In  January,  1897,  the  Kansas  City,  Pitt>burg  &  Gulf  Railroad  Company 
rendered  bill  against  the  Kansas  City,  Watkins  &  Gulf  Railway  Company,  total 
amount  ;ii3.2i,  on  account  of  repairs  10  K.  C.  W.  ^:  G.  car  620,  accompanying 
the  same  with  a  repair  caid  stub  reading,  "  I  draft  timber,  2  lugs,  I  deadwood,  2  lug 
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Straps,  lo  bolts  ^  by  i8  inches,  2  bolts  ^  by  9  inches,  and  6  bolts  ^  by  6  inches,"' 
and  giving  reasons  for  making  the  repairs  that  the  draft  timber  was  decayed,  timber 
holts  broken  and  lugs  and  strap  broken. 

The  K.  C.  W.  &  G.  R'y  Co.  returned  the  bill,  objecting  to  same  because  simul- 
taneous damage  of  two  lugs,  one  deadwood  and  all  bolts  as  shown  on  the  stub,  con- 
stituted, in  its  opinion,  unfair  usage  according  to  the  M.  C.  B.  Rules. 

The  K.  C.  P.  &  G.  R.  R.  Co.  replied  that  the  repairs  were  made  necessary  by 
the  decayed  condition  of  the  timbers  and  not  by  rough  usage;  that  both  ends  of  the 
car  were  repaired. 

The  K.  C.  W.  &  G.  R'y  Co.  replied  that  if  there  had  been'  much  decay  there 
certainly  would  not  have  been  such  breakages,  and  declines  to  pay  the  bill. 

The  K.  C.  P.  &  G.  R.  R.  Co.  replied  that  one  draft  timber  was  badly  decayed 
at  the  north  end  of  the  car ;  also,  deadwood  was  badly  decayed  at  same  end,  and  the 
timber  bolts  were  broken  in  same  end  of  car,  caused  by  the  decayed  condition  of 
draft  timbers;  that  two  lugs  were  broken  on  same  end  of  the  car,  caused  by  the 
decayed  condition  of  the  draft  timbers,  and  that  there  were  six  lug  bolts  and  twa 
strap  bolts  broken  on  the  other  end  of  car;  that  the  car  received  no  rough  usage 
while  on  its  line. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con* 
sent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  note  after  Section  48  of  Rule  3  specifies  certain  combinations  of  breakages 
to  parts  of  cars  which,  if  they  occur  simultaneously,  are  not  chargeable  to  the  car 
owner.  The  repairs  made  to  K.  C.  W.  &  G.  car  620  are  not  covered  by  any  of  the 
combinations  specified. 

In  the  opinion  of  the  committee,  the  bill  of  the  Kansas  City,  Pittsburg  &  GuU 
Railroad  Company  should  be  paid. 

Arbitration  Case  No.  478. 

Missouri  Pacific  Railway  Company. 

versus 

Canda  Cattle  Car  Company. 

BEARING  charge  ALLOWED   IN   RENEWI.NG  WHEEL. 

In  March,  1897,  the  Missouri  Pacific  Railway  Company  rendered  bill  against 
the  Canda  Cattle  Car  Company,  for  one  pair  of  wheels  and  axle  each  applied  to  the 
latter  company's  cars  1019  and  1897,  on  account  of  one  wheel  being  worn  flat  on 
one  axle,  and  two  wheels  on  the  other  axle  being  shelled  out.  In  addition  thereto, 
it  also  makes  charge  for  two  brasses  applied  to  each  of  these  axles  on  account  of  the 
old  brasses  being  worn  too  much  to  fit  the  new  axles. 

It  also  makes  a  charge  against  C.  C.  C.  Co.  car  2230  for  one  side  door  applied, 
$5,  crediting  $1,  amount  $4,  on  account  of  the  old  do<)r  being  decayed  and  part 
gone. 

The  bill  was  returned  by  the  C.  C.  C.  Co.,  objecting  to  these  charges,  to  which 
the  M.  P.  R'y  Co.  replied,  tnat  the  wheels  were  removed  from  these  cars  on  account 
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of  defects  properly  chargeable  to  the  car  owners ;  that  it  is  not  required  by  the  rules 
to  immediately  take  wheels  to  the  press  and  have  them  pressed  oflf  so  as  to  reapply 
the  old  axle;  that  it  applied  standard  wheels  and  axLes.  to  the  car  and  avoided  any 
delay  to  the  car  on  account  of  pressing  off  the  defective  wheels;  that  the  old  brasses 
were  too  much  worn  to  fit  the  new  journals  properly,  and  it  was  necessary  to  apply 
new  brasses,  which  it  docs  not  think  it  should  stand  the  expense  of. 

In  regard  to  the  new  door  applied  to  car  2230,  it  states  that  the  old  door  was 
-nearly  all  gone,  and  the  parts  remaining  were  so  much  decayed  as  to  be  useless,  and 
new  door  was  required. 

The  C.  C.  C.  Co.  replies  that  it  still  believes  it  is  not  responsible  for  the  brasses 
applied  to  these  cars ;  that  the  stubs  state  that  the  old  brasses  would  not  fit  new 
journals,  and  nothing  whatever  is  said  about  them  being  worn  out;  neither  the 
brasses  nor  the  axles  were  worn  out  or  defective,  nor  were  they  the  causes  necessi- 
tating the  changes  in  the  wheels ;  that  only  one  wheel  was  required  to  be  changed 
under  one  car  and  two  wheels  under  the  other,  and  it  contends  that  the  usual  labor 
■charge  of  ^^1.50  covers  all  the  work  necessary  to  be  done  incidental  to  removing  one  or 
two  defective  wheels  on  the  same  axle  and  substituting  one  or  two  good  wheels  and 
replacing  under  the  car  good  wheels  on  the  axle  taken  out ;  that  if  its  understanding 
of  this  is  not  correct,  then  there  is  no  reason  why  more  than  75  cents  should  be 
charged  for  labor  of  changing  one  wheel.  If  the  work  had  been  done  in  accordance 
with  its  understanding  of  the  rules  and  the  original  axles  were  replaced  under  the 
•cars,  the  old  brasses  not  having  been  worn  out,  could  have  gone  back  on  the  oM 
journals  and  would  have  given  further  service.  It  further  claims  that  there  is  no 
section  of  the  Rules  of  1896,  nor  is  there  any  decision  up  to  No.  452  which  justifies 
a  charge  against  car  owners  for  new  brasses  applied  simply  because  the  brasses 
removed  with  one  axle,  the  axle  and  brasses  both  being  good,  the  axle  being  removed 
because  of  a  worn  wheel  or  wheels,  will  not  fit  another  axle  substituted.  Case  352 
decided  under  the  Rules  of  1894,  presents  a  statement  of  facts  not  parallel  with  this 
case,  yet  the  decision  construed  Rule  8,  which  says  that  car  owners  shall  be  charge- 
able with  journal  bearings  needing  renewal,  as  follows ;  "  This  has  reference  to  bear- 
ings renewed  under  fair  usage,  such  as  when  a  brass  is  worn  out  or  has  to  be  renewed 
on  account  of  change  of  axles."  Section  18,  Rule  8  (1896),  reads :  "Defective, 
missing  or  worn  out  parts  of  trucks  not  elsewhere  provided  for  which  have  failed 
under  fair  usage,"  owners  responsible. 

Regarding  the  door  applied  to  car  2230,  it  thinks  this  matter  is  covered  by 
Arbitration  Case  307  notwithstanding  that  that  decision  was  under  the  Rules  of 
1894.  It  was  then  said  that  a  damaged  side  door  would  cost  less  to  repair  even 
though  it  should  have  all  the  woodwork  renewed  than  an  entirely  new  door ;  that  if 
this  was  true  in  1894  it  is  certainly  true  in  1897. 

Further  correspondence  failing  to  throw  any  new  light  on  the  matter,  it  is 
referred,  by  mutual  consent,  to  the  Arbitration  Committee  for  decision. 


It  is  the  practice  in  renewing  wheels  under  cars  in  transit  to  use  wheels  already 
mounted,  so  as  to  delay  the  car  and  lading  as  little  as  possible.  When  a  new  journal 
bearing  is  made  the  radius  of  the  portion  which  bears  on  the  journal  is  made  greater 
than  the  radius  of  the  journal  upon  which  it  is  to  be  used.     It  is  the  universal  prac- 
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tice  in  renewing  ftxles  under  cars  to  use  new  bearings,  for  the  reason  that  the  old 
bearings  will  usually  not  fit  properly,  and  in  this  case  the  evidence  shows  that  the 
diameters  of  the  journals  of  the  axles  removed  were  smaller  than  those  applied. 
Therefore,  the  bearings  were  too  small  to  be  used  on  the  axles  applied.  It  cannot 
be  expected  that  the  railroad  company  making  an  exchange  of  wheels  under  a 
foreign  car  shall  preserve  the  bearings  removed  to  use  them  on  the  axle  removed 
when  it  is  applied  again,  unless  on  account  of  unusual  design  it  is  thought  desirable 
to  use  the  same  axle. 

In  regard  to  the  charge  for  door  on  car  2230,  this  should  be  corrected  to  con- 
form in  principle  with  the  decision  in  Arbitration  Case  307,  and  it  is  the  opinion  of 
the  committee  that  when  thus  corrected  the  bill  of  the  Missouri  Pacific  Railway 
'Company  should  be  paid. 

Arbitration  Case  No.  479. 

Missouri  Pacific  Railway  Company 

versus 

Missouri,  Kansas  &  Texas  Railway  Company. 

wheels  charged  to  owner  subsequently  found  "out  of  gauge.*' 

On  December  17,  1896,  a  pair  of  wheels  was  changed  under  M.  P.  car  9267  at 
Armstrong  shqps  of  the  Union  Pacific  Railway  Company  on  account  of  wheels  being 
^  inch  out  of  gauge,  too  narrow.  The  car  arrived  at  the  Atchison  shops  of  the 
Missouri  Pacific  Railway  bearing  repair  card  of  the  Union  Pacific  road  for  change  of 
wheels  referred  to,  and  the  car  had  a  number  of  other  defect  cards,  showing  that  it  had 
been  in  trouble  at  some  point.  In  tracing  the  matter  up  the  M.  P.  R*y  found  that 
the  car  was  damaged  on  the  M.  K.  &  T.  R'y  and  partially  repaired,  and  that  it  got 
away  from  that  road  by  mistake  without  the  repairs  being  completed.  The  M.  K.  & 
T.  R*y  upon  request  furnished  defect  card  for  the  balance  of  these  defects.  The 
wheels,  however,  were  applied  at  the  same  time,  and  the  M.  K.  &  T.  R*y  claims  that 
they  were  of  proper  gauge,  as  special  pains  were  taken  at  their  Parsons  shops  to 
gauge  the  wheels  when  applied,  and  on  this  account  it  declines  to  furnish  a  defect 
card  for  the  wheels  being  out  of  gauge.  After  these  wheels  had  been  put  in  the  car, 
the  M.  K.  &  T.  R*y  delivered  it  to  the  M.  P.  R*y  at  Moody,  where  it  had  no 
inspector,  and  it  moved  direct  to  Kansas  City  over  the  home  line,  where  it  was  deliv- 
ered to  the  Union  Pacific  road.  The  Union  Pacific  road  states  positively  that  the 
wheels  in  question  were  ^  inch  less  than  the  prescribed  limits  between  flanges,  as 
required  by  the  rules ;  that  they  were  gauged  all  around,  showing  that  the  axle  was 
not  bent,  and  that  there  was  nothing  to  show  that  the  wheels  had  been  improperly 
bored ;  that  they  measured  between  flanges  4  feet  4^  inches,  while  the  standard  is 
4  feet  $%  inches. 

In  anticipation  of  a  bill  being  rendered  by  the  Union  Pacific  road  against  the 
M.  P.  road  for  the  cost  of  changing  the  wheels,  the  M.  P.  R'y  requested  the  M.  K.  & 
T.  R'y  to  protect  it  by  a  defect  card  for  the  wheels  out  of  gauge,  which  the  M.  K.  & 
T.  R'y  declined  to  do  on  account  of  the  fact  that  the  wheels  were  mounted  for  stock, 
and  that  they  are  very  careful  to  see  that  they  are  not  mounted  out  of  gauge,  and  it 
-believes  it  is  impossible  to  make  a  mistake  of  f^  inch. 

18 
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The  M.  P.  R'y  claims  that  the  statement  of  the  Union  Pacific  road  is  definite; 
that  the  wheels  were  gauged  and  had  been  drawn  from  the  axle  because  of  improper 
mounting,  and  the  claim  of  the  M.  K.  &  T.  R'y  that  the  wheels  were  properly 
mounted  is  only  a  general  statement  from  its  usual  practice,  and  it  believes  the  M. 
K.  &  T.  R'y  should  furnish  a  defect  card  to  cover  the  wheels  out  of  gauge. 

The  correspondence  between  the  three  parties  to  this  matter  shows  that  all  wish 
to  have  the  matter  decided  by  the  Arbitration  Committee. 

DECISION. 

Two  interests  are  involved  in  this  case  : 

(A).   Union  Pacific  and  Missouri  Pacific. 

(B).    Missouri,  Kansas  &  Texas  and  Missouri  Pacific. 

(A).  The  car  owner  delivered  its  car  to  the  Union  Pacific  at  Kansas  City 
December  i6,  1896.  Section  12  of  Rule  3  says  :  **  Wheels  loose  or  out  of  gauge- 
Owners  responsible."  The  car  owner,  therefore,  is  clearly  responsible  to  ^he  Union 
Pacific  for  the  expense  of  placing  wheels  under  the  car  in  proper  gauge,  December 
17,  1896,  and  the  Union  Pacific  bill  should  be  paid. 

(B).  The  second  question  is  whether  the  car  owner  is  justified  in  assuming  that 
the  pair  of  wheels  found  out  of  gauge  and  changed  by  the  Union  Pacific,  December 
17,  1886,  was  in  that  condition  when  it  was  applied  by  the  Missouri,  Kansas  &  Texas 
at  its  Parsons  shops,  November  28, 1896.  The  rules  provide  for  a  joint  evidence  card 
for  the  protection  of  car  owners  in  case  of  wrong  repairs.  In  the  Cf^  of  M.  P.  car 
9267,  the  owner  had  it  on  its  line  for  six  days  without  taking  any  exception  to  the 
wheels  or  finding  anything  wrong  with  them,  although  there  is  evidence  that  they 
gave  the  car  a  careful  inspection  at  Kansas  City  December  15,  1896,  at  which  time 
eight  wrong  journal  boxes  were  claimed  and  allowed  for,  but  no  fault  with  the  wheels 
was  discovered. 

In  the  opinion  of  the  committee,  the  Missouri  Pacific  has  not  produced  sufficient 
evidence  to  warrant  holding  the  Missouri,  Kansas  &  Texas  responsible  for  the 
wheels  out  of  gauge. 

Arbitration  Case  No.  480. 

Southern  Pacific  Company  (Pacific  System) 

ztrrsus 

Union  Pacific  System. 

janney  knuckle,  credit  for. 

On  October  2,  1896,  the  Union  Pacific  System  attached  defect  card  to  C.  F.  T. 
car  1305,  calling  for  "One  Janney  knuckle  in  place  of  California  knuckle.**  On 
October  31,  1896,  the  Southern  Pacific  Company  rendered  bill  against  the  U,  P,  Sys- 
tem for  repairs  to  this  car  and  attached  the  defect  card  as  authority  for  bill.  The  bill 
read  as  follows  : 

One  California  knuckle fc.50 

Credit,  wrought  scrap 2 .  25 

Net  charge |i .  25 
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The  bill  was  returned  by  the  U.  P.  R'y  with  the  claim  that  it  should  be  credited 
with  the  serviceable  value  of  the  Janney  knuckle,  i.  e.,  I3.25. 

To  this  the  S.  P.  Co.  replies  that  it  has  allowed  all  that  it  is  worth  to  that 
company  and  all  that  is  required  under  the  M.  C.  B.  Rules ;  that  the  knuckle  was 
removed  on  account  of  th^  defect  card,  and  under  the  rules  it  had  a  right  to  make 
the  proper  repairs  before  accepting  the  car ;  that  the  U.  P.  System  could  have  made 
the  proper  repairs  if  it  had  seen  fit  to  do  so,  but  it  did  not  so  elect,  but  preferred  to 
tarn  the  car  over  with  a  defect  card  for  some  one  else  to  do  the  work,  and  under 
these  conditions  it  cannot  be  expected  that  that  company  will  stand  the  difference 
between  a  new  Janney  knuckle  and  a  scrap  knuckle,  as  that  is  all  it  is  worth  to  that 
company,  as  the  M.  C.  B.  Rules  do  not  allow  the  use  of  secondhand  knuckles  on  a 
foreign  car,  and  it  has  no  cars  equipped  with  Janney  knuckles.  It,  however,  agrees 
to  deliver  the  Janney  knuckle  to  the  U.  P.  R'y  on  its  authority  to  render  bill  for  the 
▼ahie  of  the  scrap  credit  allowed,  that  is,  27  cents. 

The  U.  P.  System  replies  that,  according  to  the  Price  List  No.  3,  this  knuckle 
is  worth  I3. 25,  and  inasmuch  as  it  is  in  good  condition,  the  S.  P.  Co.  should  give 
credit  for  its  full  value ;  that  the  correctness  of  its  claim  is  exemplified  in  Arbitration 
Case  393 ;  in  this  case  a  Gould  coupler  complete  was  applied  in  place  of  a  Janney 
coupler  broken,  and  it  will  be  noted  that  the  Arbitration  Committee  decided  that 
credit  should  be  allowed  for  the  scrap  in  the  Janney  drawbar  and  the  full  value  of 
the  good  parts  released ;  while  this  is  not  a  parallel  case  with  the  one  charged  for  in 
this  bill,  the  point  wished  to  be  made  is  covered  by  the  decision  referred  to,  and  it 
thinks  the  S.  P.  Co.  will  reach  the  same  conclusion  and  allow  a  credit  of  I3.25  for 
the  Janney  knuckle. 

The  S.  P.  Co.  replies  that  this  car  was  carded  for  wrong  material,  placing  the 
responsibility  on  the  U.  P.  R'y ;  that  there  is  no  question  but  that  under  Rule  4, 
Section  2,  it  is  justified  in  making  these  repairs,  the  only  question  being  the  amount 
of  credit  to  be  allowed  for  the  wrong  knuckle;  that  as  the  M.  C.  B.  Rules  will  not 
allow  a  charge  for  a  secondhand  knuckle,  and  as  it  has  no  cars  equipped  with  the 
Janney  couplers,  this  knuckle  is  really  worth  no  more  to  it  than  the  amount  allowed, 
as  it  cannot  take  advantage  of  the  offer  of  the  manufacturer  on  account  of  the 
expense  in  making  the  change.  Arbitration  Case  393  is  not  a  parallel  case,  as  that 
was  for  repairs  chargeable  to  the  owner,  while  its  bill  is  for  repairs  on  account  of 
defect  card. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred  to  the  Arbitra- 
tion Committee,  by  mutual  consent,  for  decision. 

DECISION. 

As  the  controversy  hinges  on  allowing  proper  credit  for  a  secondhand  Janney 
knuckle  removed,  attention  is  invited  to  Arbitration  Committee  Case  393,  in  which 
the  committee  rules  that  the  proper  credit  for  a  secondhand  Janney  knuckle  is  the 

difference  between  the  manufacturer's  price ^3  •  25 

and  the  replacement  price i .  00 

Total  credit ^2. 25 

This  being  the  decision  of  the  Arbitration  Committee  in  the  case  of  the  Penn- 
sylvania Company  t's.  Iowa  Central  Railway  Company,  the  bill  of  the  Southern 
Pacific  is  correct  and  should  be  paid. 
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Arbitration  Case  No.  481. 

Terre  Haute  &  Indianapolis  Railroad  Company 

versus 

Chicago  Refrigerator  Car  Line. 

DOOR  missing,  owner's  DEFECT. 

In  April,  1897,  the  Terre  Haute  &  Indianapolis  Railroad  Company  rendered 
bill  against  the  Chicago  Refrigerator  Car  Line  for  repairs  to  C.  R.  C.  Line  car  211, 
accompanying  same  by  repair  card  stub  calling  for  *'  one  new  door,  applied  on  refrig- 
erator car  "  on  account  of  the  door  missing.  The  net  amount  of  bill  was  $5.93t  the 
door  being  charged  at  actual  cost,  $6. 10,  and  there  being  allowed  a  credit  of  17  cents 
for  scrap. 

The  C.  R.  C.  Line  returned  the  bill,  advising  that  under  the  M^  C.  B.  Rules  i 
railroad  company  cannot  bill  upon  a  car  company  for  the  missing  door  ;  that  the  door 
was  originally  attached  to  the  car  body  with  large  strap  lunges,  and  can  only  be  torn 
from  the  car  by  the  eztremest  of  rough  usage. 

The  T.  H.  &  I.  R.  R.  Co.  replied  that  the  M.  C.  B.  Rules  clearly  make  missing 
car  doors  chargeable  to  car  owners,  and  the  Arbitration  Committee  has  repeatedly 
passed  upon  the  question ;  that  the  fact  that  the  door  was  secured  to  the  car  with 
large  strap  hinges  makes  no  difference,  and  that  ordinary  wear  and  tear  will  sooner  or 
later  cause  the  screws  and  hinges  to  work  loose. 

The  C.  R.  C.  Line  does  not  understand  that  the  rules  make  missing  doors 
chargeable  to  car  owners,  and  it  believes  that  the  cases  which  the  Arbitration  Com- 
mittee has  passed  upon  are  not  identical  with  the  case  in  question ;  that  the  fact  that 
the  door  was  secured  to  the  car  with  large  strap  hinges  would  make  all  the  difference 
necessary  for  the  Arbitration  Committee  to  decide  the  other  way ;  that  the  door  wis 
flush  with  the  side  of  the  car  and  there  is  no  possible  way  which  it  could  be  lost  oft 
other  than  by  rough  usage. 

The  T.  H.  &  I.  R.  R.  Co.  replied  that  it  had  carefully  investigated  and  finds 
that  the  car  was  not  in  any  trouble  or  roughly  used  while  in  its  hands,  but  that  the 
door  fell  off  between  stations,  and  in  falling  was  so  badly  damaged  that  it  could  not 
be  repaired. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

decision. 
Under  Arbitration  Committee  decisions  in  a  number  of  cases  already  decided 
(see  Cases  382  and  386)  missing  doors  are  car  owners'  defects,  and,  therefore,  the 
Terre  Haute  &  Indianapolis  Railroad  Company's  bill  is  correct  and  should  be  paid. 

JNO.  W.  CLOUD. 

Secretary: 
974  Rookery  Building, 

Chicago,  III.,  August  7,  1897. 
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MINUTES  OF  MEETING  HELD  IN  CHICAGO,  NOVEMBER  17,  1897. 

Members  present :    G.  W.  Rhodes,  Chairman ;  M.  M.  Martin,  G.  L.  Potter, 

John  Mackenzie,  J.  N.  Barr. 

Arbitration  Case  No.  482. 

Pennsylvania  Railroad  Company 

versus 

Jacob  Dold  Packing  Company. 

M.  C.  B.  coupler  charged.      CLAIMED  TO  BE  OLD. 

On  January  30,  1897,  ^^  Jacob  Dold  Packing  Company  rendered  bill  against 
the  Pennsylvania  Railroad  Company  for  ;^I2.30,  for  one  Gould  coupler,  complete, 
applied  to  J.  D.  P.  Co.  car  857, 1 12. 50;  2  hours*  labor,  .40;  rr^<///,  160  pounds 
malleable  iron,  at  ^  cent,  .60;  net  amount  of  bill,  |i 2. 30.  The  bill  was  accompa- 
nied by  P.  R.  R.  repair  card  attached  to  this  car,  reading,  one  M.  C.  B.  coupler  and 
one  knuckle  and  pin  repaired  because  the  coupler  was  broken  and  the  knuckle  and 
pin  lost.  The  bill  was  also  accompanied  by  a  certificate  of  wrong  repairs  signed  by 
the  Chief  Joint  Car  Inspector  of  the  Kansas  City  Joint  Inspection  Association,  at 
Kansas  City,  Mo.,  stating  that  this  car  "  moved  from  Mo.  Pacific  R'y  to  owners  on 
January  4,  1897,  with  the  following  improper  repairs  covered  by  Pennsylvania  R'y 
M.  C.  B.  Association  repair  card  applied  December  21,  1896,  at  Glen  Lock,  by  Thos. 
Donelly,"  reading,  "  One  M.  C.  B.  coupler,  knuckle  and  pin  broken.*'  He  further 
says  car  had  **  one  old  Buckeye  M.  C.  B.  coupler  and  knuckle  with  knuckle  lock 
and  arm  missing,  uncoupling  attachments  not  made  operative,  applied  contrary  to  the 
provision  of  Section  4,  M.  C.  B.  Rule  5." 

The  P.  R.  R.  Co.  returned  the  bill,  stating  that,  upon  investigation,  it  found  that 
when  the  car  was  received  on  its  line  the  Gould  coupler,  knuckle  and  pin  in  car 
were  broken  and  it  replaced  same  with  a  new  Buckeye  coupler,  knuckle  and  pin,  for 
which  it  rendered  bill,  allowing  proper  credit  for  scrap ;  that  the  coupler  it  applied 
had  been  exposed  to  the  weather  and  was  therefore  considerably  rusted,  but  it  under- 
stands that  all  M.  C.  B.  couplers  are  interchangeable  and  it  therefore  requests  that 
the  bill  be  canceled ;  it  proposes  to  honor  bill  for  the  cost  of  making  the  attachments 
operative,  and  believes  that  this  should  settle  the  matter. 

The  J.  D.  P.  Co.  replied,  calling  attention  to  the  joint  inspector's  certificate  of 
wrong  repairs  which  is  attached  to  the  bill,  and  also  to  a  letter  from  the  acting  joint 
inspector  of  the  Kansas  City  Joint  Inspection  Association,  which  states  that  the 
Buckeye  coupler  removed  from  the  car  was  both  old  in  appearance  and  reality,  evi- 
dently having  done  previous  service ;  it  believes  that  the  certificate  of  wrong  repairs 
attached  to  the  bill  is  sufficient  evidence  that  the  coupler  was  not  new,  and  that  the 
bill  is  correct 

The  P.  R.  R.  Co.  replied  that,  after  a  thorough  investigation  of  the  matter,  it 
finds  that  the  coupler  applied  was  one  of  a  lot  purchased  from  the  T.  H.  &  I.  R.  R. 
Co.  on  November  8,  1893,  ^^^  ^^^  ^^J  ^^*"^  exposed  to  the  weather  since  that 
time  and  were  rusted,  but  that  the  coupler  was  not  secondhand  and  had  not  been  in 
service  prior  to  its  application  to  this  car,  and  it  therefore  again  requests  cancellation 
of  the  bill. 

The  J.  D.  P.  Co.  quotes  Sections  14  and  5  of  Rule  5,  and  asks  to  have  the  bill 
paid. 
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Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mntual  con- 
^nt,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

Under  the  rules,  all  M.  C.  B.  couplers  are  interchangeable.  The  statement  of  a 
joint  inspector  is  not  a  joint  evidence  statement  as  contemplated  by  the  rules.  A 
joint  evidence  statement  requires  the  signature  of  two  parties,  one  representing  the 
delivering  road  and  one  the  owner  of  the  car.  On  account  of  the  several  statements 
made  by  the  Pennsylvania  Railroad  that  the  coupler  had  not  been  used,  and  in  the 
absence  of  a  statement  to  the  contrary  by  the  owners,  the  committee  is  of  the  opinion 
that  the  bill  rendered  by  the  Jacob  Dold  Packing  Company  is  in  error  and  should  be 
canceled.  The  only  charge  that  can  be  made  by  the  Jacob  Dold  Packing  Company 
against  the  P.  R.  R.  Co.  is  for  the  cost  of  making  the  uncoupling  device  operatiTe. 

Arbitration  Case  No.  483. 

Missouri  Pacific  Railway  Company 

versus 

Norfolk  &  Western  Railway  Company, 

WRONG  repairs  TO   DAMAGED  CARS. 

On  October  12,  1896,  the  Norfolk  &  Western  Railway  Company  repaired  Miss- 
ouri Pacific  Railway  Company  car  5356,  and  attached  thereto  repair  card  showing 
repairs  made,  as  follows :  «2  end  siUs,  behind  siding;  2  draft  sills;  i  intermediate 
sill ;  2  wood  bumper  blocks;  2. draft  timbers;  i  brake  rod;  i  end  fascia,"  giving  as 
the  reason  for  making  these  repairs,  *'  broken." 

When  the  car  arrived  at  the  M.  P.  R'y  repair  track  in  St.  Louis,  November  3, 
1896,  it  was  inspected  by  the  Chief  Joint  Car  Inspector,  representing  the  delivering 
fx>ad,  who  reports  the  following  defects:  **  4  wrong  queen  posts;  I  wrong  top  brake 
rod,  too  short;  I  wrong  brake  chain,  too  long ;  i  body  truss  rod  broken ;  I  top  brake 
staff  casting  broken,  and  2  deadwood  plates  gone." 

The  inspector  adds  that  the  deadwood  plates  were  doubtless  omitted  when  the 
wrong  repairs  were  made  by  the  N.  &  W.  R'y,  and  no  doubt  the  body  truss  rod  and 
top  brake  staff  casting  were  broken  when  the  other  damage  was  done,  which  neces- 
sitated numerous  repairs. 

On  October  19,  1896,  the  N.  &  W.  R*y  Co.  repaired  St.  L.  I.  M.  &  S.  R'y  Co. 
car  8747,  and  attached  thereto  repair^card  showing  repairs  made,  as  follows :  **  2  draft 
timbers;  i  spring  bolster;  8  M.  C.  B.  journal  boxes;  I  center  pin;  5  bolster  guide 
bars;  2  tie  bars;  4  arch  bars;  4  brake  shoes;  2  top  side  bearings;  2  draft  rods 
repaired;  3  pairs  of  new  33*inch  wheels  on  old  axles;  repairs  made  on  account  of 
parts  being  broken  and  bent;  wheels  with  worn  flanges  and  tread  worn  hollow,  and 
2  axles  bent." 

When  the  car  arrived  at  the  M.  P.  R'y  repair  track  at  St.  Louis»  November  4, 
1896,  it  was  inspected  by  the  Chief  Joint  Car  Inspector,  representing  the  delivering 
road,  who  reports  the  following  defects :  "  8  wrong  oil  boxes,  i-inch  holes  instead  of 
I ^ -inch  holes,  and  no  seats  for  arch  bars;  16  wrong  oil-box  bolts,  i-inch  instead  of 
I )^ -inch;  I  wrong  sand  board,  pine  instead  of  oak;  i  queen  post  broken;  i  wrong 
dead  lever  guide,  and  i  wrong  knuckle  pin,  too  short." 
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The  M.  P.  R'y  Co.  rendered  bUl,  in  November,  1896,  against  the  N.  &  W.  R'y 
Co.,  for  repairs  of  these  items,  and  the  N.  &  W.  R*y  Co.  objected  to  some  of  these 
items,  as  follows : 

M.  P.  car  5356. — It  has  investigated  this  matter  very  thoroughly,  and  finds  that 
the  car  was  received  without  striker  plates  or  deadwood  plates  on  its  line,  and  was 
fitted  tip  again  in  precisely  the  same  condition ;  it  cannot  admit  responsibility  for  the 
body  truss  rod  which  was  said  to  be  broken,  and  the  top  brake  staff  bracket  which 
WIS  said  to  be  broken,  as  these  were  in  good  shape  when  the  car  left  its  line,  and 
that  the  delivering  company  is  responsible. 

St.  L.  I.  M.  &  S.  car  8747.— The  oil  boxes  applied  by  it  were  the  M.  C.  B. 
standard  oil  boxes  for  3^^  by  7  inch  journals ;  that  it  found  that  the  old  bolts  were 
I  inch,  and  the  box  holes  were  reamed  put  to  take  these  same  bolts,  the  old  bolts 
being  used  again,  and  were  the  bolts  that  were  in  the  trucks  when  the  car  arrived  on 
its  line;  that  the  sand  plank  removed  from  the  car  was  made  of  pine,  and  it  made  a 
new  one  and  replaced  it  with  the  same  material,  believing  it  to  be  standard  to  the 
car ;  that  it  had  plenty  of  oak  of  suitable  size,  and  it  would  have  been  easier  to  have 
made  an  oak  one  than  th6  pine  one.  In  regard  to  the  queen  post  having  been 
broken,  it  disclaims  any  responsibility,  as  it  was  not  broken  when  the  car  left  its  line, 
and  the  delivering  road  should  be  held  responsible. 

The  M.  P.  R*y  Co.  replied  that  these  cars  were  held  on  its  repair  track  until  the 
representative  of  the  delivering  line  could  examine  them,  and  that  as  it  has  attached 
hb  evidence  showing  that  the  repairs  were  wrong,  it  has  complied  with  the  rules 
and  the  bill  is,  therefore,  correct;  that  the  fact  that  a  pine  sand  board  was  found  on 
car  8747  does  not  indicate  it  to  be  standard  to  the  car,  particularly  as  the  sand  board 
on  the  other  end  of  car  was  made  of  oak;  that  it  has  never  used  pine  sand  boards 
on  any  of  its  cars,  and  has  always  demanded  cards  for  any  that  may  have  been 
applied  by  foreign  lines ;  that  the  oil  boxes  referred  to  were  not  M.  C.  B.  standard 
pattern,  although  they  had  M.  C.  B.  lids  on  them ;  that  the  repair  cards  show  that 
ihe  wrong  repairs  were  made  by  the  N.  &  W.  R'y  Co.,  and  the  joint  evidence  of  the 
representative  of  the  delivering  line  that  the  repairs  were  not  properly  made  shows 
conclusively  that  its  bill  is  correct,  and  the  fact  that  it  is  rendered  in  accordance 
with  Rule  5  ought  to  insure  its  prompt  payment. 

To  this  the  N.  &  W.  R*y  Co.  replies  that  it  cannot  pass  the  bill  until  it  is  cor- 
rected in  accordance  with  its  request,  with  the  exception  of  the  pine  sand  board ; 
that  it  will  accept  the  charge  for  an  oak  sand  board.  It  claims  that  the  oil  boxes 
were  M.  C.  B.  standard  notwithstanding  the  fact  that  they  had  no  arch  bar  seats,  as 
the  latest  M.  C.  B.  boxes  do  not  have  any  arch  bar  seats,  but  are  plain  on  the  top. 
It  further  claims  that  I -inch  lx>lts  are  M.  C.  B.  standard  for  cars  of  40,000  pounds 
capacity,  and  there  is,  therefore,  no  reason  for  furnishing  defect  card  or  making 
any  change  in  its  position  in  this  matter. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

This  is  a  case  of  accident  or  wreck  and  the  unfair  usage  is  not  disputed.  The 
dispute  is  in  regard  to  the  manner  in  which  the  repairs  have  been  made.  When 
extensive  damages  occur  to  a  car,  it  can  readily  be  determined  through  correspond- 
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ence  what  character  of  repairs  will  be  satisfactory  to  the  owner.  That  the  repaiis 
were  not  satisfactory  to  the  owner  in  thb  case  is  evident,  and  it  is  also  in  evidence 
that  there  was  not  much  attempt  to  conform  to  the  car  owner's  standards  in  the 
repairs  that  were  made. 

Attention  is  called  to  the  fact  that  the  rules  provide  for  tlie  use  of  M.  C.  B. 
standards  when  of  dimensions  which  do  not  impair  the  strength  of  the  car,  in  lieo 
of  the  parts  forming  its  original  construction. 

It  is  the  opinion  of  the  committee  that  the  bill  of  the  Missouri  Ridfic  Railway 
Company,  when  corrected  in  accordance  with  this  provision  of  the  rules,  should  be 
paid. 

Arbitration  Case  No.  .484. 

Missouri  Pacific  Railway  Company 

versus 

Louisville,  Evansville  &  St.  Louis  Consolidated  Railroad  Company. 

draft  rigging  damaged.     rough  usage  claimed. 

In  December,  1896,  the  Missouri  Pacific  Railway  Company  rendered  bill 
against  the  Receivers  of  the  Louisville,  Evansville  &  St.  Louis  Consolidated  Rail- 
road Company  for  repairs  of  freight  cars  at  various  points  during  the  month  of 
November,  1896,  accompanying  the  same  with  repair  card  stubs  for  some  of  the 
repairs  and  defect  cards  for  others.  The  bill  was  returned  by  the  L.  £.  &  St.  L 
Con.  R.  R.  Co.,  objecting  to  charges  against  four  cars,  partly  on  account  of  rough 
handling  and  partly  because  six  journal  bearings  were  charged  against  one  car. 

The  M.  P.  R*y  Co.  acknowledged  that  error  had  been  made  in  the  case  of  one 
of  these  four  cars,  and  it  eliminated  this  from  the  bill,  and  stated  that  in  the  case  of 
another  car  the  repairs  were  necessitated  by  the  brakes  being  hung  too  low,  which 
makes  it  chargeable  to  the  owner.  This  leaves  the  chaises  against  two  cars  in  dis* 
pute,  i.  e.,  L.  E.  &  St.  L.  cars  2732  and  2669. 

The  L.  E.  &  St.  L.  Con.  R.  R.  Co.  claims  that  the  repairs  to  car  2732  indicated 
rough  handling,  and  that  these  parts  had  been  charged  against  thb  car ;  also,  that 
repairs  to  car  2669  indicated  rough  handling. 

The  M.  P.  R'y  Co.  replied  that  the  repairs  to  car  2669  were  not  due  to  rough 
usage,  as  the  drawhead  pulled  out  in  ordinary  switching,  breaking  two  draft  timbers 
and  deadwood ;  that  in  regard  to  car  2732  the  drawbar  spring  and  follower  were 
missing,  and  the  repairs  to  the  draft  timbers  were  not  due  to  rough  usage  or  break- 
age, but  were  made  on  account  of  the  draft  timber  holes  being  made  oblong  about 
two  inches,  which  was  the  primary  cause  of  the  drawbar  pulling  out  on  the  road; 
that  the  six  brasses  applied  to  this  car  were  applied  to  different  journals.  It  calls 
attention  to  the  fact  that  the  charge  against  this  car  has  been  corrected  to  include  the 
items  which  were  lost,  but  which  were  omitted  from  the  original  bill. 

The  L.  £.  &  St.  L.  Con.  R.  R.  Co.  replied  that  the  note  under  Rule  3,  pages 
13  and  14  of  the  Rules  of  Interchange,  is  very  explicit,  and  that  the  damage  to  these 
cars  indicates  rough  usage,  and  it  insists  that  the  charge  for  repairs  to  these  can 
should  be  eliminated  from  the  bill. 

The  M.  P.  R*y  Co.  replied  that  its  records  at  Kansas  City  show  that  the  draft 
timbers  on  car  2669  were  damaged,  old  defects,  on  November  4;  that  the  same 
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defects  existed  when  the  car  was  delivered  to  the  K.  C.  Ft.  S.  &  M.  R.  R.,od 
NoTember  17;  that  the  drawhead  was  then  in  good  condition,  but  when  the  car  was 
returned  to  the  M.  P.  R'y,  at  Kansas  City,  on  November  25,  the  drawhead  was 
polled  out,  and  the  car  was  then  sent  to  the  repair  track  and  repairs  made  and 
charged  to  car  owners,  as  per  bill.  It  believes  from  this  that  it  is  evident  the 
damage  did  not  occur  at  the  same  time,  and  is  not,  therefore,  simultaneous.  In 
regard  to  car  2732,  it  states  that  it  was  repaired  at  Osawatomie,  Kansas,  and,  as 
plamly  stated  on  the  repair  card  stub,  the  repairs  to  draft  timbers  were  not  due  to 
roagh  usage,  but  were  made  entirely  on  account  of  draft  timber  holes  being  worn 
oblong  about  two  inches,  and  that,  therefore,  the  damage  was  not  simultaneous  with 
the  broken  drawbar,  the  defects  being  old  and  due  to  wear  and  tear. 

The  L.  E.  &  St.  L.  Con.  R.  R.  Co.  replied  that  it  could  not  acknowledge  that 
these  repairs  did  not  indicate  rough  usage,  for  the  following  reasons : 

If  car  2669  was  accepted  from  the  M.  P.  R'y  by  the  K.  C.  Ft.  S.  &  M.  R.  R.  it 
b  an  acknowledgment  that  the  car  was  in  safe  condition  to  handle;  if  not,  the  K.  C. 
Ft.  S.  &  M.  R.  R.  should  have  made  such  repairs  as  were  authorized  in  Section  i  of 
Rule  4  at  the  expense  of  the  owner;  that  when  car  was  returned  to  the  M.  P.  R'y 
by  the  K.  C.  Ft.  S.  &  M.  R.  R.  a  defect  card  should  have  been  demanded,  as  the 
existing  defects  formed  combination  which  makes  repairs  chargeable  to  the  delivering 
company.  As  to  car  2732,  it  says  the  repairs  as  noted  on  the  card  are  evidence  of 
unfair  usage ;  that  if  the  damage  was  the  result  of  bolt  holes  being  worn  oblong  it 
had  already  been  acknowledged  by  the  M.  P.  R'y  as  being  in  safe  condition  to  han- 
dle when  accepted  from  the  connecting  lines ;  and,  if  not,  the  M.  P.  R'y  Co.  should 
have  made  such  repairs  as  Section  i  of  Rule  4  authorizes. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

In  the  case  of  car  2669,  the  bill  calls  for  repairs  consisting  of  one  draft  timber, 
one  deadwood,  four  deadwood  bolts,  six  lug  bolts,  two  span  bolts  and  three  timber 
bolts.  The-  records  indicate  that  there  was  no  damage  to  drawbars  or  their  attach- 
ments. The  damage,  therefore,  charged  for  is  not  a  combination  for  which  charge  is 
prohibited  in  the  rules.     The  bill  is,  therefore,  correct  and  should  be  paid. 

In  the  case  of  car  2732,  the  repairs  of  this  car  consisted  of  one  draft  timber,  one 
deadwood,  one  tail  pin  and  key,  one  cast  stem  drawbar,  two  followers,  one  drawbar 
spring  and  ten  Ji  by  18-inch  bolts.  The  drawbar  and  attachments  were  lost  and 
apparently  the  draft  timber  and  deadwood  were  damaged.  The  burden  of  proof 
that  this  was  not  a  combination  rests  with  the  party  doing  the  damage.  It  has  not 
shown  that  the  damage  to  draft  timber  was  not  accompanied  by  simultaneous  danrage 
to  either  the  couplers  or  drawbars,  drawbar  springs,  drawbar  pockets  or  their  substi- 
tntes  or  followers,  and  is  therefore  not  entitled  to  make  bill,  and  this  charge  should 
be  withdrawn. 

In  both  cases  the  argument  is  raised  that  the  draft  timbers  were  both  damaged 
before  the  final  damage,  necessitating  repairs,  was  done.  It  is  the  duty  of  all  roads 
to  give  foreign  cars  the  attention  necessary  to  put  them  in  safe  hauling  condition,  and 
in  case  of  breakage  or  damage  resulting  from  neglect  of  this,  such  neglect  will  not 
relieve  the  road  from  responsibility  for  damage  which  it  claims  would  not  have 
occurred  if  the  car  had  been  repaired  at  the  proper  time. 


Digitized  by 


Google 


282 

Arbitration  Case  No.  485. 

D£NVBR  &  Rio  Grande  Railroad  Company 

versus 

Union  Pacific  System. 

narrow-gauge  car  draft  rigging  damaged  and  carded. 

In  April,  1897,  the  Denrer  &  Rio  Grande  Railroad  Company  rendered  bill 
•  against  the  Union  Pacific  Railway  Company  for  repairs  to  numerous  D.  &  R.  G.  cais 
in  the  months  of  October  and  November  1896,  and  January,  February  and  March, 
1897,  accompanying  same  by  defect  cards  issued  by  the  Union  Pacific  System.  The 
bill  contained  charges  for  repairs  of  what  are  called  **  spring  planks  "  on  D.  &  R.  G. 
narrow-gauge  cars.  These  spring  planks  consist  of  planks  extending  across  the 
•entire  width  of  the  car  in  the  plane  of  the  underframiag  and  outside  of  the  end  sills, 
•being  made  of  two  pieces  of  oak,  2^  by  8  inchesKaad'pne  piece  of  oak,  4^  bj  S 
inches,  all  the  length  of  the  end  sill.  The  drawbar  casting  is  attached  to  this  timber, 
and  the  drawbar  stem  passes  through  it  and  then  through  a  rubber  washer  2  inches 
thick  by  6  inches  diameter,  which  is  placed  between  the  sprink  plank  and  the  end 
sill,  and  passes  on  through  the  end  sill  and  another  rubber  spring  or  washer  back  of 
the  end  sill,  where  it  is  fastened  by  a  nut. 

The  U.  P.  R'y  System  objected  to  the  charges  for  repairs  to  these  spring  planks, 
which,  it  says,  are  similar  to  deadwoods,  and  claims  that  the  breakage  or  damage  of 
these  spring  planks  or  deadwoods  should  not  be  regarded  as  unfair  usage. 

The  D.  &  R.  G.  R.  R.  Co.  replied  that  the  bills  are  based  on  defect  cards  given 
by  the  U.  P.  inspector,  and  therefore  is  an  acknowledgment  of  their  responsibility 
for  the  damage  sustained  by  these  cars;  that  up  to  this  time  it  has  paid  such  bilk 
for  a  number  of  years,  and  submits  blue  print  showing  the  construction  of  the 
narrow-gauge  damaged  cars,  and  how  the  broad-gauge  cars  switching  in  connection 
with  them  will  strike  this  spring  plank  if  the  proper  push  bar  is  not  used,  on  account 
of  the  great  variation  in  the  height  of  the  two  drawbars  from  the  top  of  the  rail,  the 
drawbar  of  the  broad-gauge  car  passing  spring  plank  of  the  narrow-gauge  car  and  to 
one  side  of  the  drawhead  of  that  car ;  that  the  hose  is  frequently  cut  off  and  the  tram- 
pipe  broken  by  such  switching,  and  that  the  U.  P.  System  acknowledges  responsi- 
bility for  such  damage. 

The  U.  P.  System  takes  the  position  that  the  damage  should  be  called  fair  usage 
for  the  following  reasons : 

First. — Under  the  provisions  of  Section  48,  Rule  3,  it  is  relieved  of  responsi- 
bility because  there  was  no  combination  of  damage  indicating  rough  usage,  under  the 
Rules  of  Interchange. 

Second. — That  these  cars  were  damaged  by  being  switched  on  a  third-rail  track 
in  connection  with  broad-gauge  cars;  that  the  damage  to  deadwoods  was  caused  bj 
the  narrow-gauge  cars  being  pushed  against  the  broad-gauge  cars  in  process  of 
switching  without  being  coupled,  and  in  this  way  the  drawbars  of  the  broad-gange 
■cars  pass  to  one  side  of  the  drawbars  on  the  narrow-gauge  cars,  and  oftentimes  the 
•coupling  link  on  a  broad-gauge  car  splits  the  spring  plank  on  the  narrow-gauge  car. 
It  claims  that  the  cars  are  handled  as  carefully  as  similar  switching  is  done  on  the 
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D.  &  R.  G.  road  with  broad  and  narrow  gauge  cars  together,  and  that  all  possible 
care  is  taken. 

Regarding  the  defect  cards  on  authority  of  which  this  bill  has  been  made,  it 
states  that  the  cards  were  issued  by  an  ex-joint  car  inspector  at  Denver,  who  was 
inclined  to  make  decisions  contrary  to  the  M.  C.  B.  Rules,  and  that  as  a  matter  of  fact 
the  U.  P.  System  issued  these  cards  under  protest. 

The  cards  themselves  do  not  contain  any  statement  that  they  were  issued  under 
protest 

Failing  to  settle  the  matter,  it  is  referred,  by  mutual  consent,  to  the  Arbitration 
Conunittee  for  decision. 

DECISION. 

The  joint  inspector  was  the  representative  of  the  Union  Pacific  Railroad,  and  it 
is  proper  to  suppose  that  when  the  cards  were  issued  he  had  such  information  as  to 
warrant  him  in  issuing  the  same. 

In  the  opinion  of  the  committee  the  bills  of  the  Denver  &  Rio  Grande  Railroad 
Company  are  correct  and  should  be  paid. 

Arbitration  Case  No.  486. 

Southern  Pacific  Company 

versus 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  Company. 

scrap  credit.     kind  of  scrap  to  be  credited. 

On  January  31,  1897,  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway 
Company  rendered  bill  against  the  Southern  Pacific  Company  for  repairs  of  cars  dur- 
ing January,  1897,  as  per  Rule  3,  with  statement  attached  and  accompanied  by 
repair  card  stub  calling  for  "  One  Janney  coupler  on  S.  P.  car  19049  on  iccount  of 
coupler  head  broken  in  pin  hole."  ' 

The  bill  was  returned  by  the  S.  P.  Co.,  calling  attention  to  the  credit  for  the 
scrap  drawbar,  and  stating  that  its  cars  were  equipped  with  California  couplers,  and 
it  should  be  allowed  at  least  180  pounds  cast  steel  scrap  credit,  as  this  is  the  material 
of  which  the  body  is  made,  and  that  the  C.  C.  C.  &  St.  L.  R*y  Co.  had  only  allowed 
credit  for  1 66  pounds  malleable  scrap.  The  S.  P.  Co.  at  the  same  time  returned 
another  bill  asking  for  a  credit  of  1 80  pounds  of  steel  scrap  in  place  of  170  pounds. 

The  C.  C.  C.  &  St.  L.  R'y  Co.  again  presented  the  bills,  calling  attention  to 
Arbitration  Case  No.  420,  and  stating  that  the  bills  were  correct  as  per  that  arbitra- 
tion case. 

The  S.  P.  Co.  replied  that  it  did  not  think  Arbitration  Case  420  is  a  parallel 
one,  as  in  that  case  the  same  make  of  coupler  was  removed  as  the  one  applied,  while 
in  this  case  the  C.  C.  C.  &  St.  L.  R'y  Co.  removed  a  California  coupler  from  one 
car  and  applied  a  Janney  coupler,  and  removed  a  California  coupler  from  another  car 
tnd  applied  a  Gould  coupler ;  that  the  couplers  removed  were  both  steel,  while  the 
couplers  applied  were  both  malleable  iron ;  that  if  Arbitration  Case  420  is  considered 
a  similar  case  it  would  place  the  users  of  steel  couplers  at  a  great  disadvantage  over 
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the  users  of  malleable  couplers ;  it  believes  tbat  the  bills  should  be  corrected  so  that 
one  bill  will  make  a  net  charge  of  I4. 15  and  the  other  a  net  charge  of  ^6.65. 

The  C.  C.  C.  &  St.  L.  R'y  Co.  examined  the  matter  fully  and  finally  deducted 
$1  from  one  of  the  bills,  making  it  read  I5.93  instead  of  ^6.93,  the  correction  being 
made  to  allow  credit  for  the  good  parts  removed ;  it  still  insists,  however,  that  the 
credits  allowed  for  scrap  are  correct  as  per  Arbitration  Case  420. 

Further  correspondence  failing  to  settle  the  matter  of  proper  credit  for  scrap  ii> 
these  bills,  it  is  referred,  by  mutual  consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

This  case  is  similar  to  Case  420  in  so  far  as  the  amount  of  credit  to  be  allowed 
is  concerned;  that  is,  it  should  be  equal  to  the  weight  of  the  Janney  bar  applied; 
but  as  the  couplers  removed  were  cast  steel,  the  price  of  the  material  credited  should 
be  that  allowed  for  this  material. 


Arbitration  Case  No.  487. 

Chicago  &  South  Bend  Railroad  Company 

versus 

Chicago,  Burlington  &  Northern  Railroad  Company. 

sill  step  BROKEN;   CHARGED   TO  CAR   OWNER. 

In  May,  1897,  the  Chicago,  Burlington  &  Northern  Railroad  Company  rendered 
bill  against  the  Chicago  &  South  Bend  Railroad  Company  for  repairs  to  freight  cars 
as  per  M.  C.  B.  Rule  4,  in  the  month  of  April,  1897,  for  one  sill  step  applied  to 
C.  &  S.  B.  car  136,  6  pounds  wrought  iron  and  ^  hour  labor,  28  cents,  less  credit 
for  6  pounds  wrought- iron  scrap,  4  cents;  net  amount  of  bill,  24  cents.  The  bill 
was  accompanied  by  a  repair  card  stub  stating  that  this  sill  step  was  replaced  because 
it  was  broken. 

The  C.  &  S.  B.  R.  R.  Co.  returned  the  bill  and  asked  to  have  it  canceled 
because  the  sill  step  could  not  be  broken  by  fair  usage. 

The  C.  B.  &  N.  R.  R.  Co.  replied  that  it  had  no  record  of  the  car  having  unfair 
usage  and  presents  the  bill  for  payment  again. 

The  C.  &  S.  B.  R.  R.  Co.,  however,  maintains  its  position  that  a  sill  step  could 
not  be  broken  by  fair  usage,  and  further  correspondence  failing  to  settle  the  matter,  it 
is  referred,  by  mutual  consent,  to  the  Arbitration  Committee  for  decision. 

decision. 

There  is  nothing  in  this  correspondence  to  show  that  this  car  had  been  derailed 
or  wrecked  or  had  received  unfair  usage  in  any  manner.  In  the  opinion  of  the 
committee  the  bill  of  the  Chicago,  Burlington  &  Northern  Railroad  Company  is 
correct  and  should  be  paid. 
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Arbitration  Case  No.  488. 
CwaNNATi,  New  Orleans  &  Texas  Pacific  Railway  Company 

versus 
Canda  Cattle  Car  Company, 
air  hose  charged  repeatedly  against  same  car. 

In  March,  1897,  the  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Com- 
pany rendered  bill  against  the  Canda  Cattle  Car  Company  for  repairs  to  cars  daring 
the  months  of  February  and  March,  1897,  including  therein  three  charges  for  air 
hose  applied  to  car  2094,  each  covered  by  a  repair  card  stub,  the  first  dated  March  2, 
the  second  March  17,  and  the  third  March  24. 

The  Canda  Cattle  Car  Co.  returned  the  bill,  calling  attention  to  the  fact  that 
these  three  repair  card  stubs  each  showed  an  air  hose  applied  to  car  2094  on  account 
of  hose  being  bursted,  and  to  the  fact  that  the  first  hose  was  applied  on  March  2,  the 
second  March  17,  and  the  third  March  24,  and  it  believes  from  these  facts  that  the 
owner  is  not  responsible  for  any  of  them,  because,  first,  they  did  not  fail  under  fair 
usage,  and  second,  that  the  hose  which  the  C.  N.  O.  &  T.  P.  R*y  applied  was  either 
secondhand  or  worn  out  when  applied  or  the  goods  was  of  poor  quality  and  unfit 
for  service. 

The  C.  N.  O.  &  T.  P.  R*y  Co.  replied  that  it  finds  from  the  movement  of  the 
car,  that  it  was  off  its  line  between  each  of  the  applications  of  hose ;  it  admits  that 
three  hose  in  one  month  appears  to  be  a  large  number,  but  it  does  not  see  why, 
under  the  circumstances,  it  should  not  charge  for  them,  as  the  replacing  was  made 
strictly  in  accordance  with  the  rules,  and  the  cause  was  in  no  instance  due  to  unfair 
usage  on  its  part. 

The  Canda  Cattle  Car  Co.  returned  the  bill,  stating  that  it  could  not  entertain  it 
in  its  present  shape ;  that  the  rules  require  a  repair  card  should  be  attached  each 
time  a  hose  is  applied  from  any  cause ;  that  car  2094  bears  no  card  of  any  other 
road  than  the  C.  N.  O.  &  T.  P.  R'y  Co.  for  a  hose,  and  it  therefore  believes  that  no 
hose  failed  except  those  applied  when  on  the  line  of  the  C  N.  O.  &  T.  P.  R'y,  and 
that  no  hose  was  applied  except  such  as  was  applied  by  that  company ;  that  it  took 
the  matter  up  with  the  road  on  which  the  car  was  between  the  dates  of  application 
of  hose  by  the  C.  N.  O.  &  T.  P.  R'y  and  received  reply  that  no  hose  was  applied  to 
the  car  while  in  such  service. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

The  failure  of  hose  in  service  may  or  may  not  be  due  to  fair  usage  and  therefore 
may  or  may  not  be  chargeable  to  the  car  owner.  It  is  not  evident  how  three  hose 
can  be  chained  to  one  car  within  twenty-two  days  and  come  under  the  heading  of 
fair  n^age.  The  only  explanation  offered  is  that  the  improper  hose  may  have  been 
applied  while  the  car  was  on  some  other  railroad  company's  lines.  This  argument 
cannot  be  accepted.  It  is  evident  some  irregular  work  has  been  practiced  in 
connection  with  the  hose  charge  under  consideration.  ^ 

In  the  opinion  of  the  committee  the  charge  for  hose  should  be  confined  to  one 
hose  on  either  end  of  the  car  to  which  a  hose  was  applied  during  this  time. 
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Arbitration  Case  No.  489. 

Chicago  Great  Western  Railway 

versus 

Kansas  City,  Fort  Scott  &  Memphis  Railroad  Company. 

wrong  knuckle  used  and  carded. 

In  February,  1897,  the  Kansas  City,  Fort  Scott  &  Memphis  Railroad  Company 
rendered  bill  against  the  Chicago  Great  Western  Railway,  including  therein  a  charge 
of  $2.50  for  one  Buckeye  knuckle  applied  to  M.  K.  &  T.  R'y  box  car  10060  upon  a 
defect  card  of  the  C.  G.  W.  R'y  dated  December  30,  attached  to  this  car,  reading : 
''One  Gould  knuckle  in  place  of  Little  Giant  Buckeye." 

The  C.  G.  W.  R'y  returned  the  bill,  objecting  to  the  charge  for  Buckeye  knuckle 
in  place  of  Gould,  for  the  reason  that  it  considers  the  Gould  knuckle  which  it 
applied  to  the  car  is  worth  as  much  to  the  K.  C.  Ft.  S.  &  M.  R.  R.  people  as  it  had 
charged  when  applying  the  same ;  that  it  considers  that  a  labor  charge  for  changing 
the  knuckle  only  should  be  made. 

The  K.  C.  Ft.  S.  &  M.  R.  R.  Co.  replied  that  a  Gould  knuckle  in  a  Buckeye 
coupler  is  inoperatiTe,  as  the  tongue  of  the  Gould  knuckle  does  not  come  in  the  right 
position  to  make  the  coupling  safe,  and  that  it  made  bill  against  the  C.  G.  W.  R'y 
because  it  found  a  defect  card  of  that  company  on  the  car,  which  it  understands  is 
correct;  that  the  M.  K.  &  T.  R'y  runs  into  Kansas  City  over  its  lines  from  Paola.and 
that  the  C.  G.  W.  R'y  does  the  work  of  the  M.  K.  &  T.  R'y  at  that  point,  and  states 
that  it  is  customary  under  the  rules,  when  a  foreign  knuckle  is  found,  to  make  a  bill 
for  the  proper  knuckle,  giving  credit  for  the  one  removed,  as  scrap,  and  that  it  could 
not  use  the  secondhand  Gould  knuckle  in  repairing  foreign  cars ;  it  calls  attention  to 
the  fact  that  the  new  rules  authorize  no  labor  charge  for  replacing  a  knuckle. 

The  C.  G.  W.  R'y  replied  that  it  had  billed  against  the  owner  of  the  car  for  one 
Gould  knuckle,  ^2.80,  less  one  scrap  Buckeye  knuckle,  or  a  net  charge  of  $2.53,  this 
bill  having  been  made  before  a  replacement  price  was  listed  for  the  Buckeye  knuckle, 
and  it  does  not  understand  why  the  scrap  value  only  is  allowed  for  a  perfectly  good 
knuckle,  and  refers  to  Arbitration  Case  393. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

DECISION. 

This  is  a  case  of  wrong  repairs.  The  Kansas  City,  Fort  Scott  &  Memphis  Rail- 
road claims  the  Gould  knuckle  is  worth  only  scrap  to  it  If  the  Chicago  Great 
Western  Railway  Company  chooses  'to  make  wrong  repairs  to  a  foreign  car  it  is  not 
in  position  to  dictate  how  tlve  wrong  material  shall  be  disposed  of  when  removed  for 
the  purpose  of  making  standard  repairs. 

The  position  of  the  Kansas  City,  Fort  Scott  &  Memphis  Railroad  is  sustained. 
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Arbitration  Case  No.  490. 
Rutland  Railroad  Company 
versus 
Michigan  Central  Railroad  Company. 

DRAWBAR  charged,   ACCOUNT  DRAWBAR  STRAP  AND  BOLTS  BROKEN. 

In  March,  1897,  the  Rutland  RaUroad  Company  rendered  bill  against  the- 
Michigan  Central  Railroad  Company  for  repairs  to  M.  C.  car  4126  on  March  15,  as 
per  repair  card  stub  attached.  The  stub  called  for  "  One  drawbar  applied,  2  bolts 
18  by  ^  inches,  one  bolt  13  by  ^  inches."  The  reason  for  the  work  being  done 
was  drawbar  strap  broken,  bolts  broken.     The  bill  charged  for : 

3  hours'  labor,  20  cents $  .60 

53  pounds  wrought  iron,  3  cents i .  59 

180  pounds  cast  iron,  lyi  cents 2.70 

Credit.  UM 

53  pounds  wrought  iron,  }(  cent $  .40 

180  pounds  cast  iron,  ^  cent 90     1.30 

fe.59 

The  M.  C.  R.  R.  Co.  returned  the  bill,  stating  that  if  the  drawbar  strap  was 
broken  no  charge  should  be  made  for  the  drawbar,  and  asks  to  have  the  bill  corrected. 

The  Rutland  R.  R.  Co.  replied  that  it  considers  it  proper  under  the  rules  to 
charge  for  the  drawbar  when  it  is  necessary  to  remove  the  same  on  account  of  defect 
to  the  drawbar  strap;  that  the  drawbar  and  strap  are  riveted  together  and  form 
practically  one  article ;  that  either  cannot  be  removed  without  the  other,  and  when 
removed  they  cannot  be  separated  without  considerable  additional  expense  not  con- 
templated by  the  rule  allowing  two  hours  for  removing  and  replacing  drawbar ;  it 
states  that  it  does  not  think  the  exact  location  of  the  damage  is  material,  providing  it 
is  such  as  to  render  the  entire  article  unfit  for  use ;  it  believes  it  has  allowed  full 
credit  for  all  the  material  removed  and  can  see  no  reason  why  the  bill  should  not  be 
accepted. 

The  M.  C.  R.  R.  Co.  again  returned  the  bill,  stating  that  if  the  Rudand  R.  R. 
Co.  found  it  more  economical  to  remove  both  the  drawbar  and  the  drawbar  strap 
when  only  the  strap  was  broken,  it  would  make  no  objections  if  the  proper  charges 
and  credits  are  made;  that  the  bill  has  charged  180  pounds  cast  iron  dX  iji  cents  per 
pound,  and  allowed  credit  for  180  pounds  cast  iron  in  the  good  drawbar  removed 
at  }i  cent  per  pound,  and  yet  admits  that  the  drawbar  was  not  broken;  it  does  not 
object,  however,  to  the  charge  as  made  for  labor  if  the  Rutland  R.  R.  Co.  will  allow 
an  additional  credit  of  1 1.80  on  the  bill  on  account  of  the  good  drawbar  removed. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual  con- 
sent, to  the  Arbitration  Committee  for  decision. 

^  DECISION. 

A  railroad  company  in  repairing  a  foreign  car  is  not  justified  in  scrapping  a  good 
drawbar  from  a  foreign  car  because  it  is  more  convenient  or  cheaper  to  it  to  do  so, . 
and  the  M.  C.  B.  Rules  of  Interchange  do  not  confer  such  a  privilege. 

The  position  of  the  Michigan  Central  Railroad  is  sustained. 
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Arbitration  Case  No.  491. 

Missouri  PAanc  Railway  Company, 

versus 

Rock  Island  &  Peoria  Railway  Company. 

wrong  repairs.    proper  charge  for  correcting. 

In  May,  1897,  the  Missouri  Pacific  Railway  Company  rendered  bill  against  tbe 
Rock  Island  &  Peoria  Railway  Company  for  repaiis  to  St.  L.  I.  M.  &  S.  R'y  car 
53671  at  St.  Louis,  in  May,  1897,  as  per  joint  evidence  card  attached ;  amount  of 
bill,  72  cents.  The  joint  evidence  card  certified  that  the  car  was  received  by  the 
M.  P.  R'y  from  the  East  St.  Louis  Connecting  R'y  with  improper  repairs — two  oil-box 
bolts,  i>i  by  17  inches,  should  be  lyi  by  15  inches — and  with  a  repair  card  of 
the  R.  I.  &  P.  R'y  attached,  which  also  accompanied  the  bill,  and  which  stated  that 
the  repairs  made  by  it  consisted  in  applying  two  I  ^  by  17  inch  oil-box  bolts,  as  they 
were  broken  in  removing  wheels.  The  joint  evidence  card  is  signed  by  John  Collins, 
Foreman,  Mo.  Pac.  R'y,  and  M.  H.  Halbert,  A.  }.  C  Inspector. 

The  bill  was  returned  by  the  R.  I.  &  P.  R'y  with  the  sutement  that  it  could  not 
consider  this  as  wrong  repairs;  that  the  bolts  applied  were  the  same  size  as  those 
removed,  and  that  there  is  no  way  of  telling  just  what  length  the  bolts  should  be. 

The  M.  P.  R'y  Co.  still  pressed  the  bill  for  payment,  and  stated  that  the  repairs 
to  this  car  were  not  made  in  a  proper  manner  and  that  the  joint  evidence  card  car- 
ries with  it  ample  authority  to  render  bill  against  the  company  making  the  wrong 
repairs,  and  as  the  attached  joint  evidence  card  shows  that  the  wrong  repairs  were 
made  by  the  R.  I.  &  P.  R'y  Co.,  it  is  a  proper  charge  against  that  company. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred,  by  mutual 
consent,  to  the  Arbitration  Committee  for  decision. 

DECISION. 

This  is  a  case  where  the  repairs  should  have  been  properly  and  neatly  made,  as 
it  only  required  cutting  two  inches  off  the  box  bolts  to  make  a  workmanlike  job. 
The  proper  charge  for  correcting  this  improper  work,  however,  will  be  the  cost  of 
cutting  off  the  box  bolts  to  the  proper  length,  and  a  bill  made  out  on  this  basis 
by  the  Missouri  Pacific  Railway  Company  should  be  paid  by  the  Rock  Island  & 
Peoria  Railway  Company. 

Arbitration  Case  No.  492. 

Terre  Haute  &  Indianapolis  Railroad  Company 

.versus 

New  York,  Chicago  &  St.  Louis  Railroad  Company. 

coupler  body  charged  to  car  owner  to  offset  bill  of  another  road. 

The  Terre  Haute  &  Indianapolis  Railroad  Company  rendered  bill  against  the 
New  York,  Chicago  &  St.  Louis  Railroad  Company  for  one  Gould  coupler  body 
applied  to  N.  Y.  C.  &  St.  L.  R.  R.  car  10112,  on  March  12,  1896,  amount  I5,  which 
bill  was  declined  by  the  N.  Y.  C.  &  St.  L.  R.  R.  Co. 
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The  T.  H.  &  I.  R.  R.  Co.  argues  as  follows: 

«'0n  May  15,  1897,  we  issued  bill  No.  1918  against  the  N.  Y.  C.  &  St.  L. 
R.  R.  Co.,  in  the  amount  of  $$  for  one  Gould  coupler  body  applied  to  N.  Y.  C. 
&  St.  L.  R.  R.  car  10112  to  offset  bill  No.  29592  of  the  C.  &  A.  R.  R.  Co. 
against  the  T.  H.  &  I.  R.  R.  Co.,  based  on  I.  I.  &  I.  R.  R.  Co.  bill  No.  10966. 
The  car  was  received  by  the  Vandalia  Line  from  the  N.  Y.  C.  &  St.  L.  R.  R.  Co. , 
at  Hibbard,  on  March  8,  1896,  with  a  record  of  one  cracked  center  sill.  It  was 
delivered  by  the  Vandalia  Line  to  the  Mo.  Pacific  R'y  at  St.  Louis,  March  12,  1896, 
with  coupler  cracked.  April  14,  1896,  a  defect  card  was  issued  against  the  C.  &  A. 
R.  R.  at  Dwight,  III.,  for  one  coupler  chipped  on  guard  arm.  Reference  to  the 
East  St.  Louis  terminals  by  the  C.  &  A.  R.  R.  showed  the  car  to  have  been 
delivered  to  the  Mo.  PaciBc  R'y  with  coupler  cracked  as  stated,  and  received  by  the 
C.  &  A.  R.  R.  in  that  condition.  On  the  presumption  that  the  crack  in  coupler  was  the 
cause  of  chip,  the  joint  inspector  at  East  St.  Louis  issued  defect  card  No.  3880 
against  the  Vandalia  Line  and  in  favor  of  the  C.  &  A.  R.  R.  Co.  on  this  record. 

*«  Under  the  Articles  of  Agreement  of  the  New  Interchange  Association  in 
effect  September  i,  1895,  ^^^  cracked  coupler  was  an  owner's  defect,  and  all  inter- 
vening roads  of  the  St.  Louis  terminals  concur  in  the  opinion  that  the  chipped  and 
cracked  coupler  was  one  and  the  same  defect,  also  concurred  in  by  the  Chief  Joint 
Inspector  at  East  St.  Louis.  After  a  thorough  investigation  a  defect  card  was 
issued  against  the  delivering  road  and  to  the  Chicago  &  Alton  Railroad.  The 
delivering  road  in  this  case,  the  Vandalia  line  and  the  owner  of  the  car,  the  N.  Y. 
C.  &  St.  L.  R.  R.  Co.  were  parties  to  the  New  Interchange  Agreement,  while 
the  receiving  road,  the  Chicago  &  Alton  R.  R.,  was  not  a  party  to  this  agree- 
ment. According  to  the  fourth  clause  on  page  5  of  that  agreement,  we  considered 
that  we  were  entitled  to  reimbursement  by  the  car  owner  and  accordingly  billed 
against  them  in  the  same  amount  as  the  C.  &  A.  R.  R.  billed  against  us  on  the 
defect  card  issued  in  their  favor.  The  car  received  no  rough  usage.  The  damaged 
coupler  was  clearly  an  owner's  defect,  as  these  facts  were  certified  to  by  a  disinter- 
ested joint  inspection  bureau.*' 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  argues  as  follows : 

••The  car  being  delivered  to  the  T.  H.  &  I.  R.  R.  without  defects,  and 
being  delivered  by  the  T.  H.  &  I.  R.  R.,  to  a  railroad  company  not  in  the 
Interchange  and  no  defect  card  demanded  at  that  time,  showed  that  the  defects  did 
not  exist  on  the  car  when  delivered  by  the  T.  H.  &  I.  R.  R.  to  the  Mo.  Pacific  R'y  on 
March  12.  We  claim  that  the  damage  to  the  coupler  was  not  an  owner's  defect,  it 
being  beyond  the  limits  of  cracked  or  chipped  couplers,  and  we  further  claim  that 
had  this  defect  been  an  owner's  defect,  that  the  I.  I.  &  I.  R.  R.,  which  was  then  a 
member  of  the  Chicago  Agreement,  would  not  have  demanded  a  card  from  the 
C.  &  A.  R.  R.  Further,  that  there  were  no  dimensions  given  of  the  defect  until 
tiie  car  is  offered  to  the  owner,  at  Knox,  by  the  I.  I.  &  I.  R.  R.  It  was  there  found 
that  the  defect  was  beyond  the  limits  and  defect  card  was  demanded  from  the  I.  I. 
&  I.  R.  R.,  which  was  issued,  this  railroad  making  a  bill  against  the  I.  I.  &.  I.  R.  R. 
for  the  cost  of  changing  the  bar." 

The  above  statements  are  signed  by  both  parties,  and  it  is  submitted  to  the 
Arbitration  Committee  for  decision. 
19 
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DECISION. 

This  is  a  case  coming  under  the  M.  C.  B.  Rules  of  September  i,  1895.  The 
arguments  bearing  on  what  is  known  as  the  New  Interchange  (Chicago)  will  not  be 
considered.  There  is  nothing  in  the  M.  C.  B.  Rules  of  1895  that  justifies  one  rail- 
road company  charging  another  railroad  company  for  drawbars  broken  or  changed 
while  on  a  foreign  road.  An  effort  to  get  such  a  rule  incorporated  into  the  rules  in 
June,  1895,  ^^  attempted,  but  failed. 

In  the  Ofunion  of  the  committee,  the  T.  H.  &  I.  R.  R.  Co.  has  no  daim  under 
the  M.  C.  B.  Rules  against  the  N.  Y.  C.  &  St.  L.  R'y  Company. 

Note. — Mr.  Mackenzie  being  inter estea  in  this  case,  was  not  a  party  to  this 
decision. 

Arbitration  Case  No.  493. 

Chicago  Great  Western  Railway  Company 
versus 
Canda  Cattle  Car  Company, 
truss  rods  welded  and  charged  to  owner. 

On  May  31,  June  30,  and  August' 31,  1897,  respectively,  the  Chicago  Great 
Western  Railway  Company  rendered  bills  against  the  Canada  Cattle  Car  Company 
for  various  repairs  to  the  latter  Company's  cars,  accompanying  the  same  with  repair 
card  stubs  showing  why  the  repairs  were  made.  Included  in  these  bills  were  charges 
for  welding  six  truss  rods  at  60  cents  each  for  labor,  in  the  first  bill ;  welding  five 
truss  rods  at  60  cents  each  for  labor  in  the  second  bill,  and  welding  one  truss  rod  at 
40  cents  for  labor  in  the  third  bill.  The  repair  card  stubs  showed  that  these  rods 
were  welded  because  they  broke. 

The  Canda  Cattle  Car  Company  returned  the  bills  in  each  case,  stating  that  it 
could  not  consent  to  pay  bills  for  welding  truss  rods;  that  truss  rods  would  not  break 
under  fair  usage. 

The  C.  G.  W.  R*y  Co.  replied  in  each  case  that  it  could  not  cancel  these  charges 
because  the  cars  had  nothing  else  the  matter  with  them  except  that  the  truss  rods 
broke;  that  the  cars  had  not  been  maltreated  in  any  way ;  and  it  considers,  therefore, 
that  they  failed  under  fair  usage  and  are  properly  chargeable  to  the  car  owner.  It 
asked  the  Canda  Cattle  Car  Co.  to  return  all  the  papers  in  order  that  it  might  place 
the  matter  before  the  Arbitration  Committee. 

The  Canda  Cattle  Car  Co.  replied  that  it  operates  2,500  cars  in  all  sections  of 
the  United  States,  Mexico  and  Canada,  and  that  no  other  company  renders  bills 
against  it  for  broken  truss  rods,  and  it  therefore  believes  that  if  they  failed  on  the 
C.  G.  W.  R'y  it  is  due  to  some  unusual  treatment  of  the  cars,  and  it  adds  that  it  is  as 
ready  and  willing  as  anyone  to  conform  to  the  M.  C.  B.  rules,  but  that  if  the  C.  G. 
W.  R*y  Co.  insists  upon  placing  this  matter  before  the  Arbitration  Committee,  it  gives 
notice  that  it  will  not  be  bound  by  the  decision. 

The  C.  G.  W.  R'y  Co.  therefore  refers  the  matter  to  the  Arbitration  Committee, 
and  states  that  the  Canda  Cattle  Car  Company  claims  that  it  is  not  possible  for  the 
rods  to  break  under  fair  usage,  and  inasmuch  as  the  C.  G.  W.  R*y  Co.  has  no  record 
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of  the  cars  in  question  being  subjected  to  unfair  usage,  it  desires  to  have  the  matter 
xeferred  to  the  Arbitration  Committee  for  decision. 

DECISION. 

It  is  not  unusual  for  truss  rods  to  break  in  freight  car  service  under  what  is 
termed  fair  usage  and  for  which  the  owner  is  responsible.  In  the  opinion  of  the 
committee  the  bill  of  the  C.  G.  W.  R'y  Co.  is  correct  and  should  be  paid. 


Arbitration  Case  No.  494. 

Baltimore  &  Ohio  Railroad  Company 

versus 
Chesapeake  &  Ohio  Railway  Company. 

BRAKE  beam  MISSING  INCLUDES  ATTACHMENTS  THERETO. 

In  April,  1897,  the  Baltimore  &  Ohio  Railroad  Company  made  bill  against  the 
Chesapeake  &  Ohio  Railway  Company  for  the  labor  of  renewing  brake 'beam  on 
C.  &  O.  R'y  car  4674,  on  account  of  same  being  lost,  and  also  included  charge  for 
renewing  brake  shoes  and  heads. 

The  C.  &  O.  R'y  Co.  objected  to  the  charge  for  shoes  and  heads,  claiming  that 
when  brake  beams  and  connections  are  lost,  shoes  and  heads  are  necessarily  lost,  and 
charge  should  be  made  only  for  labor. 

The  B.  &  O.  R.  R.  Co.  takes  the  ground  that  the  clause  in  the  M.  C.  B.  Rules 
provide  that  labor  only  shall  be  charged  in  renewing  brake  beams,  and  makes  no 
mention  of  brake  shoes  and  heads,  and  while  it  formerly  took  the  same  view  as  held 
by  the  C.  &  O.  R'y  Co. ,  yet,  on  finding  that  most  roads  were  construing  the  rule  to 
mean  that  labor  should  be  charged  on  brake  beams  missing  and  full  charge  made  for 
renewing  shoes  and  heads,  it  was  forced  to  assume  the  same  position. 

As  it  is  a  point  that  should  be  definitely  settled,  both  roads  came  to  a  friendly 
agreement  to  submit  the  case  to  the  Arbitration  Committee  for  decision. 

decision. 

The  question  at  issue  in  this  case  is  whether  Section  6  of  Rule  5  would  allow 
charge  for  labor  only  for  replacing  brake  beams,  and  a  charge  for  material  and  labor 
for  replacing  the  brake  shoes  and  heads  attached  to  the  same. 

The  brake  beam  is  only  complete  when  it  has  the  heads  and  shoes  attached.  A 
coupler  cannot  be  considered  complete  unless  it  has  the  hook,  locking  attachments, 
etc.,  complete,  and  it  would  be  as  reasonable  in  making  charge  for  replacing  couplers 
under  the  rule,  to  charge  for  labor  of  replacing  coupler  and  for  the  cost  of  material 
and  labor  for  the  hook,  locking  device,  etc.,  as  to  charge  for  the  labor  of  replacing 
brake  beam,  and  the  material  and  labor  for  replacing  the  heads  and  shoes. 

In  making  bill  for  replacing  brake  beams  lost  on  the  line  of  the  company  making 
the  repairs,  in  accordance  with  Section  6  of  Rule  5,  the  proper  charge  is  the  labor  for 
replacing  the  brake  beam  with  the  heads  and  shoes  complete. 
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Arbitration  Case  No.  495. 

Union  Pacific  System 

versus 

Missouri,  Kansas  &  Texas  Railway  Company. 

KNUCKLE  locks  CHARGEABLE   UNDER   THE  RULES. 

The  Union  Pacific  System  rendered  various  bills  against  the  Missouri,  Kansas  & 
Texas  Railway  Company  for  labor  applying  knuckle  locks  to  M.  K.  &  T.  R'y  cars, 
charging  for  yi  hour  labor  for  applying  knuckle  locks  on  various  occasions  in  May 
and  July,  1897,  on  various  M.  K.  &  T.  R'y  cars. 

The  M.  K.  &  T.  R'y  objected,  stating  that  no  charge  should  be  made  for  apply- 
ing knuckle  locks,  for  the  reason  that  Arbitration  Case  No.  433  prohibits  charging  for 
labor  applying  knuckle  pins,  and  it  considers  the  application  of  knuckle  locks  should 
come  under  the  same  ruling.  It  also  claims  that  no  more  time  is  required  to  replace 
a  knuckle  lock  than  is  required  to  replace  a  knuckle  pin,  and  it  is  therefore  reasona- 
ble to  suppose  that  there  should  be  no  charge  for  labor. 

The  Union  PaciBc  System  replied  that  inasmuch  as  it  takes  at  least  yi  hour 
labor  to  apply  a  knuckle  lock,  and  in  some  cases  ^  to  ^  hour  longer,  that  the 
charge  for  the  labor  should  be  made ;  that  Section  40,  Rule  3,  provides  that  locks, 
grain  doors,  and  all  inside  or  concealed  parts  of  cars  missing  or  damaged  in  fab- 
usage,  and  failure  or  loss  under  fair  usage  of  any  part  of  the  body  of  car,  except  as 
provided  for  in  Section  5,  Rule  6,  can  be  repaired  at  the  expense  of  the  owner,  and 
under  this  rule  it  claims  authority  to  make  charge  for  the  labor  expended  in  renew- 
ing defective  knuckle  locks. 

It  is  referred,  by  mutual  consent,  to  the  Arbitration  Committee  for  decision. 

decision. 

The  rules  make  car  owners  chargeable  with  cost  of  repairs  to  any  part  of  their 
cars  failing  or  lost  under  fair  usage,  except  as  provided  for  in  the  exceptions,  and  as 
knuckle  locks  are  not  included  (nor  mentioned)  in  any  of  the  exceptions,  they  are 
chargeable  under  the  general  rule. 

In  the  opinion  of  the  committee  the  half  hour  labor  charged  by  the  Union 
Pacific  Railway  for  renewing  knuckle  locks  is  correct  and  should  be  paid. 

Arbitration  Case  No.  496. 

Chicago  &  Eastern  Illinois  Railroad  Company 

versus 

South-eastern  Line. 

m.  c.  b.  standard  journal  box  used. 

On  March  29,  1897,  the  Chicago  &  Eastern  Illinois  Railroad  Company  applied 
one  M.  C.  B.  oil  box  to  South-Eastern  Line  car  No.  9079,  at  Terre  Haute,  Ind., 
account  of  *«  oil  box  broken."  The  S.E.  Line  rendered  bill  against  the  C.  &  E,  L 
R.  R.  Co.  for  replacing  the  oil  box,  as  follows : 
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Repairs  to  S.-E.  L.  car  9079  as  per  M.  C.  B.  Rule  5,  Section  5 : 

I  oil  box,  90  pounds t^'  .35 

Labor,  2  hours 40 

Credit. 
I  wrong  oil  box,  84  pounds 42 

^1.33 
claiming  that  the  repairs  were  wrong,  and  attaching  joint  evidence  signed  by  E.  M. 
Roberts,  Master  Mechanic  of  South-Eastem  Line,  and  J.   Shrimpton,  Chief  Joint 
Inspector  of  Alabama  Railways. 

Mr.  Roberts  claimed  as  follows :  *<  As  this  box  is  not  proper  to  the  car  on 
account  of  not  having  lips  for  the  arch  bars,  we  consider  that  it  b  not  equal  in 
strength,  or  in  conformity  with  the  original  construction;  therefore,  it  is  not  in 
accordance  with  Rule  4,  Section  5.  We  claim  the  right  to  change  the  oil  box  applied 
and  bill  the  cost  of  same  to  the  C.  &  E.  I.  R.  R.  Co.  in  accordance  with  Rule  5, 
Section  5." 

Mr.  Shrimpton  claimed  that  the  oil  box  was  wrong  **  from  the  fact  that  it  does 
not  conform  in  detail  to  the  original  construaion ;  all  other  boxes  on  the  car  are 
provided  with  a  seat  to  receive  3^  -inch  arch  bars.  This  box  in  question  has  no 
seat.  The  top  of  the  box  is  a  perfectly  plain  surface.  On  this  account  I  claim  it 
impairs  the  strength  of  the  truck,  in  lieu  of  the  box  forming  its  original  construc- 
tion." 

The  C.  &  £.  I.  R.  R.  Co.  claimed  that  the  only  objection  to  the  oil  box  being 
on  account  of  the  absence  of  lugs  at  the  sides  of  the  arch  bar,  should  not  condemn 
the  box,  for  the  reason  that  it  is  strictly  M.  C.  B.  standard  without  the  lugs,  which 
it  cannot  be  justly  claimed  impairs  the  strength.  It  is  further  claimed  by  the  C.  & 
E.  I.  R.  R.  Co.  that  the  evidence  of  impaired  strength  was  not  confirmed  by  the 
failure  of  the  oil  box  in  any  particular,  and  that  the  M.  C.  B.  Association,  in  adopt- 
ing the  box  as  standard,  acknowledged  its  fitness  and  strength,  and  that  if  any  M.  C. 
B.  oil  box  could  have  been  used  to  replace  the  broken  box  on  S.-E.  L.  car  9079,. 
this  one  could  have  been,  without  question. 

Failing  to  agree,  after  considerable  correspondence,  it  has  been  decided  best  to 
submit  the  case  to  the  Arbitration  Committee  of  the  M.  C.  B.  Association  for  settle- 
ment, the  representatives  of  Car  Department  of  both  roads  agreeing  and  signing  this 
abstract. 

J  DECISION. 

The  only  ground  upon  which  the  South-Eastern  Line  justifies  its  bill  for  chang- 
ing the  oil  box  to  that  standard  to  the  car  is  on  account  of  the  box  used  by  the  C.  & 
E.  I.  R.  R.  Co.  in  repairing  the  car  not  having  lips  for  the  arch  bars,  and  therefore, 
not  being  equal  in  strength  to  the  original  construction. 

The  standard  boxes  of  the  M.  C.  B.  Association  have  no  such  lugs  on  the  top; 
it  is,  therefore,  clear  that  the  members  of  the  Association  do  not  consider  that  tl^e 
logs  on  the  top  of  the  box  are  necessary  for  proper  strength,  and  it  is  the  opinion  of 
the  Arbitration  Committee  that  the  bill  should  be  withdrawn. 
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Arbitration  Case  No.  497. 

Nelson  Morris  8l  Company, 

versus 

Central  Railroad  Company  of  New  Jersey. 

WRONG  repairs  TO  DAMAGED  CARS. 

Nelson  Morris  &  Company  rendered  a  bill  of  $12.24  against  the  Central  Rail- 
road Company  of  New  Jersey  for  repairs  done  to  Morris  Refrigerator  line  car  6092 
in  the  month  of  September,  1896.  This  car  was  received  by  Nelson  Morris  &  Co. 
on  September  4,  1896,  from  the  New  York,  Chicago  &  St.  Louis  R.  R.  Co.  at  Chi- 
cago, bearing  plain  evidence  of  having  recently  been  wrecked  and  repaired.  Joint 
inspection  with  the  delivering  road's  inspector  showed  the  following  defects :  Two 
wrong  framed  draft  timbers ;  2  filling  blocks  missing ;  2  tie  rods  and  7  brace  rods 
broken;  2  sub-sill  bolts,  ^  by  12  inches,  missing;  12  ^  by  6  lag  bolts,  should  be 
J^  by  7  inches;  2  floor  pans  damaged;  4  drip  pipes  loose;  8  ^-inch  truss  rod  lag 
screws  should  be  fi  inoh;  2  ^-inch  key  bolts,  should  be  ^  inch. 

There  was  no  M.  C.  B.  repair  card  attached  to  indicate  where  the  repairs  had 
been  done.  Nelson  Morris  &  Co.  therefore  requested  the  delivering  road  to  furnish 
M.  C.  B.  defect  card  to  cover  the  defects  mentioned. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  traced  the  car  and  found  that  it  was  wrecked 
while  in  the  possession  of  the  C.  R.  R.  Co.  of  N.  J.,  and  that  it  was  repaired  at 
its  Elizabethport  shops;  that  it  had  not  been  in  trouble  while  in  the  possession 
of  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.,  nor  while  in  the  hands  of  the  intennediate 
roads  en  route  home. 

Nelson  Morris  &  Co.  rendered  the  bill  in  question  on  the  authority  of  the 
inspector's  joint  evidence  as  per  M.  C.  B.  Rule  5,  Section  5. 

The  C.  R.  R.  Co.  of  N.  J.  declines  all  responsibility,  and  claims  car  had  i>een 
properly  repaired  according  to  M.  C.  B.  Rule  15,  page  26,  1895  rules,  and  further 
states  that  car  was  delivered  to  L.  V.  R'y  August  21,  1896,  in  good  condition. 

As  the  car  in  question  was  received  home  under  the  rules  in  effect  September  i, 
1896,  Nelson  Morris  &  Co.  is  of  the  opinion  that  its  bill  is  proper. 

DECISION. 

The  evidence  in  this  case  is  conclusive  that  wrong  repairs  had  been  made.  The 
Central  Railroad  of  New  Jersey,  which  repaired  the  car  after  wrecking  it,  presents 
no  evidence  to  show  that  repairs  were  made  elsewhere. 

In  the  opinion  of  the  conmiittee  the  Central  Railroad  of  New  Jersey  should 
pay  Nelson  Morris  &.  Company's  bill. 
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Arbitration  Case  No.  498. 
Southern  PAapic  Company  (Pacific  System) 

versus 

Chicago  &  South  Bend  Railroad  Company. 

draft  rigging  repaired.    rough  usage  not  indicated. 

In  April,  1897,  the  Southern  Pacific  Company  (Pacific  System)  rendered  bill 
against  the  Chicago  &  South  Bend  Railroad  Company  for  repairs  of  C.  &  S.  B.  cars 
104  and  105,  as  per  M.  C.  B.  Rules,  attaching  repair  card  stubs  to  the  bill  specifying 
iully  the  repairs  made,  and  the  reason  for  same,  which  were  as  follows : 

Car  No.  104. 
I  California  coupler |i  i .  3$ 

1  drawbar  stem,  23  pounds .69 

8  bolts  and  nuts,  22  pounds 66 

2  hours'  labor 40 

I13.00 

Credit. 

Jsmney  coupler  casting $2,2$ 

*•        knuckle    3.25 

"       lock  pin 30 

«•       knuckle  pin 15 

45  pounds  wrought  scrap 34 

6.29 

Net  amount  of  charge I6.71 

The  repair  card  stubs  show  that  this  car  received  the  above  repairs  on  account 
of  Janney  coupler  broken,  stem  cracked  and  bolts  broken. 

Car  No.  105. 

I  drawbar  spring,  36  pbunds |i .  26 

I  drawbar  follower,  21  pounds 63 

1  bolt  and  nut,  i}i  pounds 05 

2  hours*  labor 40 

I2.34 

Credit. 

36  pounds  steel $0, 36 

23  pounds  wrought 17 

.53 

Net  amount  of  charge |i  .81 

The  repair  card  stub  shows  that  this  car  received  the  above  repairs  on  account  of 

one  drawbar  spring,  one  follower  and  one  jaw  bolt  broken. 

The  bill  was  returned  by  the  C.  &  S.  B.  R.  R.  Co.  objecting  to  the  charges, 

•claimixig  the  damage,  as  shown  by  the  repair  card  stubs  attached,  indicated  unfair 

tisage,  according  to  Rule  3,  Section  48. 

To  this  the  S.  P.  Co.  replied,  that  according  to  the  note  following  Section  48  of 

Rule  3,  there  was  no  combination  indicating  unfair  usage,  as  in  the  case  of  car  105 

^drawbar  spring  and  follower  were  broken,  the  note  referred  to  reading  :    *<  Drawbars 
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or  drawbar  springs,  accompanied  by  simultaneous  damage  to  either  drawbar  stops 
and  attachments,  carrier  irons,  filling  blocks,  draft  timbers  or  their  subsititiites,  or  end 
sills,  shall  be  considered  as  caused  by  unfair  usage  ";  that  none  of  the  simultaneous 
damage  indicating  unfair  usage  existed. 

In  the  case  of  car  104  a  Janney  coupler  and  drawbar  stem  only  were  broken. 
Under  the  above  section,  no  combination  indicating  unfair  usage  existed. 

The  C.  &  S.  B.  R.  R.  Co.  replied  that  the  S.  P.  Co.  does  not  go  far  enough  in 
the  interpretation  of  the  rule  applicable  to  this  case,  as  it  makes  no  mention  of 
the  jaw  bolt  broken  on  car  105,  and  which,  according  to  its  understanding,  com- 
pletes the  combination,  as  it  considers  the  jaw  bolt  a  drawbar  stop  attachment. 
Also,  in  regard  to  the  eight  bolts  used  in  repairs  of  car  104,  which  it  considers 
forms  a  combination  indicating  rough  usage. 

The  S.  P.  Co.  again  returned  its  bill  and  referred  to  Arbitration  Committee  deci- 
sion 408,  in  which  it  is  decided  that  damage  to  bolts  does  not  form  a  combination, 
and  claimed  that  the  case  in  question,  in  its  opinion,  is  a  similar  one,  and  that  the 
charge  is  correct. 

To  this  the  C.  &  S.  B.  R.  R.  replied  that  it  did  not  consider  Case  408  at  all  sim- 
ilar, as  in  that  case  it  was  stated  that  carry  iron  bolts  were  broken,  and  in  the  case 
in  dispute  it  is  drawbar  stops  and  attachments;  that  in  case  of  car  104  it  is 
evidence  of  rough  usage  when  a  coupler  and  stem  and  two  jaw  bolts  and  sue 
lug  casting  bolts  (which  are  used  to  attach  the  lug  casting  to  the  draft  timber)  are 
broken. 

The  S.  P.  Co.  replied  to  this  that  it  is  still  of  the  opinion  that  Case  408  is 
similar,  and  should  govern  in  the  case  in  dispute,  as  drawbar  stop  bolts  cannot 
be  considered  as  a  drawbar  stop  attachment,  as  referred  to  in  note  above  cited, 
and  should  be  considered  the  same  as  a  carry  iron  bolt,  as  they  are  no  more 
a  portion  of  the  drawbar  stop  than  a  carry  iron  bolt  is  of  the  carry  iron,  but  are 
used  for  a  similar  purpose  in  both  cases,  and  therefore  do  not  form  a  combina- 
tion. The  damage,  therefore,  must  be  considered  as  occurring  under  fair  usage,  as 
there  was  no  accident  to  these  cars  while  on  the  S.  P.  Co*s  lines. 

Failing  to  settle  the  matter,  all  correspondence  is  referred  to  the  Arbitration  Com- 
mittee for  a  ruling. 

DECISION. 

In  Arbitration  Case  No.  407  the  committee  decided  that  a  tail  strap  was  a  draw- 
bar attachment,  and  when  broken  simultaneously  with  the  drawbar  it  was  unfair 
usage.  The  committee,  at  its  meeting,  May  18,  1897,  reversed  that  decision  (see 
note,  page  2),  holding  that  drawbar  attachments  referred  to  in  note  to  Section 
48,  Rule  3,  were  attachments  to  drawbar  stops  only^  and  not  pockets,  spindles  or 
followers. 

As  no  simultaneous  damage  occurred,  in  the  meaning  of  the  rules,  to  indicate 
unfair  usage,  the  bill  of  the  Southern  Pacific  Company  is  correct,  and  should  be 
paid. 
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Arbitration  Case  No.  499. 

Iowa  Central  Railway  Company 

versus 

Chicago,  Milwautkee  &  St.  Paul  Railway  Company. 

journal  bearing,  solid-lined  or  shell. 

The  Iowa  Central  Railway  Company  rendered  bill  against  the  Chicago,  Mil- 
waukee &  St.  Paul  Railway  Company  for  journal  bearings  applied  to  C.  M.  &  St.  P. 
R'y  cars,  charging  them  as  solid-lined  bearings  at  1 1  cents  per  pound. 

The  C.  M.  &  St.  P.  R'y  Co.  objected  to  the  charges,  claiming  that  the  bearings 
applied  are  properly  filled  shelled  bearings,  and  should  be  charged  at  8  cents  per 
pound  as  provided  in  the  M.  C.  B.  Rules  for  such  bearings. 

The  Iowa  Central  R'y  claimed  that  the  journal  bearings  used  in  this  case  are 
solid-lined  bearings,  for  the  reason  that  the  brass  metal  constitutes  the  greater  part 
of  the  wearing  body  of  such  bearings,  and  that  it  is  not  intended  the  bearings  shall 
be  removed  from  the  journal  as  soon  as  the  lining  is  gone,  as  is  necessary  with  what 
is  ordinarily  called  filled  shelled  bearings;  but  on  the  contrary,  these  bearings  are 
supposed  to  wear  directly  on  the  brass  until  they  become  too  thin  for  further  service. 

The  CM.  &  St.  P.  R'y  Co.  does  not  agree  in  this  opinion,  but  states  that 
according  to  its  understanding  a  bearing  cannot  be  classified  as  a  solid- lined  bearing 
when  the  lead  lining  exceeds  ^  inch  in  thickness. 

In  order  that  the  matter  may  be  ruled  upon  by  the  Arbitration  Committee,  the 
matter  is  referred  by  both  parties  to  the  Arbitration  Committee  for  decision,  and  two 
half-bearings  of  such  as  are  used  in  the  case  in  dispute  are  submitted  by  the  Iowa 
Central  R'y  as  a  sample. 

DECISION. 

The  two  half-bearings  submitted  as  sample  of  bearings  used  in  the  case  in 
dispute  show  in  one  ^  inch  thickness  of  white  metal  lining,  and  the  other  ^  inch 
tkickness  of  white  metal  lining  at  the  crown,  where  the  full  thickness  of  the  bearing 
is  I  inch. 

It  is  the  opinion  of  the  committee  that  these  should  be  classed  as  filled  shell 
bearings  under  the  Rules  of  Interchange,  and  not  as  solid-lined  bearings. 

Note, — Mr.  Barr  being  interested  in  this  case,  was  net  a  party  to  this 
decision. 

Arbitration  Case  No.  500. 

New  York,  Chicago  &  St.  Louis  Railroad  Company 

versus 

Chesapeake  &  Ohio  Railway  Company. 

brake  beam  renewed.    time  chargeable. 

In  March,  1897,  the  New  York,  Chicago  &  St.  Louis  Railroad  Company  made 
bill  against  the  Chesapeake  &  Ohio  Railway  Company  for  renewing  one  brake  beam 
on  C.  &  O.  car  5869,  on  account  of  old  one  being  broken,  and  made  a  charge  of  four 
hours'  labor. 
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The  C.  8c  O.  R*y  Co.  objected  to  the  time  charged  for  labor,  claiming  that  a 
•charge  of  two  hours  is  in  accordance  with  the  M.  C.  B.  Rules. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  argued  that  two  hours'  extra  labor  diarged  is 
for  removing  the  good  parts  from  the  brake  beam,  such  as  the  head,  brake  fulcrom, 
:guide  pins,  etc.,  and  it  thinks  the  charge  is  correct,  for  the  reason  that  it  chaiges  the 
actual  cost  of  the  brake  beam  and  its  application  to  the  car,  and  gives  credit  for  full 
^alue  of  the  good  parts  removed,  and  that  the  car  owner,  the  C.  &  O.  R*y  Co.,  should 
pay  this  labor  chaise,  because  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.  wishes  to  use  the 
:good  parts  referred  to  on  other  beams,  and  it  does  not  think  it  should  be  out  the 
■amount  of  labor  required  to  make  this  use  of  the  good  parts. 

Further  correspondence  failing  to  effect  settlement,  the  matter  is  referred  to  the 
Arbitration  Committee  by  mutual  consent. 

DEasiON. 

This  case  hinges  on  charges  fo'r  four  hours'  labor  instead  of  two  for  replacing  a 
■broken  brak^.beanv two  hours  for  rcmM^jpg  good  material  and  applying  same.  Rule 
5,  Section  19,  authorizes  a  charge  of  two  hours  only.  As  the  New  York,  Chicago  & 
'St.  Louis  Railroad  Company  charges  four  hours,  contrary  to  the  rules,  its  bill  should 
be  made  to  conform  to  the  rules,  by  eliminating  the  extra  two  hours*  labor  charged. 

Note, — Afr.  Mackenzie  being  interested  in  this  rase,  was  not  a  party  to  this 
decision. 


A  case  in  dispute  between  the  Lake  Shore  &  Michigan  Southern  Railway  Com- 
pany and  the  Canda  Cattle  Car  Company  over  charge  made  by  the  former  against 
the  latter  company's  cars  for  journal  bearings  when  wheels  were  renewed,  -was  con- 
-sidered  by  the  Arbitration  Committee,  and  it  was  decided  that  the  case  was  similar  to 
Case  No.  478,  to  which  the  parties  to  this  dispute  are  referred. 


A  case  in  dispute  between  the  Michigan  Central  Railroad  Company  and  the 
Central  Railroad  of  New  Jersey,  in  which  the  latter  company  charged  the  former  for 
brake  shoes^  heads  and  bolts,  on  account  of  missing  brake  beam,  was  considered  by 
■the  Arbitration  Committee,  and  it  was  decided  that  the  case  was  similar  to  Arfoitra- 
(tion  Case  No.  494,  to  which  the  parties  to  the  dispute  are  referred. 


A  case  in  dispute  between  the  Southern  Railway  Company  and  the  Canda 
'Cattle  Car  Company,  in  which  the  Southern  Railway  Company  rendered  bill  against 
the  Canda  Cattle  Car  Company  for  materials  connected  with  the  brake  beam  on 
account  of  the  brake  beam  and  these  materials  being  missing,  was  considered  by  the 
Arbitration  Committee,  and  it  was  decided  that  the  case  was  similar  to  Arbitration 
Case  No.  494,  to  which  the  parties  to  the  dispute  are  referred. 
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MINUTBS  OP  MEBTINQ  HELD  IN  CHICAGO,  APRIL  97, 1898. 

Members  present :    O.  W.  Rhodes,  Chairman ;  O.  L.  Potter. 

Messrs.  Martin  and  Mackenzu,  who  were  not  present  at  the  meetings  subse^ 
-^tuntly  concurred  in  these  decisions. 

Arbitration  Case  No.  501. 

Fort  Worth  &  Denver  City  Railway  Company 

versus 

Southern  Pacific  Company  (Pacific  System). 

passenger  car  repairs  chargeable  to  owner. 

In  July,  1897,  the  Fort  Worth  &  Denver  City  Railway  Company  rendered  bill 
against  the  Soudiem* Pacific  Company  (Pacific  System)  for  jownal  brass  applied  to 
Central  Pacific  coach  No.  2071,  July  21,  1897.  The  bill  was  returned  by  the  S.  P. 
Co.  with  the  claim  that  repairs  to  this  class  of  cars  are  governed  by  the  Appendix  to 
the  Master  Car  Builders'  Rules,  which  are  as  follows: 

"Rule  i. —  Each  Railway  Company  shall  give  to  foreign  cars,  while  on  its 
line,  the  same  care  and  attention  that  it  gives  to  its  own  cars." 

'<RuLE  3. —  The  receiving  road  is  authorized  to  make  such  alterations  and 
repairs  as  are  necessary  for  the  safe  movement  of  cars  over  its  line,  and  must  imme- 
diately notify  the  delivering  road  of  all  such  alterations  and  repairs,  upon  receipt  of 
which  notification  the  delivering  road  shall  fumbh  proper  authority  to  render  bill  for 
such  alterations  and  repairs,'' 

and,  according  to  its  understanding  of  the  above,  it  is  clearly  contemplated  that  the 
accepting  road  shall  make  an  inspection  of  the  car  at  the  time  of  acceptance,  and 
make  such  repairs  as  are  necessary  for  the  safe  movement  of  the  car  over  its  line,  and 
the  delivering  road  shall  furnish  the  proper  authority  to  render  bill  for  such  repairs;' 
but  for  any  repairs  which  become  necessary  after  that  time,  the  road  on  whose  line 
the  car  may  be  at  the  time  such  repairs  become  necessary  is-  re^>onsible  for  same,  and 
not  the  owner  of  the  car. 

The  bill  was  returned  by  the  Ft.  W.  &  D.  C.  R'y  Co.  with  the  claim  that  it  had 
complied  with  Rule  I,  by  applying  a  brass,  the  same  as  though  it  had  been  one  of  its 
own  cars,  and,  furthermore,  that  it  made  the  repairs  necessary  and  notified  the  S.  P. 
Co.  as  required  by  Rule  3,  by  attaching  repair  stub  to  the  bill,  which  complies  with 
the  M.  C.  B.  Rules  for  1896,  and  that  it  sees  no  reason  why  its  bill  should  not  be 
paid. 

The  S.  P.  Co.  again  returned  the  bill,  with  the  claim  that  there  is  no  change  in 
the  Appendbc  to  the  M.  C.  B.  Rules  in  1896  from  what  they  were  before  as  regards 
notifying  the  delivering  road  of  the  repairs  to  passenger  cars  when  received,  and 
obtaining  authority  for  making  the  repairs  that  are  necessary  for  the  safe  movement 
of  the  car  over  the  line  of  the  receiving  road ;  also,  that  there  is  nothing  in  Rule  3 
which  can  be  construed  as  authority  to  charge  the  owning  road  with  such  repairs  as 
these  in  dispute,  unless  the  owner  is  the  delivering  road,  which  is  not  so  in  this  case. 
The  S.  P.  Co.  also  requested  that  if  the  Ft.  W.  &  D.  C.  R'y  could  not  see  its  way 
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dear  to  caned  its  bill  that  the  same  be  submitted  to  the  Arbitration  Cpmmittee  for  a 
decision. 

The  Ft.  W.  &  D.  C.  R*y  Co.  returned  the  bill,  quoting  Rule  2,  in  reference  to 
recdving  and  delivering  cars  in  good  general  condition,  etc.,  which  would  compel  it 
to  put  in  the  brass  to  comply  with  the  last  dause  of  this  rule.  It  also  claims  that 
Rule  3  covers  the  matter  of  notifying  the  car  owner  of  any  repairs  being  msule,  and, 
in  its  opinion,  by  attaching  the  repair  card  stub  to  its  bill  the  owner  became  responsi- 
ble; also  referring  to  a  circular  issued  by  the  S.  P.  Co.  allowing  repair  card  stubs  to  be 
attached  to  bills  instead  of  having  the  cards  sent  through  the  mail,  and,  furthermore, 
that  Rule  3  does  not  says  that  authority  may  be  furnished,  but  that  it  shall  be. 

The  S.  P.  Co.  again  returned  the  bill,  and  in  reply  to  the  statement  of  the  Ft. 
W,  &  D.  C.  R'y  Co.  that  Rule  3  covers  the  matter  of  notifying  the  owner  of  car  of 
any  repairs  being  made,  referred  to  Rule  3  as  quoted,  which  shows  that  there  is  no 
reference  to  the  owner,  but  refers  to  the  delivering  road,  and  that  there  is  nothing  in 
Rule  2  or  Rule  3  that  can,  in  any  way,  be  construed  as  making  the  owner  responsible, 
and  that  it  is  of  the  opinion  that  the  Ft.  W.  &  D.  C.  R*y  Co.  is  confounding  the 
rules  governing  passenger  car  repairs  with  those  governing  freight  car  repairs,  as  there 
is  no  mention  made  of  repair  cards  and  repiair  card  stubs,  or  to  owners'  defects  in- 
Rules  2  and  3  of  the  Appendix. 

Facing  to  agree,  all  correspondence  is  referred  to  the  Arbitration  Committee  for 
decision. 

DECISION. 

In  the  opinion  of  the  conmiittee  Rule  3  of  the  Appendix  is  quite  dear  as  for 
authority  for  such  repairs  as  are  necessary  for  the  safe  running  of  the  car,  and  it  is 
reasonable  to  suppose  that  cars  shall  not  be  held  from  service  for  authority  to  make 
minor  repairs.  Rule  4  of  the  Appendix  is  dear  as  to  the  nature  of  repairs  for  which 
authority  is  to  be  asked.  There  is  no  evidence  to  show  that  the  car  did  not  have 
proper  care  while  in  the  possession  of  the  Fort  Worth  &  Denver  City  Railway.  The 
bill  of  the  Fort  Worth  &  Denver  City  Railway  is  correct  and  should  be  paid. 

Arbitration  Case  No.  502. 

Baltimore  &  Ohio  Southwestern  Railway  Company 

versus 

Cincinnati,  New  Orleans  &  Texas  PAaFic  Railway  Company. 

HOSE  torn   in  two,   CHARGEABLE  TO  CAR   OWNER. 

On  March  31,  1897,  ^^  Baltimore  &  Ohio  Southwestern  Railway  Company 
rendered  bill  against  the  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Com- 
pany, for  sundry  repairs  to  cars,  in  which  was  induded  a  charge  uf  |i.20  for  one 
air  hose  applied  to  C.  N.  O.  &  T.  P.  car  3456,  accompanied  with  its  repair  card  stub 
calling  for  one  i^-inch  air  hose  burst.  It  is,  however,  mutually  admitted  that  the 
cause  of  renewal  was  on  account  of  the  hose  being  torn  in  two  instead  of  burst. 

In  support  of  its  charge  the  B.  &  O.  S.  -  W.  claims  that  the  car  received  no  rough 
usage  while  in  its  possession ;  that  air  hose  can  be  and  are  frequently  torn  in  two,  by 
link  breaking,  drawbar  pulling  out,  or  by  coming  uncoupled  (which  was  probably  the 
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^cause  in  this  case)  and  neither  cause  could  be  considered  unfair  usage  unless  the  car 
was  roughly  handled  or  derailed,  which  was  not  the  case  in  this  instance,  and  it 
therefore  considers  the  charge  correct  and  in  accordance  with  M.  C.  B.  rules. 

The  C.  N.  O.  &.  T.  P.  R*y  rejects  the  charge  upon  the  ground  that  air  hose  can- 
not be  torn  in  two  by  fair  usage;  that  the  car  was  equipped  with  automatic  couplers, 
and  a  hose  torn  in  two  would  indicate  that  it  was  not  properly  uncoupled  at  the  time 
the  cars  were  uncoupled. 

Fsuling  to  agree,  the  matter  is  referred  to  the  Arbitration  Committee  for  a  deci- 
sion. 

DECISION. 

Air-brake  couplings  are  so  designed  that  when  cars  separate  the  couplings  will 
part.  If  the  hose  tears  in  two  when  this  occurs,  it  is  evidence  of  weakness  in  the 
hose  or  improper  couplings. 

In  the  opinion  of  the  committee  this  failure  should  be  charged  to  the  car 
owner. 

Arbitration  Case  No.  503. 

Elgin,  Joliet  &  Eastern  Railway  Company 

versus 

Alton  Terminal  Railway  Company. 

axles  bent.    bill  for  straightening. 

In  March,  1897,  the  Elgin,  Joliet  &  Eastern  Railway  Company  rendered  bill 
against  the  Alton  Terminal  Railway  Company  for  repairs  to  Alton  Terminal  R'y  car 
25063,  amount  $S.o$,  as  follows : 

4  truck  springs,  48  pounds ^i  .68 

1  center  pin,  16  pounds 48 

4  pounds  bolts 12 

Straightening  4  bent  axles 6.00 

2  hours'  labor , 40 

18.68 

48  pounds  steel 48 

20  pounds  wrought 15 

'        63 

Net  charge $8. 05 

The  bill  was  accompanied  by  repair  card  stub  for  these  items,  and  stated  that 

the  axles  were  all  bent ;  that  the  center  pin,  bolts  and  two  truck  springs  were  broken, 

and  two  truck  springs  gone. 

The  Alton  Terminal  R'y  Co.  returned  the  bill,  objecting  to  the    charge  for 

bent  axles,  claiming  from  the  nature  of  the  repairs  that  the  car  must  have  been  ofl 

the  track. 

The  E.  J.  &  E.  R'y  Co.  replied  that  when  the  repairs  were  made  to  the  car  it 

showed  no  signs  of  having  been  off  the  track  or  derailed. 
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Further  correspondence  between  the  companies  did  not  result  in  any  additional' 
light  being  thrown  on  either  side  of  the  controversy,  but  the  Alton  Terminal  R*y  Ca 
suggested  that  the  ctr  might  have  been  overloaded,  and  thinks  that  four  bent  axles 
and  two  truck  springs  missing  is  evidence  enough  to  show  that  the  car  was  either 
overloaded  or  derailed. 

The  £.  J.  &  E.  R'y  Co.  replied  that  the  bill  was  made  in  accordance  with  Rule 
3,  Section  i6,  and  states  that  the  car  was  empty  when  the  repairs  were  made,  and 
there  was  nothing  to  indicate  that  it  had  been  overloaded. 

The  Alton  Terminal  R'y  Co.  replied  that  the  car  in  question  is  a  50,000-ponnd 
a4>acity  car  with  diamond  trucks,  4  by  y-inch  journals,  4^-inch  centers,  and  that  the 
axles  conformed  ta  the  M.  C.  B.  6o,ooo-pound  standard. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred  by  mutual  con- 
sent to  the  Arbitration  Committee  for  decision. 

The  papers  were  returned  to  the  E.  J.  &  E.  R*y  Co.  for  the  result  of  the  inspec- 
tion of  the  E.  J.  &  E.  R'y  Co.  when  it  received  the  car,  and  a  reply  was  received' 
transmitting  the  report  of  the  inspector  at  Aurora  where  the  car  was  received,  which 
states  that  this  car  was  received  from  the  C.  B.  &  Q.  R.  R.  on  February  20,  1897, 
with  two  truck  springs  gone  and  one  broken ;  three  draft  timbers  split,  and  two  kinds 
of  steel  brake  beams.  No  notice  was  taken  of  any  bent  axles  under  the  car,  and 
had  no  appearance  of  having  been  off  the  track.  He  claims  that  he  asked  the  C  B. 
&  Q.  R.  R.  inspectors,  and  that  they  hold  the  same  record  as  he  does,  with  no 
mention  of  bent  axles. 

DECISION. 

It  is  clear  to  the  committee  that  the  axles  could  not  have  been  bent  under  fair 
usage,  and  therefore,  it  is  of  the  opinion  that  the  bill  of  the  Elgin,  Joliet  &  Eastern 
Railway  Company  should  be  corrected,  eliminating  the  charge  on  account  of  bent 
axles. 

Arbitration  Case  No.  504. 

Union  Pacific  System 

versus 

Chicago  Great  Western  Railway  Company. 

secondhand  parts  of  couplers.    credits  allowable. 

The  following  synopsis  of  controversy  between  the  Union  Pacific  System  and 
the  Chicago  Great  Western  Railway  relative  to  payment  of  bill  rendered  by  the 
former  against  the  latter  company  for  repairs  to  cars,  amount  ^14.58,  on  account  of 
credit  allowed  in  same  for  the  serviceable  parts  of  a  Chicago  coupler  removed  from 
C.  G.  W.  box  car  12268,  is  signed  by  a  representative  of  each  company  to  the 
dispute : 

A  Missouri  Pacific  coupler  was  applied  to  the  car,  for  which  the  Union  Pacific 
System  made  a  charge  of  $gy  plus  labor  two  hours,  40  cents,  total  ^40.  It  then 
allowed  a  credit  of  144  pounds  steel  for  the  Chicago  coupler  shank;  ^1.69  for  the 
secondhand  Chicago  knuckle  (this  being  75  per  cent  of  its  value  new);  30  cents  for 
the  pivot  pin  and  30  cents  for  the  locking  arm;  total  I2.29.    It  claims  that  inasmuch. 
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as  the  C.  G.  W.  R'y  is  responsible  for  the  defectiye  condition  of  the  Chicago  coupler* 
that  the  Union  Pacific  System  should  not  be  subject  to  any  loss  by  reason  of  its 
having  to  allow  credit  for  the  serviceable  parts  of  the  Chicago  coupler  at  its  value 
new,  as  given  in  Price  List  No.  5,  and  then  charge  it  out  at  75  per  cent  of  its  value 
new,  as  provided  in  Rule  5,  Section  12.  This  section  only  refers  specifically  to 
coupler  shanks  and  knuckles,  and  the  Union  Pacific  System  therefore  concludes  that 
the  knuckle  pins,  lock  pins,  etc.,  should  be  credited  at  their  full  value  and  charged 
out  at  the  same  value  when  used  for  repairs. 

On  the  other  hand,  the  C.  G.  W.  R'y  claims  that  there  was  no  defect  in  the 
Chicago  knuckle  and  that  same  was  simply  removed  from  the  car,  together  with 
other  serviceable  parts  of  the  coupler,  for  the  reason  that  the  Union  Pacific  System 
did  not  carry  any  Chicago  couplers  in  stock  with  which  to  make  repairs,  and  argues 
that  the  Union  Pacific  System  should  stand  any  loss  due  to  depreciation  in  value  of 
the  serviceable  parts. 

The  Union  Pacific  S3(stem  replies  that  it  is  its  understanding  that  it  is  to  the 
interest  of  the  C.  G.  W.  R*y  to  have  its  car  in  continuous  service ;  also  to  have  it 
properly  repaired  and  kept  in  good  condition  by  the  line  which  is  using  it  and  pay- 
ing for  its  use,  and  this  being  the  case  it  sees  no  reason  why  the  handling  line  should 
be  subject  to  a  loss  on  account  of  depreciation  in  the  serviceable  parts  of  the  coupler,. 
as  explained  above;  that  this  would  certainly  be  opposed  to  business  principles 
which  should  govern  transactions  of  this  kind  where  the  rules  do  not  give  any 
specific  guidance  for  settlement. 

Both  companies  signify  their  willingness  to  have  the  matter  submitted  to  the 
Arbitration  Committee  for  decision. 

DECISION. 

Rule  5,  Section  12,  provides  a  charge  of  75  per  cent  for  secondhand  material  in 
the  case  of  couplers,  knuckles  and  iron  brake  beams,  but  it  does  not  provide  a  similar 
credit  The  committee  is  therefore  of  the  opinion  that  the  parts  of  couplers  not 
damaged  should  be  credited  at  the  value  when  new,  as  heretofore. 

Note. — The  Arbitration  Committee  believes  that  this  is  strictly  in  accordance 
with  the  rules,  but  that  it  should  be  changed  at  the  convention  in  June,  and  it  will  so 
recommend,  so  as  to  provide  that  75  per  cent  can  be  credited  in  such  cases,  as  well  as 
charged. 

Arbitration  Case  No.  505. 

Lexington  &  Eastern  Railway  Company 

versus 

Louisville  &  Nashville  Railroad  Company. 

combination  to  show  unfair  usage  must  be  at  same  end  of  car. 

The  Louisville  &  Nashville  Railroad  Company  rendered  bill  No.  5206  against 
the  Lexington  &  Eastern  Railway  Company  for  repairs  made  March  10,  1897,  to 
L.  &  E.  R.  R.  car  617,  including  therein  a  charge  for  one  draft  timber,  three  draft 
timber  bolts,  one  draw  lug,  eight  draw  lug  bolts,  four  deadwood  bolts,  and  one  draft 
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spring.  The  draft  timber,  draw  lug  and  draft  spring  were  broken,  and  all  bolts 
except  the  four  deadwood  bolts  were  damaged,  theyi  being  too  long. 

The  L.  &  E.  R'y  Co.  object^  to  the  bill,  claiming  that  the  draft  timber  and 
draft  spring  form  a  combination,  designating  unfair  usage  as  shown  in  Rule  3,  Section 
48, 1896  Code. 

The  L.  &  N.  R.  R.  Co.  replied,  explaining  that  the  draft  timber  broken  and 
draft  spring  broken  were  at  opposite  ends  of  the  car,  and  that  they  understahd  that 
the  combination  of  defects  must  be  at  the  same  end  of  the  car  to  be  considered  unfair 
usage  under  the  rules. 

The  L.  &  E.  R'y  Co.  still  declined  to  pay  the  bill,  and  the  only  point  opon 
which  a  ruling  is  desired,  is  whether  or  not  a  combination  of  defects,  part  of 
which  is  at  one  end  of  the  car,  and  part  at  the  other,  come  under  the  ruling  of 
unfair  usage. 

DECISION. 

The  paragraphs  in  the  note  after  Section  48  of  Rule  3,  except  the  last,  have  been 
generally  so  construed  as  to  require  that  the  damaged  parts  comprising  a  combination 
shall  be  at  one  ^end  of  the  car,  and  this  would  seem  to  be  a  proper  construction  to 
place  upon  these  sections  of  the  rules,  for  the  reason  that  if  a  car  had  been  damaged 
while  being  handled  in  a  manner  to  be  considered  unfair  usage,  the  parts  broken,  to 
make  the  combination,  would  be  expected  to  have  broken  on  one  end  of  the  car. 
If  they  were  distributed  between  both  ends  of  the  car,  it  would  indicate  that  tbey 
had  been  formerly  damaged,  or  that  the  material  was  of  inferior  quality. 

In  the  opinion  of  the  committee  the  parts  damaged,  to  comprise  a  combina- 
tion, must  be  located  at  one  end  of  a  car.  The  bill  of  the  Louisville  &  Nashville 
lUilroad  Company  is  therefore  correct  and  should  be  paid. 


Arbitration  Case  No.  506. 

Chicago  &  Alton  Railroad  Company 

versus 

Wisconsin  Central  Lines. 

car  body  destroyed,  one  truck  returned  and  one  paid  for. 

On  October  12,  1897,  the  body  of  Chicago  &  Alton  Railroad  car  No.  80  was 
•destroyed  on  the  Wisconsin  Central  Lines.  The  Wisconsin  Central  Lines  agreed  to 
pay  for  the  value  of  the  body  of  the  car  and  one  truck,  and  return  the  other  truck 
to  the  C.  &  A.  R.  R.  The  C.  &  A.  R.  R.  claims  that  both  trucks  should  be  returned, 
or  that  both  trucks  should  be  paid  for  in  accordance  with  the  M.  C.  B.  Rules,  while 
the  Wisconsin  Central  Lines  claim  that  they  are  justified  in  returning  one  truck. 

Being  unable  to  agree  on  this  point,  it  was  decided  to  submit  the  same  to  the 
Arbitration  Committee  for  decision. 

decision. 

While  there  is  no  specific  rule  governing  the  returning  of  one  truck  only,  it 
-seems  to  be  equitable,  as  between  railroad  companies,  that  such  should  be  the  prac- 
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dee.  The  question  whether  the  truck  is  of  modern  design  or  out  of  date,  and  to  be 
dismantled,  does  not  seem  to  be  relevant ;  the  truck,  whatever  it  may  be,  is  the  prop- 
erty of  the  company  owning  the  car,  and  in  returning  it,  it  is  simply  returned  to  the 
rightful  owner. 

The  course  of  settlement  proposed  by  the  Wisconsin  Central  Lines  is  correct, 
and  the  Chicago  &  Alton  Railroad  Company  should  settle  on  the  basis  named. 

Arbitration  Case  No.  507. 

Pennsylvania  Railroad  Company 

versus 

New  York,  Chicago  &  St.  Louis  Railroad  Company. 

CENTER  sills   DECAYED,   CHARGEABLE  TO   OWNER. 

In  September,  1897,  the  Pennsylvania  Railroad  Company  made  repairs  to  car 
No.  3131  of  the  New  York,  Chicago  &  St.  Louis  Railroad  Company  for  two  decayed 
center  sills.  The  bill  was  returned  by  the  N.  Y.  C.  &  St.  L.  R.  R.  Co.,  quoting 
Arbitration  Case  No.  475,  with  the  request  that  the  bill  be  corrected  accordingly. 

The  Penna.  R.  R.  Co.  replied  that  Arbitration  Case  No.  475  covers  repairs 
which  form  a  combination  not  chargeable  under  Section  42  of  Rule  3,  and  as  the 
repairs  to  car  313 1  consisted  of  the  replacement  of  two  center  sills,  which  do  not 
form  a  combination,  case  No.  475  does  not  apply. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  further  objected  to  the  bill,  claiming  that 
vrhile  Arbitration  Case  No.  475  forms  a  combination  not  chargeable,  yet  if  the  sills 
were  decayed  they  should  have  been  reported  to  the  owner,  as  per  Section  I  of 
Rule  7. 

The  Penna.  R.  R.  Co.  claims  that  this  case  is  not  parallel  to  that  of  Arbitration 
Case  No.  475 ;  that  it  is  simply  a  case  of  worn-out  sills,  and  that  in  accordance  with 
the  first  paragraph  of  the  preface  to  Rules  it  was  proper  for  them  to  make  repairs, 
and  in  accordance  with  the  rules  the  car  owner  is  responsible ;  that  the  repairs  were 
made  under  authority  of  Section  24  of  Rule  3;  that  there  was  no  evidence  of  unfair 
usage,  and  that  the  rules  allow  a  charge  for  two  longitudinal  sills  by  defining  rough 
ass^e  in  Section  42  of  Rule  3,  as  necessitating  the  replacement  or  splicing  of  more 
than  two  sills. 

The  N.  Y.  C.  &  St.  L.  R.  R.  Co.  further  objected,  quoting  Rule  7  as  to  the 
requirements  of  worn-out  or  damaged  cars:  **  A  car  unsafe  to  load  on  account  of 
general  worn-out  condition,  due  to  age  or  decay,  shall  be  reported  to  its  owner,  who 
must  be  advised  of  all  existing  defects.  If  the  owner  elects  to  have  it  sent  home," 
etc.  The  latter  part  of  Decision  475  reads:  "  It  is  the  opinion  of  the  committee  that 
in  such  a  case  as  this  it  would  be  best  to  consider  Rule  7  as  applying,  and  that  the 
repairs  to  decayed  parts,  not  damaged  but  allied  with  damaged  parts,  should  not  be 
charged  to  the  owner  without  first  getting  authority  to  make  such  repairs  at  the 
owner's  expense." 

Both  parties  sign  abstract  and  request  decision  of  the  Arbitration  Committee. 

DECISION. 

By  referring  to  the  stub  attached  to  the  bill  for  repairs  to  car  3 131,  it  will  be 
found  to  read,  "center  sills  decayed  and  broken."     As  there  was  no  other  damage 
20 
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to  car  shown  on  the  stub  or  card  it  was  proper  to  bill  the  owners  for  the  expense  ot 
renewing  the  sills  broken  on  account  of  decay.  Rule  3,  Section  42,  authorizes  this 
charge,  as  only  two  sills  were  broken.  Case  No.  475  does  not  apply,  as  in  that  case 
the  parts  involved  embodied  a  combination  defining  rough  usage.  In  the  opinion  of 
the  committee  the  bill  as  rendered  is  correct  and  should  be  paid. 

Note. — Mr.  Mackenzie  beimg  interested  in  this  case^  was  not  a  party  to  the 
decision . 

Arbitration  Case  No.   508. 

Burton  Stock  Car  Company 

versus 

New  York,  Texas  &  Mexican  Railway  Company. 

CARS   destroyed    BY   WINDSTORM,   RESPONSIBILITY    FXDR. 

Under  date  of  May  6,  1897,  the  New  York,  Texas  &  Mexican  Railway  Com- 
pany advised  the  Burton  Stock  Car  Company  that  Burton  stock  car  6194  was 
wrecked  on  its  line  at  Keeran's,  on  March  28,  1897,  during  a  windstorm,  and  asked 
for  shipping  directions  for  return  of  (rucks;  also,  that  New  England  Car  Co.  car 
5333,  operated  by  the  B.  S.  C.  Co.,  was  damaged  at  the  same  time  and  place;  that 
repairs  would  be  made  to  the  latter  car,  and  bill  rendered  against  the  B.  S.  C.  Ca 
Under  date  of  May  13.  1897,  the  N.  Y.  T.  &  M.  R'y  Co.  advised  the  B.  S.  C.  Co. 
that  the  above  mentioned  cars  were  blown  out  of  siding  by  windstorm,  and  the  body 
of  car  6194  completely  demolished  and  wreck  burned. 

On  May  17,  1897,  the  B.  S.  C.  Co.  requested  shipment  of  trucks  to  Chicago, 
and  stated  that  bill  for  value  of  body  would  be  rendered  from  its  Boston  office. 

Further  correspondence  with  the  N.  Y.  T.  &  M.  R'y  Co.  discloses  the  fact  that 
it  disclaims  any  responsibility  whatever,  and  would  not  ship  the  trucks  unless  the 
B.  S.  C.  Co.  would  guarantee  the  freight  charges  and  authority  to  repair  car  5333. 
The  B.  S.  C.  Co.  then  requested  the  N.  Y.  T.  &  M.  R'y  Co.  to  repair  N.  E.  car 
5333,  and  render  bill  against  the  car  owner,  paymeni  of  same  to  be  withheld  until 
the  matter  could  be  submitted  to  the  Arbitration  Committee  for  decision,  and 
invited  the  N.  Y.  T.  &  M.  R'y  to  join  in  bringing  the  matter  before  that  committee 
for  decision. 

The  N.  Y.  T.  &  M.  R'y  Co.  replied  that  the  cars  were  damaged  by  a  storm  that 
did  considerable  damage  to  the  property  of  that  company  at  different  points  on  its 
line,  and  that  it  was  not  possible  for  that  company  to  have  foreseen  the  cause  or  to 
have  taken  any  further  precautions  to  prevent  the  damage  to  the  cars  in  question ; 
that  it  gave  as  good  protection  to  these  cars  as  it  did  to  its  own  and  to  its  other 
property  at  various  points  along  the  line  where  damage  was  done.  On  this  account 
it  disclaims  responsibility  for  damage  to  these  cars. 

The  Burton  S.  C.  Co.  argues  in  reply  that  its  claims  are  covered  by  M.  C.  B. 
rule  3,  sections  19  and  43,  and  refers  to  Arbitration  Case  122  as  a  parallel  case.  It 
says  that  it  would  be  a  gross  injustice  to  car  owners  and  railroad  companies  were 
they  held  responsible  for  damage  to  their  cars  arising  from  negligence  or  accident 
under  conditions  not  covered  by  existing  rules  of  interchange  while  in  the  service  of 
other  companies,  and  that  as  these  cars  were  blown  out  of  siding  and  subsequently 
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one  of  them  was  burned  up,  it  believes  the  railroad  company  handling  the  cars  is 
responsible  for  the  damage. 

Further  correspondence  failing  to  settle  the  matter,  it  is  referred  by  the  parties  to 
the  dispute  to  the  Arbitration  Committee  for  decision. 


There  is  no  evidence  that  the  cause  of  the  destruction  of  the  cars  in  question 
was  due  to  an  act  of  Providence  wholly.  The  fact  that  the  cars  ran  out  of  the  sid- 
ing and  were  wrecked  would  indicate  carelessness  on  the  part  of  the  railroad  having 
the  cars  in  its  possession  in  not  having  the  brakes  set,  and  the  fad  that  the  cars 
were  not  destroyed  where  they  stood,  but  ran  some  distance  before  being  destroyed, 
would  also  indicate  that  the  windstorm  was  not  of  such  a  nature  as  to  have  destroyed 
the  cars  had  they  been  properly  cared  for  by  the  railroad  in  whose  possession  they 
were. 

In  the  opinion  of  the  committee  the  New  York,  Texas  &  Mexican  Railway 
Company  should  either  rebuild  the  cars  and  return  them  to  the  owners,  or  reimburse 
the  owners  for  the  value  of  same. 

Arbitration  Case  No.  509. 

New  York,  Chicago  &  St.  Louis  Railway  Company 

versus 

Chicago  &  North-Western  Railway  Company. 

draft  timbers  and  deadwood  damaged  on  car  which  had  draft  rigging 

REPAIRED  away   FROM    HOME.  . 

On  August  14,  1897,  New  York,  Chicago  &  St.  Louis  Railway  Company  car 
15726  was  repaired  at  the  shops  of  the  Chicago  &  North-Western  Railway  at  Carroll, 
Iowa,  and  M.  C.  B.  Association  repair  card  applied,  as  follows : 

Four  ^  by  17-inch  bolts;  one  drawbar  key;  four  ^  by  3-inch  lag  screws;  one 
pin-lifter  casting;  one  drawbar  stem;  one  7-inch  coil  spring;  one  carrying  iron, 
13;^  pounds;  labor,  two  hours.  Credit,  10  pounds  bolts  ;  18  pounds  coil  spring;  13 
ptounds  drawbar  .««tem;   10  pounds  carrying  iron. 

The  C.  &  N.-\V.  R'y  Co.  made  bill  on  this  repair  card,  in  amount  $2.37. 

On  August  31,  1897,  car  15726  was  offered  to  the  owner  by  the  E.  J.  &  E.  R'y 
at  Hobart,  Ind.,  bearing  the  repair  card  of  the  C.  &  N.-W.  R'y  dated  August  14, 
and  under  the  joint  inspection  the  following  defects  were  found  to  exist  upon  the  car 
when  delivered,  the  joint  inspection  card  being  attached  to  the  papers:  ♦•  N.  Y.  C.  & 
.St.  L.  car  15726,  received  from  the  E.  J.  &  E.  R.  R.  at  Hobart,  August  31,  with  the 
following  repairs  made,  not  standard  to  ihe  car:  One  7-inch  spring  in  place  of 
8  inch  draft  spring;  four  carry-iron  bolts,  ^  by  17-inch  in  place  of  ^  by  18 
inches;  one  wrong  carrier  iron ;  one  bent  lifter  and  two  bent  lifter  castings,  wrong 
pattern ;  two  draft  timbers  and  one  deadwood  damaged,  new ;  all  at  same  end  of 
car.'  Signed  by  C.  Carey,  E.  J.  &  E.  R'y,  and  J.  B.  Johnson  for  N.  Y.  C.  & 
St.  L.  R.  R. 

The  N.  Y.  C.  &  St.  L.  R.  R.,  under  date  of  October  6,  wrote  the  C.  &  N.-W. 
R'y  taking  exceptions  to  the  bill,  amount  I2.37,  and  forwarding  the  joint  evidence 


Digitized  by 


Google 


308 

card,  requesting  that  the  amount  $2.37  be  canceled,  and  stating  that  the  N.  V.  C.  & 
St.  L.  R.  R.  would  make  bill  on  joint  evidence  for  the  repairs  enumerated,  amount 

To  the  request  of  the  N.  Y.  C.  &  St.  L.  R.  R.  under  date  of  November  2,  the 
C.  &  N.-W.  R'y  replied  that  "  in  the  next  bill  rendered  against  your  company  wc 
will  give  you  credit  for  ^2.37  for  the  repairs  enumerated,  as  charged  to  your  car 
15726,  on  account  of  the  items  of  carrier  iron  and  drawbar  spring  forming  a  combi- 
nation." In  regard  to  the  wrong  repairs  to  the  two  draft  timbers  and  deadwoods, 
exceptions  are  taken  by  the  C.  &  N.-W.  road  that  it  was  not  simultaneous  damage, 
and  that  it  was  not  covered  by  repair  card.  To  this  the  N.  Y.  C.  &  Si.  L.  R.  R. 
replied,  under  date  of  November  4,  **  We  have  made  bill  against  you,  in  amount  $5.18, 
the  authority  being  attached,*'  i.  e.,  joint  evidence  card  between  the  delivering  road 
and  the  owner  of  the  car,  replying  at  the  same  time  that  there  is  no  question  as  to 
there  being  a  combination,  as  shown  by  the  joint  evidence  card. 

The  papers  are  again  returned  by  the  C.  &  N.-W.  R*y,  still  claiming  that  the 
damage  was  not  caused  at  the  time  the  other  repairs  were  made,  and  calling  atten- 
tion that  the  items  are  not  covered  by  the  M.  C.  H.  Association  repair  card. 

The  papers  were  again  returned  by  the  N.  Y.  C.  &  St.  L.  R.  R.  under  dale  of 
November  n,  calling  attention  to  the  fact  that  the  opinion  of  the  N.  Y.  C.  &  St.  L 
R.  R.  was  substantiated  by  the  joint  evidence,  which  should  be  final  as  to  the  facts, 
under  the  rules. 

Again,  under  date  of  November  12,  the  papers  are  returned  by  the  C.  &  N.-W. 
R'y,  declining  the  bill  on  the  grounds  that  the  draft  timbers  and  deadwood  were  not 
mentioned  on  the  repair  card.  Under  date  of  November  17  the  papers  are  again 
relumed,  calling  attention  to  the  report  of  the  foreman  at  Carroll  that  broken  draft 
timbers  and  deadwood  did  not  come  under  joint  evidence  of  wrong  repairs,  and  that 
in  making  repairs  he  complied  with  Section  5  of  Rule  4,  and  no  charge  should  be 
made  against  them  for  the  car. 

The  papers  are  again  returned  by  the  N.  Y.  C.  &  St.  L.  R.  R.  under  date  of 
November  23,  in  which  the  N.  Y.  C.  &  St.  L.  R.  R.  acknowledges  receipt  of  letter 
of  C.  &  N.-W.  R'y  of  November  17,  and  requests  that  charge  to  car  15726  be  cut 
out,  stating,  **  As  this  matter  has  been  fully  explained  in  our  letter  and  you  seem 
unwilling  to  accept  the  joint  evidence  as  authority,  we  propose  the  matter  be  referred 
to  the  Arbitration  Committee  for  decision." 

The  papers  are  again  returned,  under  date  of  November  24,  by  the  C.  &  N.-\V. 
R'y»  calling  attention  to  its  letters  of  November  8  and  12,  regarding  repairs  made  to 
car  15726,  at  Carroll,  Iowa,  in  which  it  says,  '*  We  will  pass  the  joint  evidence  bill 
with  ihe  exception  of  the  two  drawbar  timbers  and  deadwood,  nor  were  they 
damaged  simultaneously  with  the  other  items.  We  are,  however,  willing  to  reim- 
burse you  for  all  the  items  as  charged  in  our  bill  against  your  company,  as  per  repair 
card  stub  signed  by  our  foreman  at  Carroll." 

The  parties  to  the  dispute  sign  the  above  joint  statement  for  submission  to  the 
Arbitration  Committee  for  decision. 

DECISION. 

The  dispute  in  this  case  is  practically  settled  except  in  the  matter  of  a  damage 
to  two  draft  timbers  and  one  deadwood  which  is  described  on  the  joint  evidence 
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card  as  "new.'*  Section  5  of  Rule  5,  1896,  reads:  *•  When  repairs  to  foreign  cars 
have  not  been  made  in  accordance  with  the  Code  of  Rules,  the  owner  may  make  bill 
against  the  company  making  the  wrong  repairs  for  the  cost  of  changing  the  car  to 
the  original  standard,  or  to  the  requirements  of  Rule  4.  The  joint  evidence  of  the 
owner  of  the  car  and  the  delivering  road  that  repairs  are  not  proper  shall  be  final." 

There  is  no  evidence  submitted  showing  that  the  North-Westem  damaged  the 
draft  timbers  and  deadwood ;  it  is  as  likely  to  have  occurred  on  an  intermediate  road 
as  on  the  C.  &  N.-W. 

In  the  opinion  of  the  committee  the  New  York,  Chicago  &  St.  Louis  Railway 
Company  should  cancel  its  charge  for  two  draft  timbers  and  one  deadwood. 

Note.— iWr.  Mackenzie  being  interested  in  this  dispute^  was  not  a  party  to  the 
decision. 


Arbitration  Case  No.  510. 

Lake  Shore  &  Michigan  Southern  Railway  Co.mpany 

versus 

Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

lixk-and-hn  drawbar  in  car  originally  equipped  with  m.  c.  b.  coupler. 

A  dispute  having  arisen  between  the  Lake  Shore  &  Michigan  Southern  Railway 
Company  and  the  Atchison,  Topeka  &  Santa  Fe  Railway  Company  as  to"  which  of 
the  several  sections  of  the  M.  C.  B.  Rules  should  govern  in  the  case  of  a  link-and- 
pin  coupler  applied  to  a  car  intended  to  be  equipped  with  an  M.  C.  B.  coupler,  and 
so  stenciled,  it  is  referred  to  Arbitration  Committee  for  decision  by  the  L.  S.  &  M.  S. 
R*y  Co.,  with  correspondence  and  repair  card  of  the  Missouri  Pacific  R'y  Co. 
attached. 

The  following  argument  is  made  by  the  A.  T.  &  S.  F.  R'y  Co.  in  its  correspond- 
ence with  the  L.  S.  &  M.  S.  R*y  Co.: 

"Section  14  of  Rule  4  states  that  delivering  companies  shall  not  be  responsible 
for  any  wrong  repairs  not  made  by  them.  Section  3  of  Rule  5  states  that  owners 
may  counterbill  against  the  company  making  wrong  repairs,  if  owner's  defects.  In 
this  case  it  is  admitted  that  the  wrong  repairs  were  made  by  the  Missouri  Pacific 
R'y;  therefore,  under  Section  14  of  Rule  4,  the  A.  T.  &  S.  F.  R'y  is  not  responsible 
for  the  wrong  repairs,  as  they  were  not  made  by  it;  and  furthermore.  Section  3  of 
Rule  5  makes  it  very  clear  that  the  L.  S.  &  M.  S.  R'y  Co.  may  make  counter  bill 
against  the  Missouri  Pacific  R'y  for  the  cost  of  changing  the  car  to  the  original 
standard,  providing  the  work  has  been  done. 

"  In  view  of  the  above,  and  the  fact  that  a  joint  evidence  statement  will  be 
given  covering  the  wrong  repairs,  and  that  the  car  bore  repair  card  of  the  Missouri 
Pacific  R'y  Co.  showing  that  they  made  the  wrong  repairs,  there  would  seem  to  be 
no  necessity  for  the  delivering  company,  or  A.  T.  &  S.  F.  R'y  Co.,  to  issue  a  defect 
card  to  conform  ta  Section  31  of  Rule  3.  If  the  L.  S.  &  M.  S.  R'y  Co.  had  not 
been  the  owner  of  the  car,  then  a  defect  card  would  be  necessary ;  therefore,  there 
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would  be  no  justice  in  placing  the  responsibility  on  the  A.  T.  &  S.  F.  R'y  when  the 
Missouri  Pacific  R'y  Co.  acknowledges  the  responsibility." 

The  following  arguments  are  made  by  the  L.  S.  &  M.  S.  R'y  Co.  in  support 
of  its  position: 

'*  This  company  takes  the  ground  that  the  delivering  company  is  responsible 
where  cars  intended  to  be  equipped  with  M.  C.  B.  couplers,  and  so  stenciled,  are 
found  with  link-and-pin  drawbars,  for  the  following  reasons . 

**  First,  That  the  '  carding '  mentioned  in  the  paragraph  found  in  the  center  of 
page  12  of  the  book  of  rules,  directly  under  the  word  'bodies,'  does  not  refer  to 
repair  card  which  may  have  been  applied  several  days  or  months  prior  to  the  time 
the  owners  have  an  opportunity  of  making  proper  repairs. 

"Second,  That  the  sole  object  of  embodying* Section  31  of  Rule  3  in  the  list  of 
items  for  which  the  delivering  company  is  responsible  was  to  compel  railroad  com- 
panies to  maintain  the  M.  C.  B.  coupler  on  cars  so  stenciled  and  to  prevent  the  use 
of  link-and-pin  drawbars  in  such  cars. 

**  Third,  It  further  claims  that  if  it  is  to  accept  Section  27  of  Rule  3  as  meaning 
what  it  says,  it  must  also  accept  literally  Section  31  of  the  same  rule,  which  is 
included  in  the  same  bracket,  opposite  '  delivering  company  responsible.' 

"Fourth,  Sections  28  to  "^"^  of  Rule  3  were  included  in  the  rules  with  a  view  of 
preventing  the  running  of  cars  not  properly  equipped,  it  being  decided  that  all  fea- 
tures mentioned  in  those  sections  are  absolutely  necessary  to  be  maintained  in  order 
to  retain  the  standard  of  efficiency  and  safety  that  it  is  considered  important  to  main- 
tain." 


Section  31  of  Rule  3  is  an  exception  to  Section  14  of  Rule  4,  and  it  reads  as 
follows  :  <*  Cars  intended  to  be  equipped  with  M.  C.  B.  couplers,  and  so  stenciled,  if 
found  with  link-and-pin  drawbars."     Delivering  company  responsible. 

In  the  opinion  of  the  committee  the  A.  T.  &  S.  F.  R  R.  Co.  is  responsible  to 
the  Lake  Shore  for  the  improper  drawbar  in  the  car  when  delivered. 


Arbitration  Case  No.  511. 

Lake  Shore  &  Michigan  Southern  Railway  Company 

versus 

Pennsylvania  Railroad  Company. 

secondhand  couplers,  charges  and  credits  allowable  when  replacement 

price  is  ^)uoted. 

In  November,  1897,  the  Lake  Shore  &  Michigan  Southern  Railway  Company 
applied  one  secondhand  Janney  knuckle  to  Pennsylvania  Railroad  Company  car 
64288;  one  secondhand  Janney  coupler,  each,  to  cars  61533  and  64322;  one  new 
Gould  coupler,  each,  to  cars  605 11  and  61794,  j^nd  rendered  bill  against  the  Pennsyl- 
vania Railroad  Company  for  these  particular  items,  as  follows  : 
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Car  No.  64288,  I  secondhand  Janncy  knuckle $     .19 

Car  No.  61533,  i  secondhand  Janney  coupler  cajiting.  2.44 

Car  No.  64322,  i  secondhand  Janney  coupler  casting.  2.44 

Cars  Nos.  605 1 1  and  61794,  charge  to  each  car,  as 
follows : 

I  new  Gould  coupler,  complete 1 2 .  50 

Less  scrap  in  Janney  coupler  ca.sting ^2. 25 

Less  good  parts  released 2 .  89 

5.14 

Net  charge  to  each  car $7-3^ 

The  P.  R.  R.  Co.  objected  to  the  above  charges  for  the  following  reasons: 

Car  No.  64288.  —  Section  12  of  Rule  5  provides  that  when  M.  C.  B.  couplers  or 
knuckles  are  replaced,  good  secondhand  material  may  be  used,  but  the  charge  shall 
be  limited  to  75  per  cent  of  the  price  when  new. 

Section  1 1  of  Rule  5  provides  that  M.  C.  B.  couplers  or  parts  of  same  shall  be 
charged  at  manutacturers'  current  market  prices,  or  replacement  prices. 

Price  List  No.  5,  as  issued  by  the  Secretary  of  the  Master  Car  Builders*  Asso- 
ciation, under  date  of  September  i,  1897,  quotes  replacement  price  of  a  Janney 
coupler  at  ^i,  and  in  conformity  with  the  Rules  and  Price  List  mentioned  above,  the 
following  charge  should  be  made  to  the  car  in  question:  i  secondhand  Janney 
knuckle  (three- fourths  of  replacement  price,  $1)  75  cents,  instead  of  19  cents,  as 
charged. 

Cars  Nos.  61533  ^d<^  64322. —  These  are  parallel  cases  with  Car  No.  64288, 
with  the  exception  that  they  cover  the  application  of  secondhand  Janney  coupler 
castings  instead  of  a  knuckle,  and  the  charge  should  be  made  as  follows: 

I  secondhand  Janney  coupler  casting  (three-fourths  of  replacement  price,  $4) 
%%  to  each  car,  instead  of  ^2.44  as  charged. 

Cars  Nos.  605 1 1  and  61794. —  Charge  to  these  cars  is  covered  entirely  ^  by 
Arbitration  Case  No.  393,  wherein  good  parts  released  are  credited  at  new  prices, 
making  charge  as  follows : 

I  new  Gould  coupler,  complete $i  2 .  50 

Less  scrap  in  Janney  coupler  casting  removed 52 .  25 

Less  good  parts  released  as  follows: 

I  Janney  knuckle 3 .  25 

I  Janney  locking  pin 30 

I  Janney  knuckle  pin 15 

5.95 

Net  charge 56. 55 

to  each  car,  instead  of  $7.36  as  chaiged. 

The  P.  R.  R.  Co.  understands  Sections  1 1  and  12  of  Rule  5,  which  arc  quoted 
above,  to  the  effect  that  couplers  or  parts  of  same  removed  and  applied,  when  of  a 
make  for  which  replacement  prices  are  quoted,  the  charge  for  the  secondhand  mate- 
rial applied  should  be  at  75  cents  of  the  replacement  price,  that,  in  its  .opinion,  being 
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the  new  price  as  indicated  in  Section  12.  The  75  per  cent  value  on  secondhand 
knuckles  does  not  apply  to  credits,  but  simply  to  charges. 

The  L.  S.  &  M.  S.  R'yCo.  maintains  that  the  words  "  when  new"  found  in 
Section  12  of  Rule  5,  do  not  in  any  way  refer  to  replacement  prices  for  M.  C.  B. 
coupler  castings  and  knuckles,  for  this  reason :  $4.  (the  replacement  price  for  Janney 
coupler  castings)  does  not  represent  the  price  when  new  of  such  a  casting ;  neither 
is  $1  (the  replacement  price  for  Janney  knuckles)  the  price  when  new  of  a  Janney 
knuckle.  The  price  of  a  new  Janney  coupler  casting  is  ^.25,  whether  this  amount 
be  i>aid  in  cash,  or  $4  cash  and  a  scrap  casting,  which  has  been  decided  by  the  Arbi- 
tration Committee  as  being  worth  $2.25.  The  price  of  a  new  Janney  knuckle  is 
$3'25t  whether  this  amount  be  paid  in  cash,  or  $1  in  cash  and  a  scrap  Janney 
knuckle,  which  has  been  decided  by  the  Arbitration  Committee  as  being  worth 
I2.25. 

Decision  in  Case  No.  393  was  rendered  under  Rules  of  1896,  which  did  not 
include  Section  12,  Rule  $,  of  1897  Rules. 


Section  1 2  of  Rule  5  is  not  clearly  worded,  and  a  revision  of  this  rule  will  be 
recommended.  Section  1 1,  Rule  5,  is  similar  to  Section  14  of  the  1896  Rules,  under 
which  there  was  never  any  dispute.  The  fifth  line  of  Section  1 1  reads :  "  When  the 
coupler  manufacturers  do  not  quote  a  replacement  price,"  etc.,  scrap  credits  will  be 
allowed.  When  they  do  quote  a  replacement  price,  a  different  ruling  must  prevail. 
A  replacement  price  is  quoted  for  Janney  material,  and  therefore  must  be  allowed. 

In  the  opinion  of  the  committee  the  bill  of  the  I^ake  Shore  &  Michigan  Southern 
Railway  should  be  corrected  in  accordance  with  the  claim  of  the  Pennsylvania  Rail- 
road Company. 

Arbitration  Case  No.  512. 

Chicago,  Milwaukee  &  Sr.  Paul  Railway  Company 

t't'rsus 

Des  Moines  Union  Railway  Company. 

time  chargeable  for  renewing  end  sill  on  tank  car. 

The  Des  Moines  Union  Railway  Company  rendered  bUl  against  the  Chicago, 
Milwaukee  &  St.  Paul  Railway  Company  for  repairs  to  U.  T.  L.  car  2706  on 
defect  card  issued  by  the  C.  M.  &  St.  P.  R'y  Co.  inspector  at  Madrid,  October 
16,  1897,  covering  one  end  sill  and  other  items,  broken,  and  charged  11  hours' 
labor  for  replacing  the  end  sill,  which  is  located  outside  of  siding,  claiming  that 
this  is  the  actual  time  consumed,  and  that  the  provision  made  in  Section  17  of 
Rule  5  (which  allows  7  hours'  labor  for  replacing  an  end  sill  outside  of  siding) 
does  not  apply  to  a  tank  car,  because  Section  21  of  Rule  5  governs  for  value  of 
body  and  trucks  of  refrigerator  cars,  special  stock  cars  and  cars  designed  for  si)c- 
cial  purposes,  destroyed;  therefore  the  limitations  placed  upon  the  hours  which 
may  be  charged  for  labor  in  doing  the  various  items  enumerated  in  Section  17 
of  Rule  5  do  not  apply  to  tank  cars,  they  being  cars  designed  for  special  pur- 
pose, and  actual  labor  must  be  charged. 
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To  this  the  C.  M.  &  St.  P.  Ry  Co.  objects,  claiming  that  the  hours  of  labor 
shown  in  the  first  column  of  Section  17  of  Rule  5,  under  heading  *<  ordinary 
cars,"  applies  to  any  and  all  freight  cars  aside  from  refrigerator  cars,  and  that 
under  term  "  freight "  are  included  all  box  cars,  flat  cars,  gondola  cars,  stock 
cars  for  the  bodies  and  trucks  of  which  a  specific  value  is  shown  in  Section  19 
of  Rule  5,  as  well  as  all  special  stock  cars  or  any  cars  designed  for  special  pur- 
poses (refrigerator  cars  always  excepted),  referred  to  in  Section  21  of  Rule  5, 
and  insists  that  the  proper  charge  for  labor  in  replacing  a  sill  outside  of  siding 
on  a  tank  car  is  seven  hours,  as  specified  in  Section  17  of  Rule  5. 

Failing  to  come  to  an  understanding  on  this  point,  the  matter  is  submitted 
to  the  Arbitration  Committee  on  request  of  the  Des  Moines  Union  R'y  and  the 
consent  of  the  C.  M.  &  St.  P.  R'y  Co. 


Section  1 7  of  Rule  5  provides  a  rate  for  all  cars  other  than  refrigerator  cars 
for  replacing  an  end  sill  outside  the  siding. 

In  the  opinion  of  the  committee  the  bill  of  the  Des  Moines  Union  Railway 
Company  should  be  corrected  accordingly. 

Note. — Mr.  Barr  being  interesUd  in  this  case,  was  not  a  party  to  the 
decision. 


Arbitration  Case  No.  513. 

Union  Pacific  Railroad  Company 

versus 

Oregon  Short  Line  Railroad  Company. 

end  gate  missing,  responsibility  for. 

The  following  is  a  synopsis  of  controversy  between  the  Union  Pacific  System  and 
the  Oregon  Short  Line  Railroad  Company  relative  to  payment  of  charges  contained 
in  U.  P.  bill  Audit  No.  45004,  against  the  O.  S.  L.  R.  R.  Co.  for  replacing  an  end 
gate  found  missing  from  O.  S.  L.  coal  car  13873. 

In  support  of  the  correctness  of  the  charge,  the  U.  P.  .System  advances  the 
following  facts  and  argument: 

O.  S.  L.  coal  car  13873  arrived  at  Denver,  April  19, 1897,  with  end  gate  missing. 
By  looking  up  previous  record  of  car  it  finds  that  the  car  was  received  from  the  C.  R. 
I.  &  P.  R'y  at  Topeka,  Kansas,  January  13, 1897,  with  both  end  gates,  and  remained 
in  service  on  Kansas  Division  up  to  April  19,  1897,  when  it  went  to  Denver.  Inspec- 
tion record  at  Topeka,  Kan.,  shows  the  car  arriving  at  that  point  March  15,  1897, 
loaded  with  cinders  and  both  ends  in  car.  The  car  was  unloaded  March  27,  and  so 
far  as  it  can  be  learned,  end  gates  were  all  right  then;  car  was  picked  up  by  conduc- 
tor on  March  29,  empty,  and  end  gate  was  missing.  Investigation  was  made  by  the 
superintendent  as  to  the  usage  the  car  had  received,  but  no  information  was  gathered 
which  would  indicate  any  unfair  usage ;  that  the  trainmen  did  not  remove  the  gate, 
they  having  positive  orders  not  to  remove  them. 
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The  end  gates  were  iastened  in  the  following  manner :  the  end  gate  rod  passes 
through  two  eye  bolts,  which  pass  through  the  floor  of  car  and  are  fastened  on  the 
under  side  with  one  nut  each.  It  finds  ihat  these  eye  bolts  often  break,  in  which 
event  the  end  gate  could  be  easily  lost;  also  that  the  nuts  work  off  the  eye  bolts 
which  allows  it  to  be  pulled  out  of  the  sill,  with  the  result  that  the  end  gate  is  loosed 
and  can  be  lost  from  the  car.  It  does  not  attempt  to  explain  how  the  end  gate  was 
lost  from  this  car,  but  the  presumption  is  that  it  was  lost  out  while  car  was  in 
transit  at  Topeka ;  and  as  there  is  no  evidence  of  unfair  usage,  and  it  was  impossible 
to  And,  after  careful  inv^tigation,  that  the  car  had  been  unfairly  used,  it  considers  the 
owner  of  the  car  liable  under  Section  40  of  Rule  3  of  the  1896  Code  of  Rules,  which 
provides  that  owners  are  responsible  for  **  locks,  grain  doors,  and  all  inade  or  con- 
cealed parts  of  car,  missing  or  damaged  under  fair  usage,  or  failure  or  loss  under 
fair  usage  of  any  part  of  the  body  of  the  car,  except  as  provided  in  Rule  5,  Section  6. 
End  gates  are  not  stated  to  be  exceptions,  therefore  the  rule  should  apply  to  thero, 
providing  car  had  fair  usage.  It  states  that  if  this  car  was  damaged  while  being 
switched  in  Topeka  yard,  it  received  no  unfair  usage,  and  according  to  Arbitratk>n 
Case  No.  457,  unless  the  car  was  unfairly  used  the  owner  cannot  avoid  responsibility. 
It  further  states  that  the  car  received  all  possible  and  necessary  inspection  while  in 
the  possession  of  the  Union  Psicific  R.  R. 

The  following  is  the  argument  advanced  by  the  O.  S.  L.  R.  R.  Co.: 

The  preface  to  the  M.  C.  B.  Rules  defines  owner's  responsibility  and  fair  usage 
as  "  ordinary  wear  and  tear  in  fair  service,"  and  the  handling  line's  responsibility  as 
**  damage  done  by  unfair  usage,  derailment,*'  etc.  Rule  I  of  the  M.  C.  B.  Code 
requires  the  handling  line  to  give  foreign  cars  the  same  inspection  and  care  as  they 
do  their  own  cars.  I'he  neglect  to  give  this  car  proper  inspection,  or  to  make  nec- 
essary repairs,  in  time  to  prevent  further  loss  or  damage,  constitutes  negligence  and 
unfair  usage  on  its  part.  The  manner  in  which  this  end  gate  was  fastened,  even 
admitting  the  possibility  of  eye  bolts  breaking  and  allowing  the  end  gate  to  drop  in 
on  the  car  floor,  the  length  of  the  gates  being  the  same  as  the  width  between  the  coal 
sides,  would  prevent  it  from  passing  beyond  the  cleats  and  over  the  ends  of  the  car 
and  become  lost  without  one  end  of  the  gate  being  lifted  over  the  height  of  the 
coal  sides  and  the  gate  turned  quarter  way  around.  It  claims  this  requires  physical 
and  deliberative  force,  and  constitutes  unfair  usage.  It  argues  further,  that  first,  on 
account  of  the  manner  of  fastening,  second  on  account  of  the  length  and  weight  of 
the  end  gate  itself,  and  third,  if  the  eye  bolts  had  failed,  it  was  the  duty  of  the 
Union  Pacific  R.  R.,  by  proper  inspection,  to  have  known  their  condition  and  pre- 
vented further  loss  on  the  car  by  making  immediate  and  proper  rei>airs.  It  claims 
that  the  end  gates  of  a  coal  car  are  just  as  much  permanent  fixtures  as  the  sides. 

This  case  is  submitted  to  the  Arbitration  Committee  for  its  decision  as  *o 
whether  this  loss  is  fair  or  unfair  usage. 


In  the  opinion  of  the  committee  Section  40  of  Rule  3,  1896  Code,  covers  thb 
case,  and  the  bill  of  the  Union  Pacific  System  is  correct,  and  should  be  paid. 
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Arbitration  Case  No    514. 

Chicago,  Kock  Isi^nd  &  Pacific  Railway  Company 

versus 

Peoria  &  Pekin  Union  Railway  Company. 

angle  cock,  price  chargeable. 

On  February  8,  1896,  the  Peoria  &  Pekin  Union  Railway  issued  M.  C.  B.  defect 
card  for  C.  R.  I.  &  P.  car  60090,  and  this  card  included  i  j^-inch  angle  cock.  The 
Chicago,  Rock  Island  &  Pacific  Railway  made  repairs,  using  the  card  of  the  P.  &  P. 
U.  R*y  to  support  its  bill  against  the  P.  &  P.  U.  R'y,  and  charged  %2  for  one  i  Jj(inch 
angle  cock,  as  per  Westinghouse  Air-Brake  Catalogue,  Fig.  8,  which  shows  i^-inch 
angle  cocks  complete,  %2.  This  is  in  full-face  type  and  red  ink  in  catalogue.  The 
catalogue  shows  '*  Items  printed  in  full-face  type  and  red  ink  must  be  purchased  from 
the  Westinghouse  Air  Brake  Co."  The  C.  R.  I.  &  P.  R'y  claims  the  prevailing 
price  for  i  *^-inch  angle  cock  is  $2,  as  it  passes  bills  of  other  companies  charging  this 
price  and  charges  other  companies  in  their  bills  the  same  price. 

The  P.  &  P.  U.  R'y  objects  to  charge  of  $2,  and  maintains  that  these  angle  cocks 
are  not  patented,  that  they  are  made  by  several  manufacturers,  and  that  the  price  in 
January,  1896,  was  published  by  Crane  Co.,  Chicago,  at  $1.75  each,  and  so  listed  in 
their  catalogue  issued  in  January,  1894,  thus  showing  that  this  price  had  been  pub- 
lished over  two  years.  The  P.  &  P.  U.  R'y  further  refers  to  Arbitration  Cases  157 
and  158,  and  quotes  from  the  decision  in  Case  157 :  "If  the  latter  road  has  evidence 
that  the  combination  named  is  sold  in  open  market,  it  is  the  opinion  of  the  committee 
that  the  C.  B.  &  Q.  R.  R.  Co.  cannot  charge  any  more  than  the  prevailing  price 
charged  by  manufacturers."  Referring  to  these  decisions,  the  P.  &  P.  U.  R'y  Co. 
cUims  that  angle  cocks  are  sold  in  open  market,  and  that  the  price  of  I1.75,  pub- 
Ibhed  by  a  reputable  and  responsible  manufacturing  concern  for  over  two  years 
previous  to  the  date  of  the  M.  C.  B.  defect  card  given  in  this  case,  establishes  the 
market  price.  The  P.  &  P.  U.  R'y  further  claims  that  if  the  C.  R.  I.  &  P.  R'y  is 
bound  by  the  clause  in  the  Westinghouse  Catalogue,  as  fallows :  "  Items  printed  in 
full-face  type  and  red  ink  must  be  purchased  from  the  Westinghouse  Air  Brake  Co.," 
that  the  C.  R.  I.  &  P.  R'y  has  a  contract  with  the  Westinghouse  Co.  whereby  a 
discount  of  15  per  cent  is  allowed,  making  a  net  price  of  $1.70  for  angle  cocks 
IxNight  by  C.  R.  I.  &  P.  R'y  from  the  Westinghouse  Air  Brake  Co.  This  15  per  cent 
discount  was  open  to  all  railway  companies  purchasing  from  Westinghouse  Co.  for 
over  one  year  previous  to  the  date  of  M.  C.  B.  defect  card  given  in  this  case.  The 
P.  &  P.  U.  R'y  claims  that  the  "  current  market  price "  is  not  the  price  published 
where  malerial  "  must  be  purchased  from  the  Westinghouse  Air  Brake  Co." — subject 
to  discount.  The  P.  &  P.  U.  R'y  claims  that  strange  complications  will  result  if  a 
high  price  paid  by  any  company  is  to  be  considered  as  the  "  current  market  price." 
The  P.  &  P.  U.  R'y  does  not  pass  bills  of  other  companies  charging  %2  each  for 
angle  cocks,  neither  does  the  P.  &  P.  U.  R'y  charge  other  companies  %z  each  for 
angle  cocks,  and  the  P.  &  P.  U.  R'y  for  the  past  two  years  has  bought  1/4' -inch  angle 
cocks  in  the  open  market  for  $1.65  each  and  charges  other  railway  companies  this 
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price.     The  P.  &  P.  U.  R'y  has  charged  them  to  the  C.  R.  I.  &  P.  R'y  system  at  the 
price  of  1 1. 65. 

Both  parties  agree  to  refer  the  matter  to  the  Arbitration  Committee  for  decision. 

DECISION. 

It  is  the  opinion  of  the  committee  that  the  net  cost  of  angle  cocks  should  be 
considered  as  the  market  price.  It  is  well  known  that  this  is  $1.70,  and  the  bill 
should  be  corrected  accordingly. 

Arbitration  Case  No.   515. 

Chicago,  Rock  Island  &  Pacific  Railway  Company 

versus 
Kansas  City,  Pittsburg  &  Gulf  Railroad  Company. 

REPAIR   card   not   ATTACHED  TO  CAR,  BUT  CARD   AND  STUB   ACCOMPANYING    BILL. 

In  May,  1S97,  the  Chicago,  Rock  Island  &  PaciBc  Railway  Company  rendered 
bill  against  the  Kansas  City,  Pittsburg  &  Gulf  Railroad  Company  for  ^5.07,  includ- 
ing one  i^-inch  air  hose  applied  to  K.  C.  P.  &  G.  car  8110  on  May  7,  and  three 
brasses  applied  to  K.  C.  P.  &  G.  car  3544  on  May  23.  The  air  hose  and  brasses 
were  applied  by  train  crews  aini  reported  to  car  repairers  at  terminals.  It  made  M. 
C.  B.  repair  cards  but  failed  to  get  the  bodies  of  the  cards  on  the  cars.  On  account 
of  this  failure,  the  bodies  of  cards  accompanied  C.  R.  I.  &  P.  bill  to  the  K.  C.  P.  & 
G.  R.  R.  Co. 

The  K.  C.  P.  &  G.  R.  R.  Co.  declined  to  pay  the  bill,  claiming  that  cards 
should  have  been  applied  to  the  cars  as  required  by  M.  C.  B.  Rule  4,  Section  15. 

The  C.  R  I.  &  P.  R'y  Co.  claimed  that  it  is  not  always  practicable,  for  various 
reasons,  to  apply  cards  at  the  time  repairs  are  made,  and  that  it  is  customary  when 
cards  cannot  be  applied  to  forward  them  or  attach  them  to  the  bills.  The  question 
is,  can  bills  be  declined  when  Rule  4,  Section  15,  is  not  literally  complied  with  ? 

The  above  statement  is  signed  by  representatives  of  both  roads  parties  to  the 
dispute,  and  is  referred  to  the  Arbitration  Committee  for  decision. 

DECISION. 

Section  2,  Rule  5,  reads:  "Car  owners  may  require  receipt  of  repair  card  or 
stub  before  payment  of  bill  for  repairs." 

As  the  requirements  of  the  rules  in  this  matter  have  been  complied  with,  it 
is  the  opinion  of  the  committee  that  this  bill  should  be  paid. 

Arbitration    Case    No.   516. 

Union  Pacific  Railroad  Company 

versus 

Ork(X)n  Railroad  &  Navigation  Company. 

passenger  car  repairs  chargeable  to  owner. 

In  September  and  October,  1897,  the  Oregon  Railroad  &   Navigation  Company 

rendered  certain  bills  against  the  Union  Pacilic  System  for  work  done  on  passenger 
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cars  of  the  U.  P.  System,  on  its  line,  the  work  being  done  at  different  points  but  not 
when  the  cars  were  received  at  points  of  interchange,  and  being  necessitated  by  ordi- 
nmry  wear  and  tear  of  cars  in  service.  The  items  charged  were  such  as  air  brake, 
signal  and  steam  hose,  piston  packing  leathers,  brake  shoes,  bolts,  nuts,  release  springs 
and  similar  items. 

.  It  is  agreed  between  the  two  parties  that  they  were  working  under  the  Appen- 
dix to  the  M.  C.  B.  Code  of  Rules,  with  the  exception  that  the  portion  requiring 
authority  to  be  obtained  before  bills  are  rendered  had  been  previously  waivetl  by 
mutual  understanding. 

The  O.  R.  &  N.  Co.  refers  to  Arbitration  Case  287,  and  says  it  is  led  to  believe 
that  the  Arbitration  Committee  considers  owners  responsible  for  repairs  to  passen- 
ger cars  made  necessary  from  wear  or  failure  under  fair  usage  while  in  service  on 
the  line  of  another  company,  whether  it  be  a  direct  connection  or  through  an  inter- 
mediate company,  as  m  this  case. 

The  U.  P.  System  finds  no  objection  to  the  charges  in  the  two  bills  in  question, 
and  considers  that  as  owners  of  the  cars  it  ought  to  pay  the  bills,  but  it  claims  that 
the  Appendix  to  the  M,  C.  B.  Rules  does  not  give  the  O.  R.  ^:  N.  Co.  authority  to 
charge  the  U.  P.  System  ;  that  Rule  3  of  the  Appendix  only  provides  for  billing  for 
repairs  and  such  defects  as  are  shown  at  points  where  passenger  cars  are  inter- 
changed. It  states  that  it  made  a  practice  some  time  ago  to  charge  some  of  its  con- 
nections, other  than  the  O.  R.  &  N.  Co.,  for  repairs  to  worn  out  parts  of  passenger 
cars,  but  its  bills  were  rejected  on  the  ground  that  they  were  not  authorized  by  the 
Appendix,  and  that  it  thus  found  that  it  could  not  collect  for  such  repairs,  and  it 
therefore  could  do  nothing  but  reject  bills  of  other  roads  made  on  a  similar  basis. 

The  parties  to  the  dispute  desire  to  have  the  Arbitration  Committee  decide  the 
responsibility  for  the  charges  such  as  contained  in  these  bills,  and  that  it,  at  the  same 
time,  give  an  exhaustive  opinion  as  to  the  intent  of  the  Appendix  in  matters  of 
repairs  to  owners'  defects  on  passenger  cars. 

DECISION. 

The  point  in  dispute  is  similar  to  that  in  Arbitration  Case  No.  287,  and  in  the 
opinion  of  the  committee  the  bill  of  the  Oregon  Railroad  vV  Navigation  Company  is 
correct,  and  should  be  paid. 

Arbitration  Case  No.  517. 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  Company 

versus 

ViCKSKURG,  ShREVEI-ORT   &    PACIFIC    RAILROAD   COMPANY. 

AXLE  BENT,   OWNER    CHARGED   FOR   STRAIGHTENI.NG. 

On  May  25,  1897,  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway 
Company  had  occasion  to  remove  one  pair  of  wheels  from  Vicksburg,  Shreveport  & 
Pacific  Railroad  Company  car  No.  26175,  ^^  Linndale,  Ohio,  on  account  of  one  bent 
axle,  and  when  rendering  bill  for  same  the  charge  of  $2,30  was  made,  as  follows : 

Cost  of  changing  one  pair  of  wheels $1 .  50 

Cost  of  straightening  axle 80 

Total $2.30 
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When  the  bill  reached  the  V.  S.  &  P.  R.  R.  Co.,  the  latter  staled  Aat  there 
was  nothing  in  the  rules  authorizing  this  charge,  and  amount  of  bill  for  changing 
wheels  should  be  $1.50. 

The  C.  C.  C.  &  St.  L.  R'y  Co.  does  not  claim  that  it  b  necessary  to  have  every 
specific  item  mentioned  in  the  rules  in  order  to  permit  or  authorize  a  charge.  A 
bent  axle  is  an  owner's  defect,  providing  car  has  not  been  roughly  handled  or  misused 
or  off  the  track,  which  was  not  the  case  in  this  instance ;  therefore,  the  charge  made 
by  the  C.  C.  C.  &  St.  L.  R'y  Co.  is  considered  by  the  latter  company  as  a  proper 
one,  the  same  as  work  performed  on  any  other  part  of  the  car  and  which  is  consid- 
ered as  owner's  defect  (see  Rule  No.  5,  Section  8,  authorizing  an  additional  charge 
of  $1.50  for  all  labor  for  each  pair  of  wheels  and  axles  removed  from  the  trucks). 
This  $1.50,  the  C.  C.  C.  &  St.  L.  R'y  Co.  considers,  does  not  contemplate,  nor  was 
not  intended  to  cover,  any  cost  of  any  work  on  the  axle  itself,  it  being  the  fixed 
price  for  changing  each  pair  of  wheels  and  axles  regardless  of  what  the  cause  of 
change  was.  There  is  nothing  in  the  rules  prohibiting  a  charge  s^ainst  the  owners 
for  cost  of  straightening  an  axle. 

The  V.  S.  &  P.  R.  R.  Co.  says  that  its  understanding  of  Rule  5,  Section  8,  is 
that  material  (wheels  and  axles)  shall  be  charged  for  at  certain  prices  laid  down  in 
the  rule,  "  with  an  additional  charge  of  I1.50  for  all  labor  for  each  pair  of  wheels 
and  axles  removed  from  the  truck."  That  under  this  understanding  it  has  never 
made  a  charge  for  straightening  an  axle  in  addition  to  the  charge  of  $1.50,  nor  does 
it  remember  having  received  a  bill  prior  to  the  one  now  in  dispute  for  the  labor  of 
straightening  an  axle.  It  is  admitted  that  an  axle  bent  under  ordinary  service  con- 
ditions is  an  owner's  defect,  and  the  road  making  the  repairs  may,  if  it  so  elects, 
replace  such  bent  axle  with  a  new  or  secondhand  one,  giving  credit  for  the  bent  axle 
as  scrap. 

It  is  agreed  to  submit  the  matter  to  the  Arbitration  Committee  for  final  disposi- 
tion. 


This  comes  under  the  Rules  for  1896,  and  under  Rule  3,  Section  15,  this  is  an 
owner's  defect.  It  is  true  the  rule  would  justify  the  replacement  of  the  axle  by 
another,  but  inasmuch  as  the  bill  would  have  been  larger  had  that  been  done,  the 
committee  is  of  the  opinion  that  the  bill  should  be  paid  as  rendered,  especially 
as  the  car  owner  has  not  objected  to  the  straightened  axle  being  used. 

Arbitration  Case  No.  518. 

Manitoba  &  Xorth-Western  Railway  Company  of  Canada 

versus 

Canadian  Pacific  Railway  Company. 

side  door  applied  and  charged  to  owner. 

On  January  20,  1897,  box  car  54.  belonging  to  the  Manitoba  &  North-Westem 
Railway  Company,  was  delivered  to  the  Canadian  Pacific  Railway  Company  at  the 
junction  point  at  Portage  la  Prairie,  loaded  for  Carman,  Manitoba,  distance  113  miles 
from  said  junction  pwint.     The  car  was  inspected  by  the  C.  P.  R*y  at  Portage  la 
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Prairie  and  accepted  without  objection  as  in  good  order.  The  car  was  retained  by 
the  C.  P.  R'y  Co.,  and  the  evidence  shows  that  it  was  used  in  local  traffic  on  that 
company's  line,  and  was  not  relumed  to  the  owner  until  March  26,  1897,  two  months 
and  six  days  after  its  delivery  to  the  C.  P.  R'y.  On  March  23,  three  days  prior  to 
its  return,  a  new  side  door  was  supplied  to  the  car  and  bill  for  the  cost  rendered  to 
the  M.  &  N.-W.  R'y  Co.  The  C.  P.  R'y  Co.  says  the  new  door  was  applied  on 
account  of  the  old  door  being  missing,  which  was  undoubtedly  due  to  inferior  fasten- 
ing or  ordinary  wear  and  tear,  and  there  is  no  evidence  submitted  lo  show  that  this 
car  received  other  than  fair  usage  while  on  the  line  of  the  C.  P.  R*y  Co.  It  claims 
that  it  is  justified  in  making  charge  for  new  door  applied,  and  quotes  Section  40, 
Rule  3,  1896,  Code  of  Rules,  and  Arbitration  Committee  Decisions  Nos.  382,  386 
and  481. 

The  M.  &  N.-W.  R'y  Co.  objects  to  the  payment  of  bill,  on  the  grounds  that  the 
car  was  in  good  order  when  delivered  to  the  C,  P.  R'y,  and  that  the  door  castings 
could  not  have  been  damaged  sufficiently  to  admit  of  loss  of  the  door  with  ordinary 
fair  usage,  it  being  admitted  by  the  C.  P.  R'y  Co.  in  the  correspondence  that  the  door 
could  not  have  been  lost  if  the  castings  had  not  been  defective;  that  for  several 
weeks  prior  to  the  loss  occurring  the  car  had  been  in  use  in  local  traffic  on  the  C.  P. 
R*y  Co. ,  and  that  the  damage  to  the  casting  which  occasioned  the  loss  of  the  door 
must  have  occurred  while  the  car  was  engaged  in  such  traffic,  the  door  being  required 
only  within  three  days  prior  to  the  return  of  car  to  the  owner;  that  it  is  manifestly 
unfair  to  charge  the  car  owner  with  a  loss  of  this  kind  under  these  circumstances. 

Failing  to  agree,  the  matter  is  submitted,  by  mutual  consent,  to  the  Arbitration 
Committee  for  decision. 

DECISION. 

Section  24  of  Rule  3  reads  as  follows :  "  Locks,  grain  doors,  and  all  inside  or 
concealed  parts  of  cars  missing  or  damaged  under  fair  usage,  and  failure  or  loss 
under  fair  usage  of  any  part  of  the  body  of  the  car,  except  as  provided  for  in  Rule  5, 
Section  4." 

The  side  door  of  a  car  is  a  part  of  the  body  of  the  car.  The  company  making 
the  repairs  states  that  the  door  was  missing  due  to  fair  usage,  or  ordinary  wear  and 
tear.  There  is  no  evidence  submitted  to  show  that  the  car  had  received  any  unfair 
usage. 

In  the  opinion  of  the  committee  a  charge  by  the  Canadian  Pacific  Railway 
Company  is  in  accordance  with  the  M.  C.  B.  Rules. 

Arbitration  Case  No.  519. 
Swirr  Refrigerator  Transportation  Company 

versus 

Mtssolri,  Kansas  &  Texas  Railway  Company. 

car  destroyed,    brake  beams  and  connections  to  be  returned  with  trucks. 

On  June  6,  1897,  the  Missouri,  Kansas  &  Texas  Railway  Company  damaged 
Swift  Refrigerator  Line  car  1658,  and  authorized  the  Swift  Refrigerator  Transporta- 
tion Company  to  bill  for  the  value  of  the  body,  electing  to  return  the  trucks  in  good 
order.     Bill  covering  depreciated  value  of  the  body  was  presented  and  paid ;  on 
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August  17,  the  S.  R.  T.  Co.  received  the  trucks  belonging  to  this  car,  with  certain 
defects  to  tracks  and  all  brake  beams  and  attachments  missing.  The  M.  K.  & 
T.  R*y  Co.  forwarded  defect  card  covering  certain  of  these  defects,  which  did  n6t 
include  several  items,  relating  particularly  to  the  missing  brake  beams.  The  S.  R.  T. 
Co.  communicated  with  the  M.  K.  &  T.  R'y  Co.,  requesting  that  card  be  forwarded 
for  this  missing  material.  The  M.  K.  &  T.  R*y  Co.  replied,  stating  that  the  defect 
card,  which  they  had  previously  furnished,  along  with  equipment  returned  with  the 
tracks,  was  all  for  which  they  were  responsible,  having  already  paid  for  car  body. 

S.  K.  T.  Co.  replied  that,  according  to  the  decisions  of  the  Arbitration  Com- 
mittee in  cases  195,  348,  355  and  356,  brake  beams  and  attachments  should  be 
returned  along  with  the  tracks  or  authority  given  for  bill,  as  they  were  not  included 
with  bill  for  body. 

The  M.  K.  &  T.  R'y  Co.  replies  that  it  is  its  understanding  that  the  brake 
beams  and  attachments,  including  brake  levers  and  bottom  connections,  are  to  be 
returned  with  the  trucks,  but  it  has  never  returned  safety  or  brake  hangers.  It  also 
states  that  it  does  not  consider  the  brake  hangers  or  safety  hangers  a  i>art  of  the 
brake  equipment,  and  declines  to  issue  card  therefor ;  that  if  the  S.  R.  T.  Co.  would 
cite  a  decision  of  the  Arbitration  Committee  to  that  effect  it  would  furnish  card. 

The  S.  R.  T.  Co.  again  refers  to  decisions  of  Arbitration  Committee,  citing  par- 
ticularly that  {>ortion  of  Case  195,  which  reads  as  follows :  **  In  settUng  for  destroyed 
equipment,  the  company  desiring  to  return  car  complete,  or  either  tracks  or  body 
separately  in  lieu  of  making  payment  in  cash,  must,  under  the  rules,  return  the 
parts  complete  as  originally  constracted." 

The  S.  R.  T.  Co.  claims  further  that,  as  it  billed  the  M.  K.  «&  T.  R'y  Co.  for  the 
body  alone,  it  is  entitled  to  replacement  of  all  parts  not  included  in  the  bill ;  that  is, 
with  the  retura  of  tracks,  S.  R.  T.  Co.  should  have  defect  card  for  the  missing  parts, 
including  the  items  enumerated,  namely :  8  brake  hangers,  8  safety  hangers,  8  safety 
hanger  eyebolts,  8  brake  hanger  eyebolts. 

The  M.  K.  &  T.  R'y  Co.  further  declines  to  issue  defect  card. 

Thereupon  the  S.  R.  T.  Co.  renders  bill  for  all  items  which  it  considers  justly 
due  it,  which  bill  is  declined  until  the  four  items  enumerated  shall  have  been  elimi- 
nated, as  the  M.  K.  &  T.  R'y  Co.  positively  declines  to  acknowledge  the  responsi- 
bility of  the  company  destroying  the  car  for  these  items. 

Correspondence  failing  to  settle  the  controversy,  the  case  is,  by  mutual  consent, 
referred  to  the  Arbitration  Committee. 

Attention  is  called  to  the  fact  that  this  car  had  outside  hung  brakes,  and  the 
request  made  on  the  M.  K.  &  T.  R'y  Co.  was  for  eight  brake  hangers  and  eight 
safely  hangers,  with  eyebolts  which  secure  them  to  the  brake  beams;  that  the 
S.  R.  T.  Co.  called  the  attention  of  the  M.  K.  &  T.  R'y  Co.  to  the  fact  that  there 
would  doubtless  be  no  question  of  responsibility  for  brake  hangers  and  safety  chains 
with  inside  hung  brakes,  and  it  would  therefore  appear  it  was  justified  in  asking  for 
them  when  the  beams  were  outside  hung.  The  S.  R.  T.  Co.  also  clainis,  as  a  mat- 
ter of  equity,  that  it  should  be  entitled  to  protection  for  all  parts  to  the  car  complete, 
as  originally  constracted. 

It  not  having  been  directly  decided  by  the  Arbitration  Committee  whether  these 
particular  items  should  be  classed  as  parts  of  tracks  or  parts  of  body,  the  parties  in 
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interest  respectfully  petition  for  a  ruling  on  the  subject  for  future  guidance,  as  well 
as  a  ruling  on  the  question  of  the  liability  of  the  M.  K.  &  T.  R'y  Co.  in  this  case. 

DECISION. 

In  settling  for  destroyed  cars,  a  price  is  given  for  trucks  which  includes  **  brake 
beams,  complete,  truck  levers  and  bottom  connection  rod."  No  mention  is  made 
that  outside  and  inside  brakes  are  to  be  treated  differently.  In  the  case  of  inside 
brakes  hung  to  the  truck  there  could  be  no  question  but  that  all  parts  of  the  brake 
must  be  returned  complete.  If  this  is  the  intent  of  the  rules  in  dealing  with  brakes 
hung  to  the  trucks,  the  brake  parts  complete  should  also  be  returned  when  the  brakes 
are  hung  to  the  body. 

In  the  opinion  of  the  committee  the  bill  of  the  Swift  Refrigerator  Transporta- 
tion Company  is  correct  and  should  be  paid. 


A  case  in  dispute  between  the  Lake  Shore  &  Michigan  Southern  Railway  Com- 
pany and  the  New  York,  Chicago  &  St.  Louis  Railroad  Company  over  proper  credits 
aUowe<l  for  knuckle  removed  from  an  M.  C.  B.  coupler  was  considered  by  the  Arbi- 
tration Committee,  and  it  was  decided  that  the  case  was  similar  to  Case  504,  to 
which  the  parties  to  the  dispute  are  referred. 
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CODE  OF  RULES 

GOVERNING    THE    CONDITION    OF,    AND    REPAIRS    TO. 

FREIGHT    CARS    FOR    THE    INTERCHANGE 

OF    TRAFFIC, 

ADOPTED  BY  THE 

MASTER  CAR  BUILDERS'  ASSOCIATION. 

Revised  at  Saratoga,  N.  Y.,  June,  1898. 

PREFACE. 

These  rules  make  car  owners  responsible  for,  and  there- 
fore chargeable  with,  the  repairs  to  their  cars  necessitated 
by  ordinary  wear  and  tear  in  fair  service,  so  that  defect 
cards  will  not  be  required  for  any  defects  thus  arising. 

Railroad  companies  handling  cars  are  responsible  for  dam- 
age done  to  any  car  by  unfair  usage,  derailment  or  accident, 
and  for  improper  repairs  made  by  them,  and  they  should 
make  proper  repairs  at  their  own  expense,  or  issue  defect 
card  covering  all  such  damage  or  improper  repairs. 


RULE  I— CARE  OF  FOREIGN  FREIGHT  CARS. 

Each  railway  company  shall  give  to  foreign  cars,  while  on  its  line,  the 
same  care  as  to  oiling,  packing  and  inspection,  that  it  gives  to  its  own  cars. 

RULE  2.— INTERCHANGING  FREIGHT  CARS. 

Cars  offered  in  interchange  must  be  accepted  if  in  safe  and  serviceable 
condition,  the  receiving  road  to  be  the  judge  in  cases  not  provided  for  in 
Rule  3. 

RULE  3.— INSTRUCTIONS  FOR  INSPECTORS. 

USE  OF  DEFECT  CARD. 

Section  i.  Defect  cards  shall  be  3^  inches  by  8  inches,  and  of  the 
form  shown  below.  They  should  be  printed  in  red  ink  on  both  sides,  and 
shall  be  filled  in  on  both  sides  with  ink  or  black  indelible  pencil.  Tbe 
cards  must  plainly  specify  in  full  each  item  for  which  charges  are 
authorized. 
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M.  C.  B,   DEFECT  CARD. 
{Name  of  Road.) 

Car  No Date 

Initial Line 

Will  be  received  at  any  point  on  this  company's  line  with  the 
following  defects : 


NoTB.— Fill  in  de- 

I  fects  on  both  sides 

with    ink    or   black 

indelible  pencil. 

Attach    this    card 

with  four  tacks  on 

I  outside  face  of  in- 

I  termediate  sill,  be- 

I  tween  cross-tie  tim- 

'  bcrs. 


.Inspector  at. 


5P 


Defect  cards  shall  not  be  required  for  defects  for  which  owners  are 
fesponsible  except  for  missing  material  on  cars  offered  in  interchange,  as 
provided  for  in  Section  28  of  Rule  3 ;  neither  shall  they  be  required  of 
the  delivering  road  for  improper  repairs  that  were  not  made  by  it,  with  the 
exception  of  the  cases  provided  for  in  Sections  22,  29,  30,  31,  32  and  33 
of  Rule  3. 

If  a  car  has  defects  for  which  the  owners  are  not  responsible,  but 
which  do  not  render  it  unsafe  to  run,  nor  unsafe  to  trainmen,  nor  to  any 
lading  suitable  to  the  car,  the  receiving  road  may  require  that  a  defect  card 
be  securely -attached  to  the  car  with  four  tacks,  preferably  on  the  outside 
face  of  intermediate  sill,  between  cross-tie  timbers. 


WHEELS. 
DEFECTS  OF  WHEELS  WHICH  JUSTIFY  RENEWAL. 

Sec.  2.  Sfielled  out:  wheels  with  defective  treads  on  account  of 
pieces  shelling  out ;  if  the  spots  are  over  2^  inches,  or  are  so  numerous 
as  to  endanger  the  safety  of  the  wheel. 

Sec.  3.  Seams  i  inch  long  or  over  at  a  distance  of  ^  inch  or  less 
finom  the  throat  of  the  flange,  or  seams  3  or  more  inches  long  on  any  other 
point  of  the  tread. 

Sec.  4.  Worn  through  chill :  when  the  worn  spot  exceeds  2%  inches 
in  length.  Care  must  be  taken  to  distinguish  this  defect  from  flat  spots 
caused  by  sliding  wheels. 

Sec.  5.  Worn  flange ;  flanges  having  flat  vertical  surfaces  extending 
more  than  i  inch  from  tread,  or  flange  i  inch  thick  or  less.  (See  Figs.  4 
and  4  a.) 

Sec.  6.  Thick  flange:  flange  over  i ^3^  inches  thick.  This  does  not 
i^>ply  to  wheels  cast  prior  to  September  i,  1894.     (See  Fig.  2.) 

Sec.  7.  Tread  worn  hollow :  if  the  tread  is  worn  sufficiently  hollow 
to  render  the  flange  or  rim  liable  to  breakage. 


Owners 
responsible 
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Owners 
responsible. 


Delivering 

Company 

responsible. 


Sec.  8.  Burst :  if  the  wheel  is  cracked  from  the  wheel  fit,  outwtrd, 
by  pressure  from  the  axle. 

Sec.  9.  Broken  flange,  caused  by  seams,  worn  through  chill  or  worn 
flange.     See  also  Sec.  14. 

Sec.  10.  Broken  or  chipped  rim,  caused  by  defective  casting,  if  the 
tread,  measured  from  the  flange  at  a  point  }i  inch  above  tread,  is  less  than 
$)(  inches  in  width.     (See  Fig.  5.)     See  also  Sec.  14. 

Sec.  II.  Cracked  tread,  cracked  plate,  one  or  more  cracked  brackets, 
or  broken  in  pieces  under  fair  usage.     See  also  Sec.  14. 

Sec.  12.    Wheels  loose  or  out  of  gauge.     (See  Figs.  6  and  7.) 

Sec  12  ^7.  Chipped  flange;  if  chip  is  on  the  outside  of  the  flange 
and  exceeds  i  yi  inches  in  length  and  ^  inch  in  width,  or  if  it  extends  ^ 
inch  past  the  center  of  flange. 

Sec.  13.  Flat  sliding;  if  the  spot  caused  by  sliding  is  2^  inches  or 
over  in  length.  (Care  should  be  taken  to  distinguish  this  defect  firom 
worn  through  chill.) 

Sec.  14.  Broken  flange,  except  as  in  Seaion  9;  chipped  flange,  if 
chip  is  on  throat  side  of  flange,  and  exceeds  i}4  inches  in  length  and  )^ 
inch  in  width,  or  if  it  extends  yi  inch  past  the  center  of  flange;  broken 
rim,  if  not  caused  by  defective  casting,  if  the  tread,  measured  from  the 
flange  at  a  point  ^  inch  above  tread,  is  less  than  3^  inches  in  width 
(see  Fig.  5),  or  any  breakage  caused  by  unfair  usage,  derailment  or  acci- 
dent. 

Note.— The  determination  of  fiat  spots,  worn  flanges  and  chipped  treads 
shall  be  made  by  a  gauge  as  shown  in  Fig.  x.  The  determination  of  thick  flanges 
shall  be  made  by  a  gauge  as  shown  applied  to  M.  C.  B.  standard  wheel  tread 
and  flange  in  Fig.  2. 


Fig.  I. 
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^F  — 
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M.|C.B.  5T/\NC|/^R0  WHEEL  TREAD  H^  FLANM 
MAXIMUM    FLANGE  THICKNESS   GAUGE. 

FlO.  2. 


The  following  engravings  of  the  wheel  defect  gauge,  Fig.  i,  show  the 
method  of  using  it : 


PliT.  3. 


METHOD  or  GAUGING   SHELLED  AND 

FLAT   SPOTS. 

SRK    RULE  3,    SRCS.   2   AND    I3. 


METHOD  OF   GAUGING  WORN   FLANGES. 
SEK    RULE   3,    SBC.    5. 


vie:4.a. 


o 


METHOD  OF  OAUCINQ  WORN  FLANCKS. 
SEE   RILE   3     SEC.    5. 


Fifir.  5. 


METHOD  OF   GAUGING   CHIPPED   RIMS. 
SEE  RULE   3,   SECS.    10  AND   I4. 
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£3- 


Fjff.  e. 


r^-, 


Wheel*  are  out  of  gauge 
If  lets  than  4  feet  5  Inches 


. ^ 

or  more  than  4  feet  5%  Inches  here 


/ 


or  less  than  6  feet  4  Inches  here 
For  Wheels  cast  pHor  to  Sept.  I,  1804, 


FI0.7. 


N 


Wheels  are  out  of  gauge  If  less 
-  than  4  feet  514  Inches  here  — 


or  If  more  than 
4  feet  6%  Inches  here 


or  less  than  6  feet  4  Inches  here 


/ 


v 


l^ 


For  wheels  cast  after  August  31,  1894. 
JfeoMTSMMNlf  to  be  matU  at  tke  tame  height  oe  the  wkdeU  m$  the  center  qf  tkt  axie. 


Owners 
responsible. 


AXLES. 

DEFECTS  OF  AXLES  WHICH  JUSTIFY  RENEWAL. 

f  Sec.  15.   Axles  broken,  or  having  seamy  journals,  or  with  collars 

broken  or  worn  out,  under  fair  usage. 

Sec.  16.   Axles  less  than  the  following  prescribed  limits: 


Delivering 

Company 

TcsponsioU 


CAPACITY  OF  CAR, 
100,000 
80,000 
70,000 
60,000 
50,000 
40,000 
30,000 
20,000 


JOURNAL. 

5      inches. 

4 

3^      " 


WHBBL  SBAT.  CBNTBR. 

6^  inches.  5%  inches. 

sH     "  4%     " 

5           "  4>i       •* 

s'A     "             4)i     "  4H     " 

3X       "                   4H       "  3^       " 

3          "                   4X       "  3^       " 

2^i       "                   4X       "  3>4        •• 
All  cars  to  have  their  capacity  stenciled  on  them. 

Sec.  17.   Cut  journals  or  slxles  bent  or  rendered  unsafe  by  an&jr 


^  usage,  derailment  or  accident. 
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TRUCKS. 

DEFECTS    OF  TRUCKS  WHICH    JUSTIFY  REPAIRS    IF  OWNERS  ARE 

RESPONSIBLE,  OR  REPAIRS  OR  CARDING  IF  DELIVERING 

COMPANY  IS  RESPONSIBLE. 

Sec  1 8.  Defective,  missing  or  worn-out  parts  of  trucks  not  elsewhere 
provided  for,  which  have  failed  under  fair  usage,  or  if  any  part  of  the  truck 
frame  or  attachments  is  less  than  2}i  inches  above  the  top  of  the  rail. 

Sec.  19.  Damage  of  any  kind  to  the  truck  due  to  unfair  usage, 
derailment  or  accident. 

Material  missing  from  trucks  of  cars  offered  in  interchange. 


Owners 
responsible. 


)   Delivering 
\  Companv 
i   responsiole. 


BRAKES. 

DEFECTS  OF  BRAKES  WHICH  JUSTIFY  REPAIRS. 

Sec.  20.  Defective,  missing  or  worn-out  parts  of  brakes  which  have 
failed  under  fair  usage,  except  on  cars  offered  in  interchange. 

NoTB.— Air-brake  hose  and  fittings,  angle  cocks,  cut-out  cocks,  triple 
valves,  release  valves  and  pressure  retaining  valves  cannot  be  missing  under 
fair  usage. 

Sec.  21.  Cylinder  or  triple  valve  of  air-brake  cars  not  cleaned  and 
oiled  within  twelve  months  and  the  date  of  the  last  cleaning  and  oiling 
marked  on  the  brake  cylinder  with  white  paint. 

Sec.  22.    If  i-inch  hose  and  fittings  are  found  on  ij^-inch  train  pipe. 

Sec.  23.  Damage  to  any  part  of  the  brake  apparatus  caused  by  unfair 
usage,  derailment  or  accident. 

Note.—  If  the  car  has  air-signal  pipes  or  air-brake  pipes,  but  no  air  brakes, 
the  hose  and  couplings  on  the  car  are  at  owner's  risk,  unless  the  car  is  stenciled 
that  it  is  so  equipped. 


Owners 
responsible. 


Delivering 

Company 

responsible. 


BODIES. 

DEFECTS    OF    BODIES  WHICH    JUSTIFY    REPAIRS    IF  OWNERS  ARE 

RESPONSIBLE.  OR   REPAIRS  OR  CARDING   IF  DELIVERING 

COMPANY   IS   RESPONSIBLE. 

Sec.  24.  Locks,  grain  doors  and  all  inside  or  concealed  parts  of  cars 
missing  or  damaged  under  fair  usage,  and  failure  or  loss  under  fair  usage 
of  any  part  of  the  body  of  the  car,  except  as  provided  for  in  Rule  5,  Sec- 
tion 4. 

Sec.  25.  Cars  not  within  the  limits  of  standard  height  for  drawbars, 
^1%  inches  to  34^  inches  for  standard  gauge  cars. 

Sec.  26.  Steps,  ladders,  handholds  or  running  boards  in  bad  order 
or  insecurely  fastened,  or  absence  of  grabirons  or  handholds  as  required  by 
law.  Handholds  or  grabirons  must  be  of  wrought  iron  or  steel  and 
secured  by  bolts  or  lag  screws. 

Sec  27.  Damage  of  any  kind  to  the  body  of  the  car  due  to  unfair 
usage,  derailment  or  accident. 

Sec.  28.  Material  missing  from  body  of  cars  offered  in  interchange, 
except  locks,  grain  doors  and  all  inside  or  concealed  parts  of  car. 


Owners 
responsible. 


Delivering 

Company 

responsible. 
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Delivering 

Company 

responsible. 


Sec.  29.  M.  C.  B.  couplers  not  equipped  with  steel  or  wrought-iron 
knuckles. 

Sec.  30.  Cars  intended  to  be  equipped  with  link-and-pin  drawbars,  it 
found  with  drawbars  not  fitting  properly  or  not  having  sufficient  strength. 

Such  drawbars  washered  out  to  proper  length  must  be  considered  as 
fitting  properly. 

Such  drawbars  i}4  inches  longer  than  standard  to  the  car  must  be 
considered  as  fitting  properly. 

Sec.  31.  Cars  intended  to  be  equipped  with  M.  C.  B.  couplers  and 
so  stenciled,  if  found  with  link-and-pin  drawbars. 

Sec  32.  Cars  equipped  with  M.  C.  B.  couplers  having  pocket  rear 
end  attachments  and  so  stenciled,  if  found  with  tail -pin  attachments  instead 
of  pocket. 

Sec.  33.  Uncoupling  attachments  of  M.  C.  B.  couplers,  if  inoperative 
when  offered  in  interchange. 


Company  ' 
mmkbif;  repairs 
responsible. 


IMPROPER  REPAIRS. 

Sec.  34.  Any  company  making  improper  repairs  is  solely  responsible 
to  the  owners,  with  the  exception  of  the  cases  provided  for  in  Sections  22, 
29»  30»  3^  32  and  33  of  Rule  3. 

The  company  making  such  improper  repairs  shall  place  upon  the  car, 
at  the  time  and  place  that  the  work  is  done,  an  M.  C.  B.  defect  card,  which 
card  shall  state  the  wrong  material  used. 


COMBINATIONS  OF  DEFECTS  WHICH    DENOTE    UNFAIR   USAGE 
CAUSED  AT  ONE  AND  THE  SAME  TIME  AND  AT  THE 
SAME  END  OF  CAR. 


IF 


Sec.  35.  Damaged  coupler  or  drawbar,  accompanied  by  damage  to 
either  drawbar  stops,  filling  blocks,  draft  timbers  or  their  substitutes,  or 
end  sill. 

Sec.  36.  Damaged  drawbar  pocket,  spindle  or  their  substitutes, 
accompanied  by  damage  to  either  draft  timbers  or  their  substitutes,  or  end 
sill. 

Sec.  37.  Damaged  drawbar  stops  or  filling  blocks,  accompanied  by 
damage  to  either  coupler  or  drawbar,  or  end  sill. 

Sec.  38.  Damaged  draft  timbers  or  their  substitutes,  accompanied  by 
damage  to  either  coupler  or  drawbar,  drawbar  pocket,  spindle  or  their  sub- 
stitutes, or  to  end  sill. 

Sec.  39.  Damaged  wood  or  iron  buffer  blocks,  accompanied  by  dam- 
age to  end  sill. 

Sec  40.  Damaged  end  sill,  accompanied  by  damage  to  either  coupler 
or  drawbar,  drawbar  pocket,  spindle  or  their  substitutes,  drawbar  stops, 
filling  blocks,  draft  timbers  or  their  substitutes,  wood  or  iron  buffer  blodcs, 
or  longitudinal  sills. 

Sec.  41.  Damaged  longitudinal  sills,  accompanied  by  damage  to  end 
sill. 
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Sec.  42.  Damaged  longitudinal  silb,  if  necessitating  replacement  or 
splicing  of  more  than  two  sills. 

Sec.  43.  Damaged  corner  and  end  posts,  if  necessitating  the  replace- 
ment of  or  repairs  to  more  than  two  end  or  two  comer  posts  at  one  end,  or 
more  than  one  end  and  one  comer  post  at  same  end  of  car. 

Note. — The  word  "coupler"  in  the  above  sections,  Nos.  35  to  43,  inclusive, 
means  the  coupler  body  or  knuckle. 


RULE  4.— INSTRUCTIONS  TO  REPAIR  MEN. 

Section  i.  Any  car  having  defects  which  render  it  unsafe  to  run, 
unsafe  to  trainmen,  or  to  any  lading  suitable  to  the  car,  may  be  repaired. 

Sbc.  2.  Repairs  to  foreign  cars  shall  be  promptly  made,  and  the 
work  shall  conform  in  detail  to  the  original  constmction,  and  with  the 
same  quality  of  material  originally  used,  except  as  hereinafter  provided. 

Sec.  3.  In  repairing  damaged  cars,  M.  C.  B.  standards  may  be  used 
when  of  dimensions  that  do  not  impair  the  strength  of  the  cars,  in  lieu  of 
the  parts  forming  its  original  construaion. 

Sec.  4.  Any  company  finding  a  link-and-pin  drawbar  in  a  car 
intended  to  be  equipped  with  an  M.  C.  B.  coupler,  and  so  stenciled, 
and  carded  for  wrong  material,  may  replace  the  link-andpin  drawbar  with 
an  M.  C.  B.  coupler. 

Sec.  5.  When  M.  C.  B.  couplers  of  another  make  are  placed  upon  a 
car,  the  uncoupling  arrangements  shall  be  made  operative  at  the  expense 
of  the  company  making  the  re{>airs. 

When  M.  C.  B.  couplers,  knuckles,  metal  brake  beams,  wheels  or 
axles  are  replaced  under,  conditions  which  make  them  chargeable  to  the 
owner,  it  must  be  plainly  stated  on  the  repair  card  and  stub  whether  the 
material  is  new  or  secondhand. 

Sec.  6.  In  replacing  link-and-pin  drawbars,  cast-iron,  wrought,  mal- 
leable iron,  or  steel  drawbars  having  either  a  pocket  or  spindle  attach- 
ment, may  be  used  when  of  sufficient  strength  and  fitting  properly. 

Sec.  7.  Any  company  finding  cars  not  within  the  limits  of  standard 
height  for  drawbars  may  make  repairs  and  charge  to  owners.  Cars  should 
be  adjusted  in  height  when  empty,  as  far  as  possible,  and  in  order  to  justify 
a  bill  for  this  work  under  the  Rules  of  Interchange  an  empty  car  measur- 
ing 32^  inches  or  le^s  should  be  adjusted  to  34^  inches,  or  within  one- 
quarter  inch  thereof,  and  when  it  is  necessary  to  alter  a  loaded  car  it 
should  be  adjusted  to  33^  inches,  or  within  one-quarter  inch  thereof,  or 
as  nearly  as  possible  to  such  height  as  will  bring  it  to  34^  inches  when 
the  car  is  unloaded,  the  height  to  be  measured  from  top  of  the  rails  to  the 
center  line  of  the  drawbar  shank. 

Sec.  8.  Center  sills  or  draft  timbers  must  not  be  spliced.  All  other 
sills  may  be  spliced  once.  When  the  sills  are  less  than  12  inches  in  depth 
the  plan  shown  in  Fig.  8  is  to  be  followed : 
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When  the  sills  are  12  inches  or  more  in  depth  the  plan  shown  in 
Fig.  9  is  to  be  followed: 


The  splice  may  be  located  either  side  of  body  bolster,  but  the  nearest 
point  of  any  splice  must  not  be  within  12  inches  of  same.  The  spliciDg 
of  two  adjacent  sills  at  the  same  end  of  the  car,  or  the  splicing  of  any  sill 
between  cross-tie  timbers,  will  not  be  allowed. 

Sec.  9.    Wheels  on  the  same  axle  must  be  of  the  same  circumference. 

Sec.  10.   New  wheels  must  not  be  mated  with  secondhand  wheels. 

Sec.  II.  Prick-punching  or  shimming  the  wheel  (it  must  not  be 
allowed. 

Sec.  12.  The  wheel  seats  of  foreign  axles  must  not  be  reduced  more 
than  ^  inch  to  fit  the  wheels,  and  in  no  case  must  they  be  reduced  below 
the  limits  given  in  Rule  3,  Section  16. 

Sec.  13.  Any  company  repairing  foreign  cars  with  wrong  material^ 
and  not  in  compliance  with  the  sections  of  this  rule,  shall  be  liable  to  the 
owners  for  the  cost  of  changing  such  car  to  the  original  standard,  or  to  the 
requirements  of  this  rule,  except  that  companies  applying  axles  smaller 
than  the  limits  given  in  Section  16  of  Rule  3  shall  not  be  held  responsible 
for  improper  repairs  if  the  car  is  not  stenciled  showing  the  capacity  of 
the  car. 

USE  OF  REPAIR  CARD. 

Skc.  14.  When  repairs  of  any  kind  are  made  to  foreign  cars  a  repair 
card  shall  be  securely  attached  to  outside  face  of  intermediate  sill  between 
cross-tie  timbers.  This  card  shall  specify  fully  the  repairs  made,  and 
reason  for  same,  the  date  and  place  where  made,  and  name  of  road  making 
repairs.  The  card  shall  be  provided  with  a  stub,  which  will  duplicate  the 
information  on  the  card,  and  stubs  must  be  forwarded  with  the  biU. 

If  no  bill  is  to  be  rendered,  the  repair  card  stub  must  be  forwarded 
on  or  before  the  twentieth  day  of  each  month,  with  the  words  **no  bill '' 
written  across  the  face  of  the  repair  card  stub.     In  case  it  is  not  the  inten- 
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tion  to  render  bill,  the  words  "  no  bill  *'  shall  be  written  across  the  face  of 
the  repair  card. 

The  repair  card  shall  be  3^  by  8  inches,  and  the  stub  3>^  by  4  inches. 
The  card  shall  be  printed  on  both  sides  in  black  ink,  and  shall  be  filled  in 
on  both  sides  with  ink  or  black  indelible  pencil,  and  be  of  the  following 
foim: 
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The  cards  and  stubs  must  state  whether  solid  or  filled  journal  bearings 
are  applied  or  removed. 
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RULE  5.— INSTRUCTIONS  FOR  BILLING. 

Section  i.  Bills  may  be  rendered  for  work  done  under  Section  i  of 
Rule  4,  except  in  cases  where  owners  are  not  responsible  and  the  car 
bears  no  defect  card  covering  the  defects  repaired,  stating  upon  the  bill  the 
date  and  place  where  the  repairs  were  made ;  the  repair  card  stub  or  defect 
card  to  accompany  the  bill. 

Sec.  2.  Car  owners  may  require  receipt  of  repair  card  or  stub  before 
payment  of  bill  for  repairs. 

Sec.  3.  When  improper  repairs  of  owner's  defects  have  been  made 
and  bill  rendered,  the  owner  may  counter  bill  against  the  company  mak- 
ing the  wrong  repairs  for  the  cost  of  changing  the  car  to  the  original  stan- 
dard, or  to  the  requirements  of  Rule  4  if  the  work  is  done. 

Sec.  3  a.  When  improper  repairs  of  defects  for  which  owners  are  not 
responsible  are  made,  the  owner  may  make  bill  against  the  company  mak- 
ing the  improper  repairs  for  the  cost  of  changing  the  car  to  the  original 
standard,  or  to  the  requirements  of  Rule  4  if  the  work  is  done. 

Sec.  3  b.  The  evidence  of  a  joint  inspector  or  the  joint  evidence  of 
two  persons,  one  representing  the  owner  of  the  car,  and  the  other  repre- 
senting the  delivering  road,  that  the  repairs  are  not  proper,  shall  be  final. 
A  joint  evidence  card  shall  be  used  for  this  purpose,  which  shall  be  of  the 
following  form : 
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Sec.  3  ^*  1*^^  joint  evidence  card  shall  not  be  used  as  authority  for 
rendering  a  bill,  but  shall  be  sent  to  the  company  against  which  evidence 
is  presented,  and  it  shall  furnish  defect  card  covering  the  wrong  repairs  if 
it  niade  them. 

Sec.  4.  Bills  may  be  rendered  against  car  owners  for  the  labor  only 
of  replacing  couplers,  drawbars,  brake  beams  (iucluding  their  attachments, 
such  as  shoes,  heads,  jaws  and  hangers),  brake  levers,  top  and  bottom 
brake  rods  that  have  been  lost  on  the  line  of  the  company  making  the 
repairs. 

Sec.  5.  Bills  for  wheel  and  axle  work  shall  be  in  the  following  form  : 
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Sec.  6.  Bills  rendered  for  wheels  and  axles  shall  be  in  accordance 
with  the  following  schedule  of  prices  for  material,  with  the  proper  debits 
and  credits : 


One  36-inch  wheel. 


Nbw. 


Srcomd- 

HAND. 


One  33  inch  wheel 

One  30-inch  wheel  (or  less) 

One  axle,  icx>,ooo  lbs 14.00 

One  axle,  80,000  lbs j     12.00     | 


8.40 
7.20 


Scrap. 


$8.00  1 

I6.00 

I4.00 

6.50 

5.00 
3.00 

3.00 

5.50 

2.50 

S.60 


4.80 


One  axle, 

60, 

000  lbs 

.1  10 

00     , 

6 

00 

4 

00 

One  axle, 

50. 

000  lbs. 

(or 

under)  . . . 

■i  ' 

00 

5 

00 

3 

50 

and  with  an  additional  charge  of  1 1. 50  for  all  labor  for  each  pair  of  wheels 
and  axles  removed  from  the  truck.  If  new  wheels  and  axles  are  substi- 
tuted for  secondhand  wheels  and  axles,  proper  charges  and  credits  shall 
be  allowed,  although  such  substitution  be  made  on  account  of  only  one 
loose  or  defective  wheel,  or  a  defective  axle,  with  the  following  excep- 
tions: In  case  the  owner  of  a  car  removes  a  damaged  wheel  or  axle« 
no  charge  shall  be  made  for  any  difference  in  value  between  the  parts  used 
and  those  removed  that  are  not  damaged. 

When  secondhand  axles  are  applied  under  conditions  which  make 
them  chargeable  to  the  owners,  the  diameters  of  the  journals  of  such  axles 
applied  should  not  be  less  than  ^-inch  above  the  limit  dimensions  given 
in  Section  16,  Rule  3. 

If  car  owner  elects  on  account  of  improper  repairs  to  remove  M.  C.  6. 
standard  axles  suitable  to  the  capacity  of  the  car,  he  shall  allow  credit  for 
secondhand  axles  if  they  are  in  good  order. 

Sec.  7.  Bills  for  wheel  and  axle  work  must'  make  specific  mention  of 
each  axle  and  wheel  removed  or  applied. 

Sec.  8.  Bills  which  do  not  embody  all  the  information  called  for  by 
the  headings  of  the  columns  may  be  declined  until  made  to  conform  to  the 
requirements  of  the  rule.  If  no  marks  are  found  on  wheels  or  axles 
removed,  a  notation  to  that  effect  must  be  made  on  face  of  bill. 

Sec.  9.  In  noting  on  bills  the  cause  of  removal  of  jwheels  and  axles, 
the  terms  used  in  Rule  3,  Sections  2  to  14,  shall  be  used,  and  the  dimen- 
sions of  the  defect  or  variation  from  the  prescribed  limits  should  be  care- 
fully specified. 

Sec.  10.  Bills  for  repairs  made  under  these  rules  and  for  material  fur^ 
nished  shall  be  in  conformity  with  schedules  of  prices  and  credits  for  the 
articles  enumerated  below : 
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Material. 


Air-brake  hose,  1 3<  inch,  complete  with  fittings  applied  . . . . 

Air-brake  hose,  i^  inch,  credit  for  fittings  for  same 

Air-brake  hose,  i  inch,  complete  with  fittings  applied 

Air-brake  hose,  x  inch,  credit  for  fittings  for  same 

Bolts,  nuts,  and  forgings,  finished per  lb. 

Castings,  rough  iron " 

••  "       malleable  iron •• 

•*  "       steel *• 

Chain •• 

Door,  for  end  of  box  or  stock  car,  wooden,  each,  applied ; 
no  credit  for  scrip 

Door,  for  end  of  box  or  stock  car,  ventilated  (wooden  frame 
with  iron  rodsl,  each,  applied ;  no  credit  for  scrap 

Door,  for  side  of  dox  or  stock  car,  wooden,  each,  applied ; 
no  credit  for  scrap 

Door,  for  side  of  box  or  stock  car.  ventilated  (wooden  frame 
with  iron  rods),  each,  applied ;  no  credit  for  scrap 

Door,  for  side  of  stock  car,  with  iron  rods,  each,  applied; 
no  credit  for  scrap 

Half  door,  for  side  of  box  or  stock  car,  each,  applied     

Journal  bearings  of  brass  or  bronze,  lined  or  unlined,  per 
lb.,  applied 

Filled  brass  or  bronze  shell  journal  bearings,  per  lb.,  ap- 
plied   

Labor,  per  hour 

Lumber— yellow,  white  and  Norway  pine,  poplar,  oak,  hick- 
ory and  elm,  dressed  and  framed,  per  ft.  BM,  required 
to  make  the  part 

Nails per  lb. 

Steel  for  springs,  rough " 

••     helical  sprijlgs •* 

Freight  car  paint,  mixed •* 


Charge. 

$2.00 

'"i'.j's" 


.03  , 
.01 5i 
.03 
.05 
.05 

X.75 

3.00 

3.50 

5.00 

4.00 
2.50 

.11 

.08 


.02H 

•03 

.04 

.05 


Credit. 


.80 


.05 


Kc. 


The  weight  charged  for  new  journal  bearings  for  7-inch  journals  and 
over,  but  not  8  inches  long,  shall  not  exceed  10  pounds,  and  the  weight 
charged  for  new  journal  bearings  for  journals  8  inches  long  and  less  than 
9  inches  long  shall  not  exceed  13  pounds.  The  weight  of  scrap  credited 
must  be  one-half  the  weight  of  the  bearing  charged. 

Note. — ^Journal  bearings  having  a  lining  ^  inch  thick  or  thicker, 
shall  be  charged  as  filled  journal  bearings,  and  not  as  lined  journal  bear- 
ings. 

Note, — In  rendering  bills  for  owner's  defeas,  the  following  should 
be  observed : 

No  credit  for  scrap  and  no  charge  for  labor  shall  be  allowed  in  renew- 
ing brake  shoes. 

Whenever  scrap  credits  are  allowable  the  weights  of  scrap  credited 
shall  be  equal  to  the  weights  of  the  new  metal  applied,  except  as  otherwise 
provide  in  the  rules,  and  except  in  the  case  of  link-and-pin  drawbars,  and 
scrap  M.  C.  B.  couplers,  and  parts  of  same,  and  material  applied  on  defect 
cards,  in  which  cases  the  weight  and  kind  of  metal  removed  shall  be 
credited. 

Bills  shall  not  be  rendered  for  amounts  less  than  25  cents  in  aggre- 
gate, but  charges  for  items  less  than  25  cents  may  be  held  until  they 
amount  to  that  sum,  provided  said  aggregate  is  rendered  within  60  days. 
No  bill  shall  be  returned  for  correction  on  account  of  error  for  less  than 
25  cents,  but  request  shall  be  made  for  credits  and  adjustment  in  subse- 
quent month. 
22 
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All  offices  rendering  bills  should  consolidate  all  charges  against  sny 
one  company  into  one  monthly  bill. 

Sec.  II.  M.  C.  B.  couplers  and  parts  of  same  of  whatever  make, 
when  new,  shall  be  billed  as  follows: 

One  coupler  complete I7.50 

One  coupler  shank 4.50 

Other  individual  parts $%  cents  per  pound 

Credit  for  broken  parts  renewed  shall  be  at  rates  given  in  Sections  10 
and  12  of  Rule  5. 

Sec.  12.  When  M.  C.  B.  coupler  parts  or  metal  brake  beams  are 
replaced,  good  secondhand  material  may  be  used,  but  they  must  be  charged 
at  seventy-five  per  cent  of  the  prices  when  new.  The  credits  for  similar 
parts  released  from  service  in  good  condition  must  also  be  seventy-five  per 
cent  of  the  prices  when  new. 

Sec.  13.  Manufactured  articles  not  included  in  the  above  list,  most 
be  charged  at  current  market  prices,  without  freight  charges. 

Sec.  14.  When  M.  C.  B.  couplers  are  changed  in  Canada  to  replace 
wrong  material,  couplers  may  be  charged  at  the  prices  fixed  by  the  rules, 
plus  the  customs  duty  paid  on  entering  Canada. 

Sec.  15.    No  percentage  to  be  added  to  either  material  or  labor. 

Sec.  16.  Bills  for  the  following  work,  to  make  cars  conform  to  United 
States  laws  and  to  conform  to  the  requirements  of  Section  7,  Rule  4,  must 
be  rendered  within  60  days  after  the  work  is  done,  and  must  state  the 
height  of  the  car  before  and  after  altering. 

Altering  height  of  one  end  of  one  car fi.oa 

Putting  on  one  handhold  or  grabiron 20 

Sec.  17.  The  following  table  shows  the  number  of  hours  which  may 
be  charged  for  labor  in  doing  the  various  items  of  work  enumerated, 
which  includes  all  work  necessary  to  complete  each  item  of  repairs,  except 
in  so  far  as  labor  is  already  included  in  charges  for  materials : 


Arch  bars,  i  or  2,  replaced  on  same  side  of  truck. . 
Blacksmith  shop,  labor  in  repairing  i  arch  bar... 

I  bolster,  body,  composite,  replaced 

I  bolster,  body,  plain  metal  or  wood,  replaced 

I  bolster,  body,  plain  metal  or  wood,  replaced 

when  one  or  more  defective  sills  are  replaced 
I  bolster,  composite,  replaced,  when  one  or  more 

defective  sills  are  replaced 

I  bolster,  truck,  replaced 

I  bolster,  truck,  and  i  spring  plank  in  same  truck, 

replaced 

I  spring  plank,  replaced 

I  platform  plank,  replaced 

I  Drake  beam,  replaced 

Buffer  blocks,  cast-iron,  each,  replacing 


■Ordinary 
Cars. 


Charge 
Hrs.       for 
Labor. 


Refrigerator 
Cars. 


$  .60 

3 

.40 

2 

2.00 

12 

1.60 

10 

.40 

2 

.80 

4 

2.00 

10 

2.40 

12 

2.00   , 

10 

.20 

I 

.40 

2 

.20  . 

I     1 

Charge 
Hrs.       for 
Ubor. 


;    .60 

.40 

2.40 

2.00 


.80 
2.00 

2.40 
2.00 
.20 
.40 
.20 
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« 

Buffer  blocks,  wooden,  replacing  at  one  end  of 

car 

I  carlin,  replaced 

I  center  plate,  replacing 

a      "     plates,       "       at  same  end 

Center  plate  bolts,  repUcing.  in  part  or  all  at  one 

end  

Column  bolts,  one  or  more,  replaced  in  same 

tmck 

I  comer  iron,  replaced 

I  cross-tie  timber,  replaced 

I  cross-tie  timber,  replaced  when  one  or  more 

defective  sills  are  replaced 

I  draft  timber,  replaced 

1  draft  timber,  replaced  when  its  center  sill  has 

been  replaced 

2  draft  timbers  on  same  end,  replaced 

Draft  timber  bolts  complete,  at  one  end  of  car, 

replacing  

I  drawbar,  M.  C.  B.  coupler  or  coupler  body  re- 
placed   

I  drawbar  spring  or  drawbar,  or  both,  replaced  . . 

I  or  2  drawbar  stops  at  same  end  of  car,  replaced 

All  drawbar  stops  at  one  end  of  car,  replaced  ... 

X  releasing  rod  for  M.  C.  B.  coupler,  replaced  . . . 

I  or  2  follower  plates  at  same  end  of  car,  replaced 

I  end  plate,  replaced 

Rehanging  old  end  door 

*'   side    ••    

X  end,  corner,  door  or  side  post,  replaced 

1  journal  box,  replaced 

2  "       boxes  on  same  axle,  replaced 

1  center  sill,  replaced 

2  center  sills,  replaced 

I  end  sill  under  siding,  replaced 

I  end  sill  outside  siding,  replaced 

I  end  sill  under  siding,  replaced  when  one  or  more 

defective  sills  have  been  replaced 

I  end  sill  ootside  siding,  replaced  when  one  or 

more  defective  sills  have  been  replaced 

I  intermediate  sill    replaced 

a  ••  sills        *•       

3  "  ••  ••        

4  ••  ••  ••        

I  inter,  sill  and  i  center  sill  replaced 

1  * 2      "      sills        ••        

2  •*     sills    '*    1      "       sill  ••        

2  '*      **        "    2      "      sills        ••        

3  •*      "        •*    1      "      sill  "        

3  ••      ••        ••   2      ••      sills        •»        

4  **       "        ••    I      ••       sill  ♦•        

4      '•       *•        ••    2      "       sills        ••        

I  intermediate  sill,  spliced 

I  side  sill    and  i  center  sill  replaced 

1  "       ••       •*   a      "      sills       "         

2  '*     sills    **    1      '•       sill         ••         

2  "       *'        "   2     "       sills       ••  

1  "     sill  spliced 

1  *•     sill  replaced 

2  "     sills       ••        

I  "     sill  and  I  inter,  sill  replaced 

I  ••       ••        **   2      "     sills       ••        

1  ••       •'        "    3 

I 4      "        "  *'        

2  ••     sills    •*    1      '•     sill  ••        

2     *•  *•  •*     2        '*      sills  "  

2  side  sills  and  3  inter,  sills  replaced 


Ordinary 
Cars. 


Hrs. 


2 
29 
35 
4» 
47 
38 
44 
43 
50 
48 
60 
60 
65 
II 
48 

ii 
71 
12 
25 
40 

44 
50 
56 
62 
58 
64 


.40 
.60 


.60 

.40 
.20 
.40 


.20 
1.80 

.60 

.40 
.40 
.40 
.€0 
.10 

.40 

2.40 

.10 

.20 

.60 

.40 

.60 

6.40 

7.60 

3.00 

1  40 

.60 


Refrigerator 
Cars. 


Hrs. 


5.80 

40 

7.00 

.')6 

8.20 

66 

9.40 

76 

7.60 

60 

8.80 

81 

8.60 

70 

10.00 

91 

9.60 

80 

12.00 

lOI 

12.00 

90 

13.00  ; 

III 

2.20 

M 

9.60  ! 

65 

10.60 

86 

13.60 

86 

14.20 

107 

2.40 

15 

5.00 

44 

8.00 

65 

8.80 

60 

10.00 
11.20 

S 

12.40 

QO 

11.60 

81 

12.80  1 

91 

14.00  • 

101 

Charge 

for 
Labor. 


$  .40. 

'.40- 
.60- 

.60- 

40 
.20* 
.60- 


.20 
2.00- 

60 

.40 
•  40- 
.40 
.60 


.20- 
1.20 

:£ 

8.80- 
13.00 
3.00 
1.40 

.60 


8.00 
11.20 
13.20 
15.20 

12.00 
16.20 
14.00 
18.20 
16.00 
20.20 
18.00 
22.20 

2. 80 
13.00 
17.20 
17.20 
21.40 

3.00 

8.8o> 
13.00 
12.00 
14.00 
16.00 
18.00 
16. ao 
18.20 
20.20. 
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2  side  sills  and  4  inter,  sills  replaced 

I  side,  X  inter,  and  x  center  sill  replaced. 


sills 


Each  side  or  inter,  sill  spliced,  when  other  sills 

have  to  be  replaced  as  above 

I  truck  spring  replaced 

X  truck  transom,  wood,  replaced 

1  side  plank  renewed  on  gondola  car 

2  "     planks     "  "  same  side 

3  '*         *•  "  "      •'        ••    

lend  plank      "  "  gondola  car 

2    '*     planks     "  "  same  end 

I  side  plate  applied 

I     "        ••      spliced 


X  running  board,  complete,  applied. 
Head  center  pin  applied,  empty  car. 

••  4t       i.  M        loaded  **  . 

Key  •'       "  •*       empty   "  . 

„  ••       •<  M        loaded  *'  . 


76 
53 

76 
63 
81 
68 
86 

I? 

63 
69 

86 
91 

6 

2 
10 

U 

7 

2 

2M 
3 

'i 

6 
Vi 

xl^ 


Sxs.ao  ' 
X0.60 
14.80  , 
IX. 60 
15. ao  , 
>a.6o  I 
16. 20 
X3.60 

X1.60 
i5.ao  I 

12. 60   > 

X3.80 

14. 80 

16.20 

17.20 

18.20 

1.20 
.40 

2.00 
.80 

I.XO 

X.40 
.40 

.60 
3.00 
1.60 

1.20 
.XO 
.60 
.30 
.30 


Refrigerator 
Cars.  ' 


Hrs. 


XIX 

8x 
X08 

91 
X12 

lOI 
X22 

XII 
13a 
X02 

xa3 
112 
122 
132 
133 
M3 
X53 


25 
15 
6 

i5< 


Charge 

for 
Labor. 


I21.20 

16.  SO 

S0.40 
18.20 
2S.40 

20.10 
«4-40 
23.t0 
26.40 
20.40 
24.60 
22.40 
tl.40 
2640 
26.60 

aB.6o 
30.60 

x.40 

40 
2.00 


5.00 
3.00 

1.90 
.10 
.60 

•30 
.30 


Note.— An  additional  charge  of  75  cents  shall  be  allowed  in  replacing 
intermediate  or  center  sills  on  cars  equipped  with  air  brakes. 

No  charge  to  be  made  for  labor  of  replacing  or  applying  M.  C.  B.  knuckles, 
knuckle  pins,  locking  pins,  clevises,  brake  shoes  or  brake-shoe  keys. 

When  it  is  necessary  to  apply  an  M.  C.  B.  coupler  complete,  on  account  of 
a  broken  or  missing  knuckle,  the  usual  labor  charge  for  replacing  a  coupler  can 
be  made. 

No  additional  labor  to  be  charged  for  applying  center  pin  or  friction  rollers 
when  center  plate  bolts  or  center  plates  are  renewed  on  same  end  of  car. 

Sec.  18.  The  following  table  shows  the  labor  charges  allowable,  in 
cents,  for  the  items  named  in  air-brake  work : 

Angle  cock,  renewing 

Angle  cock,  handle,  renewing 

Coupling,  dummy,  applying 

Cut-out  cock,  renewing i 

Cut-out  cock,  handle,  renewing  . . . .' 

Cylinder  body  or  reservoir,  or  both,  renewing 2; 

Cylinder  and  reservoir,  tightening  when  loose 10 

Cylinder  release  spring,  renewing 10 

Cylinder  gasket,  renewing 20 

Check  valve  case,  renewing 10 

(^heck  valve  case  gasket 10 
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Gasket,  coupling,  renewing 3 

Rpc,  renewing  one  section 10 

fipe,  securing  to  body 10 

Pipe  nipplb  on  end  of  train  pipe  renewed 5 

Fiston,  renewing 10 

Piston,  packing  leather,  renewing 15 

Pressure-retaining  valve,  repairing 15 

Release  valve,  repairing 10 

Release  valve  rod,  repairing 10 

Strainer,  renewing 5 

Triple  slide  valve,  repairing 40 

Triple  emergency  valve  seat,  repairing 10 

Triple  valve  gasket,  renewing 10 

Triple  valve  cleaned  and  oiled ^ 10 

Cylinder  cleaned  and  oiled 15 

Sec.  19.  The  settlement  prices  of  new  eight- wheel  cars  shall  be  as 
follows,  with  an  addition  of  I36  for  each  car  equipped  with  air  brakes. 
The  road  destroying  a  car  with  air  brakes  may  elect  to  return  the  air-brake 
apparatus,  inchiding  such  attadmients  as  are  usually  furnished  by  the  air 
brake  manufacturer,  complete  and  in  good  condttion. 


BODIES. 

IVood  or  Iron. 

Box  car,  eight- wheel,  36  feet  long  or  over,  but  under  40  feet. . . .  I325 .00 

Box  car,  eight- wheel,  34  feet  long  or  over,  but  under  36  feet  long  300.00 

Box  car,  eight-wheel,  32  feet  long  or  over,  but  under  34  feet  long  275 .00 

Box  car,  eight-wheel,  under  32  feet  long 240.00 

Flat  car,  eight- wheel,  plain,  32  feet  long  or  over 125 .00 

Flat  car,  eight- wheel,  plain,  under  32  feet  long 100.00 

Gondola  car,  eight-wheel,  dro{>-bottom,  30  tons  or  over,  but 

under  40  tons 275 .00 

Gondola  car,  eight-wheel,  drop-bottom,  25  tons  or  over,  but 

under  30  tons 250.00 

Gondola  car,  eight-wheel,  drop-bottom,  20  tons  or  over,  but 

under  25  tons 220.00 

Gondola  car,  eight- wheel,  drop-bottom,  under  20  tons 180.00 

Gondola  car,  eight- wheel,  hopper-bottom,  30  tons  or  over,  but 

under  40  tons 300.00 

Gondola  car,  eight-wheel,  hopper-bottom,  25  tons  or  over,  but 

under  30  tons 275 .00 

Gondola  car,  eight-wheel,  hopper-bottom,  20  tons  or  over,  but 

under  25  tons 240.00 

Gondola  car,  eight  wheel,  hopper-bottom,  under  20  tons 200.00 

Gondola  car,  eight- wheel,  plain,  32  feet  long  or  over 150.00 

Gondola  car.  eight- wheel,  plain,  under  32  feet  long 125 .00 

Stock  car,  eight-wheel,  34  feet  long  or  over 300. 00 

Stock  car,  eight- wheel,  32  feet  long  or  over,  but  under  34  feet  . .  275 .00 

Stock  car,  eight-wheel,  under  32  feet  long 240.00 

NoTB.— The  lenf(tb9  of  cars  above  iB«ation«d  refer  to  the  lengths  over  the 
eodaiUt. 

When  cars  of  60,000  pounds  capacity  or  over  and  so  stenciled,  have 
trucks  with  journals  4  inches  or  over  in  diameter  when  new,  I25  per  car 
shall  be  added  to  the  figures  as  given  above  for  the  values  of  car  bodies. 
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TRUCKS. 

^,000  lbs.  capacity  or  under,  with  wood  bolster,  per  pair $17S'^ 

•60,000  lbs.  capacity  or  under,  all  metal,  per  pair 230.00 

80,000  lbs.  capacity  or  under,  but  over  60,000  lbs.,  all  metal,  per 

pair 255.00 

100,000  lbs.  capacity  or  under,  but  over  80,000  lbs.,  all  metal, 

per  pair 280.00 

Prices  include  brake  beams  complete,  truck  levers,  dead  lever  guides 
•and  bottom  connection  rods. 


FOUR-WHEEL  CARS. 

-Coal  car,  ordinary,  complete I200.00 

Box  car,  complete 230.00 

•Gondola  car,  drop-bottom,  complete 300.00 

Sec.  20.  Depreciation  due  to  age  sball  be  estimated  at  six  per  cent 
per  annum  upon  the  yearly  depreciated  value  of  the  bodies  and  trucks 
only;  provided,  however,  that  allowances  for  depreciation  shall  in  no 
case  exceed  sixty  per  cent  of  the  value  new.  The  amount,  $36,  for  air 
brakes  shall  not  be  subject  to  any  depreciation. 

Sec.  21.  Refrigerator  cars,  special  stock  cars  and  other  freight  cars, 
•designed  for  special  purposes,  not  referred  to  above,  shall  be  settled  for  at 
the  present  cost  price,  as  may  be  agreed  to  by  the  parties  in  interest,  less 
^he  deduction  for  depreciation  due  to  age,  which  shall  be  on  the  same 
basis  as  for  regular  freight  equipment. 

Sec.  22.  In  rendering  bills,  cars  shall  be  treated  as  belonging  to 
-companies  or  individuals  whose  name  or  initials  they  bear,  except  in  case 
of  Line  Cars  where  the  equipment  list  of  the  general  officers  of  the  Line 
•designates  a  party  to  make  settlement. 

Sec.  23.  Switching  roads  will  only  be  allowed  to  render  bills  against 
car  owners  for  the  following  defects  made  and  repaired  by  them :  Roof 
lost  on  account  of  decay  or  faulty  construction,  broken  truck  springs,  truck 
'transoms,  arch  bars;  column  bolts,  truck  hangers,  truck  transom  truss  rods, 
truck  bolsters,  truck  bolster  truss  rods,  oil  boxes,  spring  planks,  truck 
lianger  pins,  side  bearings  and  center  plates,  provided  the  damage  has  not 
•been  caused  by  derailment  or  rough  usage.  They  will  be  allowed  to 
render  bills  direct  against  car  owners  on  all  car  owners*  defects  on  cars 
received  by  them  from  a  railroad  company,  provided  they  procure  joint 
evidence  from  the  delivering  road  that  such  car  owners*  defects  existed 
when  the  car  was  delivered  by  the  railroad  company ;  joint  evidence  to 
accompany  the  bill  against  the  car  owner. 

A  switching  road  is  a  corporation  doing  the  major  i>art  of  its  business 
on  a  switching  charge,  or  one  which  does  not  pay  mileage  for  handling 
cars. 
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RULE  6.— DESTROYED  CARS  AND  THE  RETURN  OF 
TRUCKS. 

Section  i.  The  company  on  whose  line  the  bodies  or  trucks  are 
destroyed  shall  report  the  fact  to  the  owner  not  later  than  30  days  after 
their  destruction,  and  shall  have  its  option  whether  to  rebuild  or  settle  for 
the  same. 

Sec.  2.  If  the  company  on  whose  lines  the  car  is  destroyed  elects  to 
rebuild  either  body  or  trucks,  or  both,  the  original  plan  of  construction 
must  be  followed,  and  the  original  kind  and  qualities  of  materials  used. 
The  rebuilding  must  be  completed  within  60  days  from  the  original  date  of 
damage  or  destruction.  In  such  cases  no  allowance  shall  be  made  for 
betterments. 

Sec.  3.  If  only  the  body  of  a  car  is  destroyed,  and  the  company 
destroying  it  elects  to  return  the  trucks,  they  shall  be  put  in  good  order, 
or  accompanied  by  a  defect  card,  covering  all  defects  or  improper  repairs 
made  by  them  for  which  owners  are  not  responsible,  and  forwarded,  within 
60  days,  free  of  freight  or  other  charges,  to  the  nearest  point  on  the  line  of 
the  company  owning  or  operating  the  car,  and  the  number,  line  and  class 
of  car  destroyed  shall  be  stenciled  or  painted  on  each  truck  so  returned. 

Sec.  4.  For  the  mutual  advantage  of  railway  companies  interested, 
the  settlement  for  a  car  owned  or  controlled  by  a  railway  company,  when 
damaged  or  destroyed  upon  a  private  track,  shall  be  assumed  by  the  rail- 
way company  delivering  the  car  updn  such  tracks. 

RULE    7.— SENDING     HOME    WORN-OUT    AND     DAMAGED 

CARS. 

Section  i.  A  car  unsafe  to  load  on  account  of  general  worn-out 
condition,  due  to  age  or  decay,  shall  be  reported  to  its  owner,  who  must  be 
advised  of  all  existing  defects.  If  the  owner  elects  to  have  it  sent  home, 
he  shall  furnish  two  home  cards,  noting  upon  them  existing  defects  and  the 
route  over  which  the  car  is  to  be  returned  to  its  owner.  If  the  route  coin- 
cides with  that  over  which  the  car  passed  to  the  point  where  it  became 
unserviceable,  no  liability  shall  be  incurred  as  between  the  owner  and  the 
road  handling  the  car,  either  for  freight  chaises  in  handling  the  car  or  for 
car  service  during  this  movement. 

Such  cards  shall  be  attached  to  each  side  of  the  body  of  the  car. 
They  shall  be  3^  by  8  inches,  and  of  the  form  shown  below.  They  shall 
be  printed  on  both  sides,  and  shall  be  filled  in  on  both  sides  with  ink  or 
black  indelible  pencil : 
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R.  R. 
R.  R. 


VIA 


To  be  shopped  for  . 


(Head  of  Car  Department.) 


Sec.  2.  a  car  which  is  safe  to  run,  but  unsafe  to  load  on  account  of 
serious  damage  caused  by  wreck  or  accident,  may  be  reported  to  the 
owners  and  disposed  of  as  provided  in  Section  i,  if  the  0¥mer  so  elects. 

Sec.  3.  In  case  of  private  line  cars,  the  cars  shall  be  r^ularly  billed 
home,  and  the  owner  notified. 

RULE  8.— FURNISHING  MATERIALS. 

Companies  shall  promptly  furnish  to  each  other,  upon  requisition,  and 
forward  free  over  their  own  road,  material  for  repairs  of  their  cars  injured 
upon  foreign  lines  that  cannot  be  procured  in  open  market.  Requisition 
for  such  material  shall  state  that  it  is  for  repairs  of  cars,  and  shall  give  the 
number  and  lettering  of  such  cars  and  pattern  number  of  castings  required 
when  possible. 

RULE  9.— FURNISHING  DUPLICATE  CARDS. 

Duplicate  defect  and  repair  cards  shall  be  furnished  for  lost  or  illegible 
cards. 

RULE  10.— CONDITIONS  OF  ACCEPTANCE  OF  THIS   CODE. 

Section  i.  Any  car  owner  or  railway  company  may  become  a  party 
to  this  Code  of  Rules  by  giving  notice  through  one  of  its  general  officers 
to  the  Secretary  of  the  Master  Car  Builders'  Association. 

Sec.  2.  Any  car  owner  or  railway  company  that  is  a  party  to  this 
Code  of  Rules  shall  be  bound  by  same  through  its  successive  revisions, 
until  one  of  its  general  officers  files  with  the  Secretary  of  the  Master  Car 
Builders'  Association  its  notification  of  withdrawal. 

Sec.  3.  Acceptance  or  rejection  of  this  Code  of  Rules  must  be  as  a 
whole,  and  no  exception  to  an  individual  rule  or  rules  shall  be  valid. 
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RULE  II.— SETTLEMENT  OF  DISPUTES. 

In  order  to  settle  disputes  arising  tinder  the  rules,  and  to  facilitate 
the  revision  of  the  rules  at  the  annual  conventions  of  the  Association,  an 
Arbitration  Committee  of  five  representative  members  shall  be  appointed 
annually  by  the  Executive  Committee;  three  members  of  this  committee 
to  constitute  a  quorum. 

In  case  of  any  dispute  or  question  arising  under  the  rules  between  the 
subscribers  to  said  rules,  the  same  may  be  submitted  to  this  committee 
through  the  Secretary,  in  abstract  jointly,  said  abstract  setting  forth  the 
point  or  points  at  issue,  and  each  party's  interpretation  of  the  rules  upon 
which  its  claim  is  based,  clearly  and  concisely,  not  exceeding  three  type- 
vrritten  pages  of  letter  size,  single  space,  which  shall  be  signed  by  both 
parties  to  the  dispute.  Should  one  of  the  parties  refuse  or  fail  to  furnish 
the  necessary  information,  the  committee  shall  use  its  judgment  as  to 
whether,  with  the  information  furnished,  it  can  properly  give  its  opinion. 
The  decisions  of  the  committee  shall  be  final  and  binding  upon  the  parties 
concerned.  This  committee  shall  report  its  decisions  to  the  Association, 
and  its  report  shall  be  incorp>orated  in  the  annual  report  of  proceedings  of 
the  Association. 

RULE  I2.--REVISI0N  OF  THIS  CODE  OF  RULES. 

Section  i.  The  Arbitration  Committee  shall  ask  for  suggestions  of 
changes,  amendments  and  additions  to  these  rules  prior  to  each  annual 
convention,  which  it  shall  consider,  and  it  shall  report  its  recommendations 
to  the  succeeding  annual  convention. 

Sec.  2.  In  the  revision  of  these  rules  by  the  Association,  a  two-thirds 
vote  shall  be  necessary  for  adoption. 

Sec.  3.  Voting  powers  shall  be  the  same  as  prescribed  in  the  Consti- 
tution of  the  Master  Car  Builders'  Association  on  matters  pertaining  to  the 
adoption  of  standards  and  the  expenditure  of  money. 

Sec.  4.  This  Code  of  Rules  shall  be  introduced  for  discussion  and 
revision  at  one  session  of  the  Master  Car  Builders'  Association  convention 
each  year. 

RULE  13. 

This  Code  of  Rules  shall  take  effect  September  i,  1898. 
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LIST  OF  CAR  OWNERS   AND   RAILWAY 
COMPANIES 

WHICH  HAVE  ADOPTED  THE  CODE  OF  RULES  GOVERNING  THE 
CONDITION  OF,  AND  REPAIRS  TO.  FREIGHT  CARS  FOR  THE 
INTERCHANGE  OF  TRAFFIC. 

The  follinoing  is  a  complete  list  of  car  owners  and  railway  companies  which 
have  given  notice  of  the  cuioption  of  the  above  Code  of  Rules, 

Other  companies  which  adopt  this  Code  of  .Rules  should  notify  the  Secretary  in 
accordance  with  the  Rules,  so  that  the  names  of  such  companies  may  be  included  in 
the  list  thereafter.  Notice  should  be  given  of  all  changes  in  the  names  of  companies 
in  this  list. 


Alabama  Great  Southern. 

Alabama  &  Vicksburg. 

Allegheny  Valley. 

American  Cotton  Oil  Co. 

American  Refrigerator  Transit  Co. 

American  Tank  Line. 

Ann  Arbor. 

Armour  Car  Lines. 

Armour  Packing  Co. 

Atchison,  Topeka  &  Santa  Fe. 

Atlanta,  Knoxville  &  Northern. 

Atlanta  Stone,  Coal  &  Lumber  Line. 

Atlanta  &  Florida. 

Atlantic  &  Danville. 

Atlanta  &  West  Point. 

Baltimore  &  Ohio. 

Baltimore  &  Ohio  South- Western. 

Baltimore  &  Potomac. 

Barberton  Belt 

Bay  Terminal. 

Beech  Creek. 

Bennington  &  Rutland. 

Boston  &  Albany. 

Boston  &  Lowell. 

Boston  &  Maine. 

Boston,  Hoosac  Tunnel  &  Western. 

Brainerd  &  Northern  Minnesota. 

Bristol,  Elizabethton  &  North  Carolina. 

Buffalo,  Rochester  &  Pittsburgh. 

Buffalo,  St.  Marys  &  South- Western. 


Buffalo  &  Susquehanna. 

Burlington,  Cedar  Rapids  &  Northern. 

Burlington  &  Missouri  River  in  Nebraska. 

Burton  Stock  Car  Co. 

Butte,  Anaconda  &  Pacific. 

Cairo,  Vincennes  &  Chicago. 

California  Fruit  Transportation  Co. 

Cammal  &  Black  Forest. 

Canada  Southern. 

Canadian  Pacific. 

Canda  Cattle  Car  Co. 

Carolina  Central. 

Cape  Fear  &  Yadkin  Valley. 

Cape  Girardeau  South- Western. 

Central  R.  R.  &  Banking  Co.  of  Ga. 

Central  Railroad  of  New  Jersey. 

Central  Vermont. 

Champaign  &  Havana. 

Chattanooga,  Rome  &  Columbus. 

Chattanooga  Southern. 

Chesapeake,  Ohip  &  South-Westem. 

Chesapeake  &  Ohio. 

Chesapeake  &  Western. 

Chicago,  Burlington  &  Kansas  City. 

Chicago,  Burlington  &  Northern. 

Chicago,  Burlington  &  Quincy. 

Chicago,  Fort  Madison  &  Des  Moines. 

Chicago  Great  Western. 

Chicago  Junction. 

Chicago,  Lake  Shore  &  Eastern. 
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Chicago,  Milwaukee  &  St.  Paul. 
Chicago,  New  York  &  Boston  Refrigera- 
tor Co. 

Chicago,  Peoria  &  St.  Louis. 

Chicago,  Rock  Island  &  Pacific. 

Chicago,  St.  Louis  &  Pituburgh. 

Chicago,  St.  Paul,  Minneapolis  &  Oinaba. 

Chicago  &  Alton. 

Chicago  &  Calumet  Terminal. 

Chicago  &  Eastern  Illinois. 

Chicago  &  Erie. 

Chicago  &  Iowa. 

Chicago  &  Northern  Pacific. 

Chicago  &  North- Western. 

Chicago  &  South  Bend. 

Chicago  &  West  Michigan. 

Chicago  &  Western   Indiana  and   Belt 
Railway 

Choctaw,  Oklahoma  &  Gulf. 

Cincinnati,  Hamilton  &  Dayton. 

Cincinnati,  Selma  &  Mobile. 

Cincinnati  Southern. 

Cincinnati,  New  Orleans  &  Texas  Pacific. 

QeveUnd,  Akron  &  Columbus. 

Cleveland,   Cincinnati,   Chicago   &    St. 
Louis. 

Cleveland  &  Marietta. 

Cleveland,  Canton  &  Southern. 

Cleveland,  Lorain  &  Wheeling. 

Cleveland  Terminal  &  Valley. 

Clove  Branch. 

Colorado  Midland. 

Columbus,  Hocking  Valley  &  Toledo. 

Columbus,  Sandusky  &  Hocking. 

•Connecticut  River. 

Consolidated  Cattle  Car  Co. 

Consolidated  Rolling  Stock  Co. 

Cornwall. 

Cornwall  &  Lebanon. 

Craig  Oil  Co. 

Cudahy  Refrigerator  Line. 

Cumberland  Valley. 

Cumberland  &  Pennsylvania. 

Delaware,  Lackawanna  &  Western. 

Delaware,  Susquehanna  &  Schuylkill. 

Delaware  &  Hudson  Canal  Co. 

Denver  &  Rio  Grande. 


Detroit,  Grand  Rapids  &  Western. 

Detroit,  Toledo  &  Milwaukee. 

Detroit  &  Lima  Northern. 

Detroit  &  Mackinac. 

Des  Moines  8c  Fort  Dodge. 

Des  Moines  &  Northern. 

Dolese  &  Shepard. 

Duluth  &  Iron  Range. 

Duluth,  South  Shore  &  Atlantic. 

Durham  &  Northern. 

East  St.  Louis  Connecting. 

East  &  West. 

Elgin,  Joliet  &  Eastern. 

Elmira,  Cortland  &  Northern. 

Erie  &  Wyoming  Valley. 

Evansville  &  Terre  Haute. 

Express  Coal  Line. 

Fairbank  Co.,  The  N.  K. 

Fall  Brook. 

Findlay,  Ft.  Wayne  &  Western. 

Fitchburg. 

Flint  &  Pere  Marquette. 

Florida  Central  &  Peninsular. 

Fort  Worth  &  Denver  City. 

Galveston,  Harrisburg  &  San  Antonio. 

Geneva,  Ithaca  &  Sayre. 

George*s  Creek  &  Cumberland. 

Georgia. 

Georgia,  Carolina  &  Northern. 

Georgia  Southern  &  Florida. 

Grand  Rapids  8c  Indiana. 

Grand  Trunk  R'y  System. 

Great  Northern  Railway  Line. 

Gulf,  Colorado  &  Santa  Fe. 

Gulf,  Western  Texas  &  Pacific. 

Hannibal  &  St.  Joseph. 

Hartford  &  Connecticut  Western. 

Housatonic. 

Houston  &  Texas  Central. 

Huntington  &  Broad  Top  Mountain. 

Illinois  Central. 

Indiana,  Bloomington  &  Western. 

Indianapolis,  Decatur  &  Western. 

Intercolonial  of  Canada. 

International  &  Great  Northern. 

Iowa  Central. 

Iowa,  Indiana  &  Illinois. 
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Iron  Car  Express  Coal  Line. 
Jacksonville,   St.   Augustine    &    Indian 

River. 
Jacksonville,  Tampa  &  Key  West. 
Jacksonville  &  St.  Louis. 
Jacob  Dold  Packing  Co. 
Kanawha  &  Michigan. 
Kansas  City,  Fort  Scott  &  Memphis. 
Kansas  City,  St.  Joseph  &  Council  Bluf!f . 
Keokuk  &  Western. 
Lake  Champlain  &  Moriah. 
Lake  Erie  &  Detroit  River. 
Lake  Erie  &  Western. 
Lake  Shore  &  Michigan  Southern. 
Leavenworth,  Kansas  &  Western. 
Lehigh  Valley. 
Lexington  &  Eastern. 
Lipton  Car  Lines. 
Litchfield,  Carrollton  &  Western. 
Louisville,  Evansville  &  St.  Louis. 
Louisville,  New  Albany  &  Chicago. 
Louisville  &  Nashville. 
Louisville,  New  Orleans  &  Texas. 
Louisville,  St.  Louis  &  Texas. 
Louisville  &  St.  Louis.         ^ 
Madison,  Alton  &  Chicago. 
Mahoning  Valley. 
Maine  Central. 
Manhattan  Oil  Co. 
Manitoba  &  North-Westem  Railway  of 

Canada. 
Martin,  John  C. 
Mason  City  &  Fort  Dodge. 
Mexican  Central. 
Mexican  Northern. 
Michigan  Central. 

Milwaukee,  Lake  Shore  &  Western. 
Missouri  Pacific. 

Minneapolis,  St.  Paul  &  Sault  Ste.  Marie. 
Minneapolis  &  St.  Louis. 
Missouri,  Kansas  &  Texas. 
Montana  Union. 
Mobile  &  Ohio. 

Nashville,  Chattanooga  &  St.  Louis. 
National  Car  Co. 
National  Rolling  Stock  Co. 
Nelson  Morris  &  Co. 


Newburgh,  Dutchess  &  Connecticut. 
New  Orleans  &  North- Eastern. 
Newport  News  &  Mississippi  Valley. 
New  York  Central  &  Hudson  River. 
New  York  &  Northern. 
New  York,  Chicago  &  St.  Louis. 
New  York,  Lake  Erie  &  Western. 
New  York,  New  Haven  &  Hartford. 
New  York,  Ontario  &  Western. 
New  York,  Philadelphia  &  Norfolk. 
New  York,  Pennsylvania  &  Ohio. 
New  York,  Providence  &  Boston. 
New  York  &  New  England. 
New  York,  Susquehanna  &  Western. 
New  York,  Texas  &  Mexican. 
Norfolk  Southern. 
Norfolk  &  Carolina. 
Norfolk  &  Western. 
Northern  Central. 
Northern  Pacific. 
Old  Colony. 
Ohio  Southern. 
Ohio  &  Mississippi. 
Ogdensburg  &  Lake  Champlain. 
Omaha  &  St.  Louis. 
Oregon  Railroad  &  Navigation  Co. 
Pennsylvania  Company. 
Pennsylvania  Railroad. 
Pennsylvania,  Poughkeepsie  &  Boston. 
Peoria,  Decatur  &  Evansville. 
Petersburg. 

Philadelphia  &  Reading. 
Philadelphia,  Reading  &  New  England. 
Philadelphia,  Wilmington  &  Baltimore. 
Pittsburgh,  Akron  &  Western. 
Fittsburgh,  Chartiers  &  Youghiogheny. 
Rttsburgh,  Cincinnati,   Chicago  &  St 

Louis. 
Pittsburgh,  Bessemer  &  Lake  Erie. 
Pittsburgh  &  Eafitem. 
Pittsburgh  &  Lake  Erie. 
Pittsburgh  &  Western. 
Plant  System. 

Pontiac,  Oxford  &  Northern. 
Providence  &  Worcester. 
Provision  Dealers'  Despatch. 
Raleigh  &  Augusta  Air  Line. 
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Raleigh  &  Gaston. 

Richmond y  Fredericksburg  &  Potomac. 

Rio  Grande  Western. 

Rock  Island  &  Peoria. 

Rome,  Watertown  &  Ogdensburg. 

Roanoke  &  Tar  River. 

Rutland. 

Saginaw  Valley  &  St.  Louis. 

Santa  Fe  Pacific. 

Santa  Fe,  Prescott  &  Phoenix. 

Scioto  Valley. 

Seaboard  &  Roanoke. 

Seattle  &  International. 

Shenandoah  Valley. 

Sherman,  Shreveport  &  Southern. 

Sioux  City  &  Northern. 

South  Atlantic  &  Ohio. 

South  Carolina. 

South-Eastem  Line. 

South  Florida. 

Southern. 

Southern  Central. 

Southern  Treight  Line. 

Southern  Iron  Car  Line. 

Southern  Pacific  (Pacific  System). 

Spokane  Falls  &  Northern. 

St  Joseph  &  Grand  Island. 

St.  Louis,  Chicago  &  St.  Paul. 

St.  Louis,  Kansas  City  &  Colorado. 

St.  Louis,  Keokuk  &  North- Western. 

St.  Louis  &  Hannibal. 

St.  Louis  &  San  Francisco. 

St.  Louis  Refrigerator  Car  Co. 

St.  Louis  Southwestern. 

St.   }jovi\s    South- Western    Railway    of 

Texas. 
St.  Louis  Transfer. 
St.  Paul  &  Duluth. 
Staten  Island  Rapid  Transit. 
.Slreet^s  Western  Stable  Car  Line. 
Sydney  &  Louisburg. 


Terre  Haute  &  Indianapolis. 

Texas  &  New  Orleans. 

Texas  Central. 

Texas  Pacific. 

Toledo,  Cincinnati  &  St.  Louis. 

Toledo,  Columbus  &  Cincinnati. 

Toledo,  Peoria  &  Western. 

Toledo,  St.  Louis  &  Kansas  City. 

Toledo  &  Ohio  Central. 

Toledo  &  Ohio  Central  Extension. 

Toronto,  Gray  &  Bruce. 

Toronto,  Hamilton  &  Buffalo. 

Troy  &  Boston. 

Tyler  South-Eastem. 

Union  Pacific. 

Union  Pacific,  Denver  &  Gulf. 

Union   Stock   Yards  &  Transit  Co.  of 

Chicago. 
Union  Stock  Yards  Co.  of  Omaha. 
Union  Tank  Line. 
United  Counties. 
Vicksburg,  Shreveport  &  Pacific. 
Vinton  Colliery  Co. 
Virginia  Midland. 
Wabash  Railway. 
Washington  Southern. 
Wheeling  &  Lake  Erie. 
Western  Car  Co. 
Western  Maryland. 
Western  Railway  of  Alabama. 
Western  New  York  &  Pennsylvania. 
Western  Rolling  Stock  &  Equipment  Co. 
West  Jersey  &  Sea  Shore. 
West  Shore. 

West  Virginia  Central  &  Pittsburgh. 
Wilmington,  Columbia  &  Augusta. 
Wilmington  &  Northern. 
Wilmington  &  Weldon. 
Wisconsin  Central. 
Zanesville  &  Ohio  River. 
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APPENDIX, 


CODE   OK    RULK8 

Governing  the  Condition  of,  and  Repairs  to,  Passenger  Equipment  Cars 

in  Interchange. 


1.  Each  railwaj  company  shall  gire  to  foreign  cars,  while  on  its  line,  the 
same  care  and  attention  that  it  gives  its  own  cars,  except  in  case  of  cars  on  which 
work  is  done  under  special  agreement  existing  between  the  company  owning  the  cars 
and  the  road  operating  the  same. 

2.  Cars  must  be  delivered  in  good  running  order,  and  returned  in  as  good  gen- 
eral condition  as  when  received. 

3.  The  receiving  road  is  authorized  to  make  such  alterations  and  repairs  as  tie 
necessary  for  the  safe  movement  of  cars  over  its  line,  and  must  immediately  notify  the 
delivering  road  of  all  such  alterations  and  repairs,  upon  receipt  of  which  notification 
the  delivering  road  shall  furnish  proper  authority  to  render  bill  for  such  alterations 
and  repairs. 

4.  Authority  must  be  furnished  for  the  replacement  of  wheels  and  axles  if 
in  the  following  condition  : 

WHEELS. 
(a)  Loose  wheels. 

(d)  Variation  from  gauge  beyond  the  limits  as  prescribed  in  the  Rules  of 
Interchange  for  freight  cars. 

WHEELS,  CAST-IRON. 

(a)  Shelled  out,  with  treads  defective  on  account  of  circular  pieces  shelling 
out,  leaving  round,  flat  spots,  deepest  at  the  edges,  with  raised  centers,  if  i  X  inches 
or  more  in  diameter. 

(d)  Tread  worn  hollow;  if  tread  is  worn  sufficiently  hollow  to  render  flange 
or  rim  liable  to  breakage. 

{c)  Worn  flange;  flanges  having  flat,  vertical  surfaces,  extending  more  than  ^ 
inch  from  tread. 

(d)   Flat  spots;  if  flat  spots,  caused  by  sliding,  exceed  i^  inches  in  length. 

(^)  Burst;  if  wheels  are  cracked  from  the  wheel  fit  outward  by  pressure  from 
the  axle. 

(/)  Flanges,  rim,  tread,  plate  or  brackets,  either  cracked,  chipped  or  broken  in 
any  manqpr. 

WHEELS,  STEEL-TIRED. 

{a)   Loose,  broken  or  cracked  hubs,  plates,  bolts,  retaining  ring  or  tire. 

(d)  Worn  flange  or  tire ;  with  flanges  less  than  ^  inch  thick,  or  having  flat, 
vertical  surfaces  extending  more  than  )^  inch  from  tread,  or  with  tire  thinner  than 
shown  in  Fig.  I. 
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Fig.  z. 


(f)   Flat  spots;  if  flat  spots,  caused  by  sliding,  exceed  i^  inches  in  length. 


AXLES. 

Axles  bent  or  broken,  or  having  journals  cut  or  less  than  3^  inches  in  diameter.. 

5.  Brakes  must  be  in  perfect  working  order  (adjustment  based  on  seventy 
pounds  as  the  initial  pressure),  with  a  piston  travel  of  not  less  than  5  inches^ 
nor  more  than  8  inches. 

6.  Bills  for  wheels  and  axles  shall  be  of  the  following  form,  and  must  make 

^xcific  mention  of  each  wheel  and  axle  removed  or  applied  : 

Secomd- 

New.  hamd.  Scrap. 

s  36-inch  Cast  Wheel $8.00  I6.00  $4.00 

X  33-inch  Cast  Wheel 6.50  5.00  3.00 

X  axle.  60,000  lbs 10.00  6.00  4.00 

1  axle.  40,000  lbs 8.00  5.00  3.50 

7.  Bills  rendered  for  labor  and  material  furnished  shall  be  in  accordance  with 

the  following  prices,  with  the  proper  debits  and  credits  : 

Credit 
New.        for  Scrap. 

Jonrnal  Bearings per  lb.    11     cents.       8   cents.. 

Malleable  Iron  ••         3         ••  }i    " 

Bolts.  Nats,  Wrought  Washers  and  all  Wrought  Iron  except 

Axles ••        3        •*  H    •• 

Castings ••         1%      ••  %    •• 

Spring  Steel  (not  Springs) ..         ^         .•  ^    .. 

Lamber:  Oak,  Pine,  Poplar,  Hickory  and  Elm per  ft.     z% 

Labor 25  c.  per  hour. 
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All  steel  castings  and  steel  wheels  of  the  different  makes  to  be  charged  at  cur- 
rent market  prices. 

Removing,  turning  and  replacing  a  pair  of  steel-tired  wheels,  $7. 

Removing  and  replacing  a  pair  of  cast -iron  wheels,  $2. 

Loss  of  service  metal  from  steel-tired  wheels  as  a  result  of  slid  spots  or  other 
causes*  to  be  charged  at  the  rate  of  $2  per  j^j  inch  thickness  of  tire. 

Glass,  paints  and  other  materials  to  be  charged  at  current  market  prices. 
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LIST  OF  RAILROAD  COMPANIES. 

The  following  is  a  complete  list  of  the  railroad  companies  which  have  given 
notice  of  the  adoption  of  the  Code  of  Rules  for  tht  interchange  of  passenger  equip- 
ment cars  : 


Atlanta  &  Florida. 

Atlantic  &  Danville. 

Baltimore  &  Ohio. 

Butte,  Anaconda  &  Pacific. 

Cairo,  Vincennes  &  Chicago. 

Cape  Fear  &  Yadkin  Valley. 

Chesapeake  &  Ohio. 

Chicago  &  Erie. 

Chicago  &  North- Western. 

Chicago  &  West  Michigan. 

Chicago,  Burlington  &  Kansas  City. 

Chicago,  Burlington  &  Quincy. 

Chicago,  Rock  Island  &  Pacific. 

Cincinnati,  Hamilton  &  Dayton. 

Cincinnati,  New  Orleans  &  Texas  Pacific. 

Qeveland,   Cincinnati,   Chicago   &   St. 

Louis. 
Cleveland,  Lorain  &  Wheeling. 
Geveland  Terminal  &  Valley. 
Columbus,  Sandusky  &  Hocking. 
Cornwall  &  Lebanon. 
Delaware,  Lackawanna  &  Western. 
Denver  &  Rio  Grande. 
Detroit,  Grand  Rapids  &  Western. 
Detroit,  Toledo  &  Milwaukee. 
Detroit  &  Lima  Northern. 
Fitchburg. 

Florida  Central  &  Peninsular. 
Fort  Worth  &  Denver  City. 
Grand  Rapids  &  Indiana. 
Grand  Trunk  R'y  System. 
Hannibal  &  St.  Joseph. 
Jacksonville,  Tampa  &  Key  West. 
Jacksonville,    St.    Augustine   &    Indian 

River. 
Kanawha  &  Michigan. 
Kansas  City,  St.  Joseph  &  Council  Bluffs. 
Lake  Shore  &  Michigan  Southern. 


Lehigh  Valley. 

Manitoba  &  North- Western  Railway  of 

Canada. 
Mason  City  &  Fort  Dodge. 
Missouri  Pacific. 

Nashville,  Chattanooga  &  St.  Louis. 
New  York,  Lake  Eric  &  Western. 
Northern  Pacific. 

Oregon  Railway  &  Navigation  Co. 
Pennsylvania,  Ponghkeepsie  &  Boston. 
Philadelphia  &  Reading. 
Pittsburgh  &  Western. 
Plant  System. 
Rio  Grande  Western. 
Rock  Island  &  Peoria. 
Sioux  City  &  Northern. 
South  Florida. 
Southern. 

Southern  Pacific  Company. 
Spokane  Falls  &  Northern. 
St.  Louis,  Chicago  &  St.  Paul. 
St.  Louis,  Iron  Mountain  &  Southern. 
St.  Louis,  Kansas  City  &  Colorado. 
St.  Louis,  Keokuk  &  North- Western. 
St.  Louis  South- Western. 
St.  Louis  South- Western  of  Texas. 
St.  Louis  &  Hannibal. 
Texas  &  Pacific. 
Toledo  &  Ohio  Central. 
Toledo  &  Ohio  Central  Extension. 
Toledo,  Columbus  &  Cincinnati. 
Tyler  South-Eastem. 
Union  Pacific. 

Union  Pacific,  Denver  &  Gulf 
United  Counties. 
Wabash. 

West  Virginia  Central  &  Pittsburgh. 
Wheeling  &  Lake  Erie. 
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MINUTES  OF  MEETINGS  OF  EXECUTIVE  COMMITTEE. 

Minutes  of  Meeting  of  the  Execut^e  Committee  of  the  Master  Car 
Builders'  Association,  Held  at  Saratoga,  New  York,  June  14,  1898. 

Members  present :  Messrs.  Crone,  Bronner,  Schroyer,  Chamberlain,  Demarest, 
Rhodes,  Leeds,  Martin,  Higgins  and  Mendenhall. 

The  minutes  of  previous  meeting  were  read  and  approved. 

The  reports  of  the  Secretary  and  Treasurer  were  read  and  ordered  read  in  con- 
vention. 

The  matter  of  dues  was  then  considered,  and  it  was  decided  to  recommend  to 
the  Association  that  the  dues  per  vote  be  fixed  at  $4.  for  the  coming  year. 

The  Treasurer  was  instructed  to  arrange  to  receive  some  rate  of  interest  on  at 
least  |6,ooo  of  the  surplus  in  his  hands,  if  possible,  by  making  time  deppsits  in  the 
First  National  Bank  of  Baltimore,  or  otherwise  to  get  interest  in  the  Hamilton 
County  Bank  on  this  portion  of  the  surplus. 

Correspondence  with  Secretary  Allen  of  the  American  Railway  Association  was 
read  and  considered,  and  referred  to  the  Committee  on  Subjects ;  also  a  letter  from 
Mr.  G.  P.  Conard,  of  the  Railway  Equipment  Register,  was  read  and  referred  to  the 
next  Executive  Committee. 

The  candidacies  for  Associate  membership  were  ordered  referred  to  the  conven- 
tion as  being  proper  shape  for  voting  upon. 

A  letter  from  Mr.  R.  M.  Galbraith,  dated  September  13,  1897,  was  read,  and  it 
was  decided  that  the  Executive  Committee  recommend  to  the  Association  that  the 
light  weights  be  stenciled  on  all  freight  equipment  cars  on  account  of  the  general 
adoption  of  the  tonnage  rating. 

The  printed  reports  for  the  convention  were  considered  and  ordered  to  be  pre- 
sented to  the  convention  as  printed. 

The  matter  of  the  removal  of  the  brake  shoe  testing  apparatus  from  Pittsburg  to 
Purdue  University,  Lafayette,  Indiana,  was  considered,  and  the  action  of  the  Execu- 
tive Committee  taken  by  correspondence  was  confirmed. 

It  was  also  decided  that  the  recommendation  of  the  Chairman  of  the  Standing 
Committee  on  Triple  Valve  Tests,  that  the  apparatus  be  transferred  to  Purdue  Uni- 
versity, under  proper  arrangements,  should  be  confirmed. 

The  Executive  Committee  then  adjourned  to  visit  the  hall  where  the  convention 
is  to  be  held. 

JNO.  W.  CLOUD. 
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Minutes  of  Meeting  of  the  Executive  Committee  of  the  Master  Car 
Builders'  Association,  Held  at  Saratoga,  New  York,  June  17,  1898. 

After  the  adjournment  of  the  convention,  the  Executive  Committee  met.  Mem- 
bers present:  Messrs.  Schroyer,  Bronner,  Chamberlain,  Hennessey,  Robertson, 
Demarest,  Mendenhall,  McConnell,  Apps,  Morris  and  Higgins. 

John  W.  Cloud  was  elected  Secretary,  under  the  same  conditions  as  heretofore. 

The  minutes  of  the  previous  meeting  were  read  and  approved. 

The  matter  of  loading  long  lumber,  referred  to  the  Executive  Committee  by  the 
convention,  was  considered,  and  a  committee  was  arranged,  consisting  of  Messrs. 
P.  Leeds,  S.  P.  Bush  and  F.  H.  Stark,  with  instructions  to  meet  as  soon  as  possible 
and  seek  a  meeting  with  the  committee  of  the  American  Railway  Association  and 
get  the  matter  in  readiness  for  the  letter  ballot,  if  it  could  be  done,  the  President  of 
the  Associatipn  to  decide  whether  the  matter  is  suitable  for  submission  to  letter  ballot,, 
or  not. 

The  Arbitration  Committee  of  last  year  was  reappointed,  with  instructions  to 
select  its  own  chairman,  as  follows:  Messrs.  G.  W.  Rhodes,  G.  L.  Potter,  M.  M. 
Martin,  John  Mackenzie  and  J.  N.  Ban*. 

The  matter  of  the  action  of  the  Association  on  the  report  of  the  Committee  on 
Freight  Car  Springs  was  considered,  and  it  was  decided,  upon  the  representation  of 
the  majority,  to  receive  this  report  and  its  recommendations,  and  that  the  matter 
should  be  submitted  to  letter  ballot  as  Recommended  Practice. 

The  Secretary  inquired  how  he  should  get  the  correct  weights  of  couplers  to 
publish  to  the  members,  as  recommended  by  the  Committee  on  Prices,  and  the 
Executive  Committee  decided  that  the  weights  of  couplers  were  to  be  obtained 
from  the  manufacturers  and  published  in  accordance  with  their  replies. 

The  matter  of  stenciling  the  light  weight  of  cars  was  then  considered,  and  the 
Secretary  was  instructed  to  send  out  a  circular  to  all  members  of  the  Association  and 
to  car  owners,  as  far  as  possible,  stating  the  importance  of  having  the  light  weight 
stenciled  on  their  cars.  The  same  circular  or  a  similar  circular  is  also  to  be  issued 
to  cover  the  fourth  recommendation  of  the  Committee  on  Conference  with  Auditors. 

The  matter  of  the  height  of  couplers  was  considered,  and  the  following  com- 
mittee was  appointed  to  confer  with  the  American  Railway  Association  and  the 
Interstate  Commerce  Commission,  if  necessary,  in  regard  thereto:  Messrs.  Higgins, 
McConnell  and  Mendenhall.  The  committee  was  instructed  to  get  the  limits  of 
heights  of  couplers  changed,  if  possible,  to  31  inches  minimum  and  35  inches  as 
the  maximum.  . 

The  matter  of  subjects  for  1899  convention  was  then  taken  up  and  considered, 
and  the  following  list  of  seven  subjects  was  practically  decided  upon,  without  naming 
the  personnel  of  the  committees : 

1.  Trains  Parting. 

2.  Square  Boh  Heads  and  Nuts.  Mr.  Haskell,  chairman,  in  place  of  Mr. 
Schroyer. 
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3.  Should  any  additional  compensation  be  paid  for  car  repairs  done  west  of  the 
105th  meridian? 

4.  M.  C.  B.  Couplers.  To  define  contour  lines  more  fully,  when  new  lod 
when  worn,  and  propose  specifications  for  couplers. 

5.  Air-Brake  Appliances.  To  propose  complete  standards,  including  piping, 
with  a  view  to  reducing  the  joints  to  a  minimum. 

6.  Ladders  and  Running  Boards. 

7.  Wheels  and  Axles.  Specifications  for  wheels  and  axles  for  60,000, 80,000 
and  100,000  pound  cars. 

It  was  moved  and  seconded  to  read  By-Law  No.  1 1  before  the  next  convention, 
and  say  that  it  will  be  enforced  in  regard  to  the  frequency  of  speaking. 

The  Secretary  was  instructed  to  advise  the  Standing  Committee  on  Triple- Valve 
Tests,  that  under  the  action  of  the  convention  it  was  to  test  the  Westinghonse  and 
New  York  brakes  as  at  present  sold  if  there  was  any  reason  to  suppose  that  they 
were  different  in  either  case  from  those  last  tested  and  reported  on,  and  to  report  to 
the  Executive  Committee,  stating  whether  they  filled  the  requirements  of  the  Recom- 
mended Practice  of  the  Association  or  not ;  and  that  further  tests  of  other  valves  to 
be  offered  in  the  future  be  made  at  the  expense  of  the  manufacturer. 

The  committee  then  adjourned. 

JNO.  \V.  CLOUD, 

.^Secretary. 
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CIRCULAR  RELATING  TO  LETTER  BALLOTS. 

To  the  Members  of  the  Master  Car  Builders*  Association  : 

During  the  convention  of  June,  1898^  held  at  Saratoga,  New 
York,  the  following  matters  were  approved  by  vote  and  ordered 
referred  to  letter  ballot  as  indicated: 

REVISION  OF  STANDARDS  AND  RECOMMENDED 
PRACTICE. 

The  Standing  Committee  on  the  Revision  of  Standards  and 
Recommended  Practice  of  the  Association  made  seventeen  sugges- 
tions looking  toward  the  greater  perfecting  of  existing  Standards 
and  Recommended  Practice  without  any  very  material  changes 
therein,  but  including,  in  Suggestion  No.  10,  the  transfer  from 
Recommended  Practice  to  Standards  of  the  Association,  the  Axle 
and  Journal  Box  with  details,  for  cars  of  80,000  pounds  capacity, 
as  these  belong  more  properly  among  the  Standards,  and  when  they 
were  adopted  as  Recommended  Practice  it  was  intended  to  be  but 
temporary. 

These  seventeen  suggestions  are  as  follows  : 

1.  Addition  to  note  on  Sheets  i  and  2,  and  on  Sheets  4  and  5  to  read,  *'  Section 
of  box  may  be  made  either  circular  or  square  below  the  center  line,  provided  all  the 
essential  dimensions  are  adhered  to." 

2.  Additional  note  on  Sheets  2  and  5,  reading :  "  When  journal  box  is  made  of 
malleable  iron,  reduction  in  thickness  of  metal  and  coring  to  lighten  weight  is  per- 
missible, provided  all  the  essential  dimensions  which  affect  interchangeability  and  the 
proper  fitting  of  contained  parts,  are  adhered  to." 

3.  Reduction  of  clearance  allowed  on  either  side  between  central  lug  of  brake 
shoe  and  adjacent  lug  to  brake  head  from  ^  inch  to  ^  inch.  (See  Sheet  M.  C.  B.  8, 
coirected.) 

4.  On  Sheet  9,  diameter  of  release  valve  rod  to  be  changed  from  ^  inch  to 
yi,  inch. 

5.  On  Sheet  9,  the  diameter  of  truck  lever  connection  for  outside  hung  brakes 
to  be  changed  from  ^  inch  to  %  inch,  and  note  under  title  on  sheet,  and  reading  of 
text  on  page  387  to  be  changed  accordingly. 

6.  On  Sheet  9,  diameter  of  hole  for  cotter  in  air-brake  pin  to  be  indicated  as 
-h  inch. 
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7.  On  Sheet  g,  addition  to  note  under  drawing  of  truck  lever  connection  for 
inside  hung  brakes,  as  follows .  **  And  if  made  of  round  iron  or  steel  must  not  be 
less  than  i^  inches  diameter.*' 

8.  On  Sheet  9,  omit  dummy  coupling  from  drawing  and  show  air  hose  hanging 
down. 

9.  On  Sheet  9,  omit  the  words  *<33  inches  or"  from  dimensions  shown  for 
height  of  air-brake  pipe  above  rail. 

10.  Adoption  of  axle,  journal  box  and  details  for  cars  of  80,000  pounds  capacity 
as  an  M.  C.  B.  Standard,  instead  of  Recommended  Practice.  (See  Sheets  M.  C.  B. 
7,  13,  14  and  15.) 

11.  Modification  of  form  of  air-brake  card,  as  illustrated,  to  be  attached  as  near 
to  the  car  number  as  possible. 

12.  Elimination  of  reference  to  buffer  blocks  on  page  403. 

13.  Change  in  dimensions  for  radius  and  diameter  of  bearing  bore  gauge. 
Sheet  C,  to  correspond  with  dimensions  shown  in  Standard  Journal  Bearings  for  3^ 
by  7  inch  and  4)^  by  8  inch  journals. 

14.  Elimination  of  dummy  coupling  hook  from  the  Recommended  Practice. 

15.  In  instructions  for  stenciling  cars  substitution  for  words  **  Fox  Trucks"  of 
the  words  "  Pedestal  type  of  trucks." 

16.  Addition  to  last  paragraph  on  stenciling  cars  of  the  following :  **  Initials  of 
the  road  should  also  appear  in  letters  not  less  than  2  inches  high,  on  one  side  of 
bolster  or  transom  of  each  truck." 

17.  Include  revised  Air  Brake  and  Signal  Instructions  among  Reconunended 
Practice. 
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THE  L.S.&  M.S.  RAILWAY  CO. 

AIRBRAKE  CUT-OUT  CARD. 
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FOR  ADOPTION  AS  RECOMMENDED  PRACTICE. 
1 8.    SALT  WATER  COLLECTION. 

The  Committee  on  Rust  from  Salt  Water  Drippings  from 
Refrigerator  Cars  proposed  a  construction  to  collect  such  drip- 
pings and  discharge  between  the  rails,  as  shown  in  cut  marked 
"No.  I.  Device  for  disposing  of  saltwater  drippings."  It  was 
ordered  referred  to  letter  ballot  for  adoption  as  a  Recommended 
Practice  of  the  Association. 


No.  I. — Device  for  Disposing  of  Salt  Water  Drippings. 
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19.     PASSENGER  CAR  PEDESTAL  AND  JOURNAL  BOX  FOR 
4X  BY  8  INCH  JOURNALS. 

The  committee  which  reported  on  this  subject  proposed  a  Ped- 
estal and  a  Journal  Box  for  4^  by  8  inch  Journals,  which,  with 
some  slight  corrections,  are  shown  in  Sheets  M.  C.  B.  G  and 
M.  C.  B.  H.  These  were  ordered  by  the  convention  to  be  referred 
to  letter  ballot  for  adoption  as  a  Recommended  Practice  of  the 
Association. 

20.     AIR  BRAKE  AND  SIGNAL  INSTRUCTIONS. 

The  committee  which  acted  jointly  with  a  committee  of  the 
American  Railway  Master  Mechanics'  Association  brought  in  a 
joint  report,  agreed  to  by  both  committees,  for  the  revision  of  the 
Air  Brake  and  Signal  Instructions  adopted  by  both  Associations  in 
1892.  (For  code  in  detail  as  revised,  see  Appendix  A.)  This 
revised  code  was  ordered  submitted  to  letter  ballot  for  adoption  as 
a  Recommended  Practice  of  the  Association. 

21.     SPRINGS  FOR  FREIGHT  CAR  TRUCKS. 

The  committee  on  this  subject  submitted  designs  for  coils  and 
for  caps  suitable  for  certain  groupings  of  springs,  as  follows  : 

Spring  A. —  5  inches  diameter,  j^  inch  diameter  steel,  5  J^  inches  free  height ; 
to  carry  3,500  lbs.  at  5  inches ;  weight,  10^  pounds. 

Spring  B. — ^^h  inc^i«s  diameter,  ^j  inch  diameter  steel,  5^  inches  free  height; 
to  carry  1,150  pounds  at  5  inches ;  weight,  4  pounds. 

Spring  C. — 7  inches  diameter,  i^^  inch  diameter  steel,  7  inches  free  height;  to 
carry  8,000  pounds  at  6  inches ;  weight,  24^  pounds. 

Spring  D. — 4)4  inches  diameter,  ^  inch  diameter  steel,  7  inches  free  height ; 
to  carry  4,500  pounds  at  6  inches ;  weight,  9^  pounds. 

Spring  E. — 7^  inches  diameter,  i^  inch  diameter  steel,  7}4  inches  free  height ; 
to  carry  11,000  pounds  at  6)4  inches ;  weight,  32  pounds. 

Spring  F. — 4^  inches  diameter,  ^  inch  diameter  steel,  7^  inches  free  height ; 
to  carry  5,000  pounds  at  6^  inches ;   weight,  12^  pounds. 

By  reference  to  the  column  headed  "  Arch  Bar  Trucks,"  in  the  schedule  sub- 
mitted, it  will  be  seen  that  the  carrying  capacities  of  the  groups  recommended 
increase  by  fairly  regular  gradations.  To  enable  the  recommended  coils  to  be  most 
generally  and  economically  useful,  such  groups  can  be  selected  and  used  as  come 
nearest  in  capacity  to  the  actual  load  to  be  carried,  without  reference  to  the  marked 
carrying  capacity  of  the  car.  Thus  a  heavy  refrigerator  car  of  50,000  pounds  capacity 
and  a  flat  car  of  70,000  pounds  capacity  may  use  the  same  combination  of  springs, 
on  account  of  the  great  difference  in  light  weight  of  the  bodies. 
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If  this  plan  is  followed,  the  committee  would  recommend  that  the  number  and 
•class  letter  of  the  coils  to  be  used  in  each  truck  should  be  stenciled  on  the  truck  to 
prevent  mistakes  being  made  by  repairmen. 

To  meet  the  greatest  possible  variety  of  conditions,  drawings  for  spring  caps 
■are  submitted,  showing  caps  for  springs  C  and  D  or  E  and  F,  to  be  used  in  groups 
•of  four,  or  in  groups  of  two,  the  smaller  coils  being  placed  inside  the  larger  ones. 
Your  committee  recommends  that  the  springs  and  caps  submitted,  and  the  schedule 
for  their  use,  be  referred  to  letter  ballot  for  adoption  as  Recommended  Practice. 


SCHEDULE 
FOR  THE  USE  OF  RECOMMENDED  SPRINGS. 


•^o?£V'' 

Arch-Bar  Trucks  —  Per  Group. 

Pedes  ul  Trucks  — Per  Box. 

No.  of 
Coils. 

^^• 

At. 

\^' 

Cap. 

Naof 
Coils. 

W- 

At. 

It" 

40,000 
Lbs. 

4  of  A 

14,000 

Inches 
5X 

43 

No.  I 

Inches 

50,006 
Lbs. 

4  of  A 
2of  B 

16.300 

5X 

51 

No.  I 

lof  C 

8,000 

6 

«4)i 

5  of  A 

17,500 

sH 

S3H 

No.  2 

.... 

.... 

60,000 
Lbs. 

4  of  A 
4of  B 

18,600 

5X 

59 

No.  I 

lof  C 
lofD 

12,500 

6 

34 

6  of  A 

21,000 

5H 

64>^ 

No.  3 

.... 



70,000 
Lbs. 

2  0f  C 
2  0fD 

25.000 

6X 

68 

No.  4 

or 
No.  5 

lofE 
lof  F 

16,000 

6^ 

mH 

80,000 
Lbs. 

2  0f  E 
2  0f  F 

32,000 

^H 

89 

No.  6 

or 
No.  7 

lof  E 
lof  F 

17,000 

6X 

44>i 

Note.— Heights  given  in  above  include  spring  caps  for  arch-bar  trucks. 

Number  and  class  letter  of  springs  used  to  be  stenciled  on  the  trucks  of  cars. 
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To  carry  3soo/i6  af 
5'    m/g/J^ /o^/6s 


"^  carry  4SOo/d5  afe: 


To  carry  N5o/bsah' 
Wetg/?U/d5 


Tooanynooodds.  a/6M 
I¥s/g/ff3a/ds. 


To  carry  8000/65. 
af6'  W&g/ff  a^'M/ds. 


To  carry  sooo/ds.c7/6'/^\ 


MC  a  PROPOSED  STANDARD  SFP/A/6S 
FOP  FRaGHrCAR  TRUCH6 
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M.C.B 

PROPOSED  STANDARD 

SPRING  CAPS 

FOR 

FRE/6HT  CAR  TRUCKS. 


Used  on  arc^  bartrucHs  for  Cars  of 
Aaooo.sojooo  or  60000  IbsxapaciN;  wUh 
groups  of  fourcoik.  Wifhornilnoufmner 
coi/s  as  required  by  capacify  of  car  and 
as  i/)dicafiv6  in  sc/>edu/&. 


Used  on  arch  barfruc/(s  for  cars  of  Uaedonorcf^borfruchs  for  Cars  of 

jooao/bs.  capacify  ty if /f  groups  of  five  co/k.    6000a /ds.  capac//y  wifh  graaps  of 

s/x  cof/s. 
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m4 


NQ6 


IZE 


^ 


■J-*^ 


Used  on  arc/j  bar  trucks  for  Gars 
of  70000  lts,capadfy,  wifh  groups       Used  or?  arc/f  bar  trucks  for 
offout'cof/s,  cars  ofeoooolbs.  capacity  wtt/! 

groups  of  four  cof/s. 

—  N<^7 


-^ 


Same  as  N^4  but  with  groups 
off  wo  coib  mttf  inner  coits. 


SameasN<f6  but  wit fi  groups 
of  two  coiis  with  inner  coits 
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After  adoption  by  vote  of  the  convention,  the  recommendations 
of  the  committee  were  ordered  referred  to  letter  ballot  for  adop- 
tion as  Recommended  Practice  of  the  Association. 

22.     LOADING  LONG  MATERIALS,  ETC. 

The  Rules  for  Loading  Long  Materials  were  considered,  and 
some  changes  therein  were  proposed,  including  the  addition  thereto 
of  rules  for  loading  Pipe  and  Stone.  After  discussion,  the  matter 
was  ordered  referred  to  a  committee  to  consider  at  once  and  to 
confer  with  a  committee  of  the  American  Railway  Association  in 
time  to  be  included  in  this  ballot.  That  committee  has  reported 
with  some  further  slight  changes,  all  of  which  (excepting  the  added 
rules  for  loading  Pipe  and  Stone)  are  printed  in  italics  in  the 
proposed  revised  Rules  shown  in  Appendix  B,  which  are  submitted 
for  adoption  as  a  Recommended  Practice  of  the  Association. 

These  twenty-two  questions  are  hereby  submitted  to  letter 
ballot  as  ordered,  and  each  member  is  requested  to  vote  by  writing 
*'yes"  or  **no"  opposite  each  numbered  question  on  enclosed 
voting  slip  and  remailing  it  to  the  Secretary  at  the  address  below. 
The  votes  will  be  counted  August  29,  1898,  and  any  votes  received 
at  the  Secretary's  office  after  that  date  will  be  excluded  from  the 
count,  as  provided  by  the  Constitution. 

No  qualified  votes  can  be  counted.  The  number  of  votes 
should  agree  with  bills  for  1898,  or  the  Secretary  should  be  advised 
of  any  needful  corrections. 

JNO.  W.  CLOUD, 
974  Rookery  Building,  Secretary, 

Chicago,  III.,  July  28,  1898. 

For  Appendix  A  see  "Air  Brake  and  Signal  Instructions,  Revised  1898." 
For  Appendix  B  see  "  Rules  Governing  the  Loading  of  Lumber  and  Timber  on 
Open  Cars,  Revised  1898." 
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LETTER   BALLOT  VOTING  SHEET. 

Ballots  are  to  be  cast  by  writing  *' Yes"  or  "No "  opposite  the- 
number  of  the  question  to  be  voted  on  on  this  sheet  (the  numbers 
corresponding  with  the  questions  .so  numbered  on  accompanying 
circular  relating  to  Letter  Ballot)  and  mailing  it  to  the  Secretary 
at  974  Rookery  Building,  Chicago,  111. 

The  ballots  will  be  counted  August  29,  1898,  and  all  ballots* 
received  after  that  date  will  be  excluded. 

No  qualified  votes  can  be  counted. 


9 1 16. 

10 17. 


3 II 18. 

4 12 19- 

5 13 20- 

6 14 21. 

7 15 22. 

8 


Sign  name  here . 
Number  of  votes 


N.  B. — The  number  of  votes  should  agree  with  bills  for  1898  or  the  Secre- 
tary should  be  advised  of  any  needful  corrections. 
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RESULT  OF  LETTER  BALLOT. 

The   Letter   Ballot  which   closed  August  29,    1898,  resulted 
as  follows: 

SUMMARY  OF  VOTES  AND   RESULTS. 


Quttions. 

Affirmative. 

Negative. 

Total. 

Votes 
Necessary. 

Result. 

I 

903 

50 

953 

635 

Adopted. 

2 

956 

0 

956 

638 

«( 

3 

783 

167 

950 

634 

u 

4 

896 

60 

956 

638 

t* 

5 

951 

3 

954 

636 

({ 

6 

956 

0 

956 

638 

f< 

7 

861 

81 

942 

628 

(1 

8 

815 

126 

941 

628 

«t 

9 

831 

79 

910 

607 

u 

10 

809 

130 

939 

626 

«l 

II 

775 

135 

910 

607 

u 

12 

697 

187 

884 

589 

tt 

'3 

934 

18 

952 

635 

u 

14 

812 

144 

956 

63^ 

u 

15 

858 

96 

954 

636 

(( 

16 

920 

36 

956 

638 
638 

u 

17 

955 

I 

956 

" 

18 

703 

96 

799 

533 

tt 

19 

709 

89 

798 

532 

• 

20 

847 

0 

847 

565 

4< 

21 

667 

133 

800 

533 

« 

22 

«09 

37 

846 

564 

«• 

Chicago,  August  30,  1898. 


JNO.  W.  CLOUD. 

Se(retarr. 
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STANDARDS  and  RECOMMENDED  PRACTICE 

OF   THE 

MASTER   CAR   BUILDERS'   ASSOCIATION. 


GENERAL. 


By  a  letter  ballot  cast  in  1893,  the  standards  of  the  Association  prevailing 
at  that  date  were  modified  — 

First. — By  abolishing  certain  standards  because  they  had  either  become 
obsolete  or  nearly  so,  or  because  they  were  simply  forms  of  gauges  for  shop 
use  to  produce  certain  other  standard  forms,  and  it  was  believed  that  such 
gauges  were  not  essential  as  standards  of  the  Association,  and  it  had  been 
ascertained  that  they  were  not  generally  used. 

The  old  standards  thus  abolished  were  ; 

Wheel  diameter  testing  gauge. 

Wheel  flange  and  journal  gauge. 

Wheel  bore  testing  gauge. 

Wheel  boring,  use  of  six  dogs. 

Journal  length  and  diameter  gauge. 

Journal  shoulder  and  centering  gauge. 

Journal  distance  gauge. 

Guard-rail  gauge.     (Made  standard  again  in  1894.) 

Attachments  and  dimensions  of  drawbars. 

Train-pipe  fitting  for  steam  heat. 

Second. — By  ordering  that  the  three  items  formerly  printed  at  the  end  of 
the  standards,  namely  : 

Storage  of  line  cars  on  foreign  roads, 

Dictionary  of  terms, 

Entertainments, 
be  printed  with  the  Proceedings  as  heretofore,  but  not  among  the  standards. 

Third. — By  dividing  the  remaining  standards  into  : 

(a)  Standards  of  the  Association. 

(b)  Recommended  Practice.  • 

These  Standards  and  this  Recommended  Practice  are  given  under  their 
respective  beads  in  the  following  pages  as  modified  by  letter  ballot  on  these  or 
other  subjects,  and  revised  by  the  ballot  of  1894  and  subsequent  years  to  date. 

New  drawings  of  the  Standards  and  Recommended  Practice  were  ordered 
made  on  sheets  of  uniform  size,  to  be  lithographed  and  printed  on  transparent 
paper  so  that  blue  prints  might  be  taken  from  them  ;  such  sheets  to  be  held  for 
24 
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sale  by  the  Secretary  in  connection  with  pamphlets  containing  explanatory  text 
a$  given  in  the  Proceedings.  Reduced  copies  of  these  sheets  to  be  bound  with 
the  Proceedings  in  connection  with  the  text  of  the  Standards  and  Recom- 
mended Practice.  • 

STANDARDS   OF  THE   ASSOCIATION. 

JOURNAL  BOX  AND  DETAILS. 

For  Journals,  3^  by  7  inches.     Sheets  M.  C.  B.  i,  2,  3. 

The  journal  box  and  details  as  shown  in  these  drawings  were  adopted  as 
standards  of  the  Association,  by  letter  ballot,  in  1893,  and  revised  in  1894 
and  1896.  For  former  action,  see  Proceedings  1874,  page  40  ;  Proceedings 
1881,  pages  14.  15  and  27. 

The  revision  made  in  1894  consisted  in  correcting  the  drawing  at  the  top 
of  the  journal  box,  and  in  leaving  off  the  lugs  at  sides  of  arch  bars.  Also  in 
changing  the  wedge  and  bearing  so  as  to  make  the  latter  flat  on  top  instead  of 
curved,  as  theretofore,  and  in  curving  the  top  of  the  wedge,  thus  making  this 
construction  similar  in  general  arrangement  to  the  standard  forms  for  the  4X 
by  8  inch  journal  box. 

The  revision  made  in  1896  consisted  in  the  elimination  of  the  dust  guard 
from  Sheet  i,  and  the  addition  of  notes  providing  that  any  suitable  dust  guard 
might  be  used,  and  that  a  rivet  or  nut  might  be  used  instead  of  the  cotter,  if 
preferred,  in  the  hinge  pin  of  the  lid.  Also  in  the  addition  to  Sheet  3  of  a 
similar  note  to  the  latter,  and  of  notes  concerning  the  lid  spring  and  the 
wedge.  At  the  same  time  the  side  lugs  on  the  brass  were  increased  so  as  to 
measure  i  ^  inches  long  instead  of  i  inch  long  as  they  were  formerly. 

One  additional  note  was  made  on  Sheet  M.  C.  B.  i  and  two  additional 
notes  on  Sheet  M.  C.  B.  2  in  1898. 

JOURNAL  BOX  AND  DETAILS. 

For  Journals.  4X  by  8  inches.     Sheets  M.  C.  B.  4,  5,  6. 

The  journal  box  and  details  as  shown  in  these  drawings  were  adopted  as 
standards  of  the  Association,  by  letter  ballot,  in  1893,  and  revised  in  1B96. 
For  former  action  see  Proceedings  1891,  pages  142-144. 

The  revision  made  in  1896  consisted  in  the  elimination  of  the  dust  guard 
from  Sheet  4 ;  also,  in  removing  the  arch  bar  seat  lugs  from  Sheets  4  and  3, 
and  making  the  arch  bar  seat  ^yi  inches  wide.  Also,  in  the  addition  to  Sheet  4  of 
notes  providing  that  any  suitable  dust  guard  might  be  used,  and  that  a  rivet  or 
nut  might  be  used  instead  of  a  cotter,  if  preferred,  in  the  hinge  pin  of  the  lid. 
Also,  in  the  addition  to  Sheet  6  of  a  similar  note  to  the  latter,  and  of  notes  con- 
cerning the  lid  spring  and  the  wedge.  At  the  same  time  the  side  lugs  on  the 
brass  were  increased  so  as  to  measure  1%  inches  long  instead  of  X  »och  long  as 
they  were  formerly. 

One  additional  note  was  made  on  Sheet  M.  C.  B.  4  and  two  additional 
notes  on  Sheet  M.  C.  B.  5  in  1898. 
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JOURNAL  BOX  AND  DETAILS. 

For  Journals,  5  by  9  inches.     Sheets  M.  C.  B.  13,  14  and  15. 

The  journal  box  and  details  shown  in  these  drawings  were  adopted  as  rec- 
ommended practice  in  1896.  In  1898  they  were  adopted  as  standards  of  the 
Association. 


With  Journals,  3K  by  7  inches.     Sheet  M.  C.  B.  7. 

This  axle  is  the  standard  of  the  Association  for  cars  of  40,000  pounds 
capacity. 

In  1873  a  standard  for  car  axle  was  recommended,  the  form  and  dimen- 
sions of  which,  excepting  the  diameter  in  the  middle,  were  substantially  the 
same  as  shown  in  this  sheet.    In  1884  the  diameter  at  the  middle  was  increased  ' 
from  3%  inches  to  4X  inches,  by  letter  ballot. 

For  action  of  the  Association  see  Proceedings  1876,  page  99  ;  Proceedings 
1878,  page  129 ;  Proceedings  1879,  page  103 ;  Proceedings  1880,  page  130 ; 
Proceedings  1884,  pages  156-162. 


With  Journals,  4»^  by  8  inches.     Sheet  M.  C.  B.  7. 

This  axle  was  adopted  as  a  standard  of  the  Association  for  cars  of  60,000 
pounds  capacity,  by  letter  ballot,  in  1889 ;  see  Proceedings  1889,  pages  88-109. 

AXLE. 

With  Journals,  5  by  9  inches.     Sheet  M.  C.  B.  7. 

This  axle  was  adopted  as  recommended  practice  in  1896,  and  was  made  a 
standard  of  the  Association  in  1898. 

FORM   OF   WHEEL  TREAD   AND   FLANGE. 

Sheet  M.  C.  B.  7. 

This  form  of  wheel  tread  and  flange  was  adopted  as  a  standard  of  the 
Association,  by  letter  ballot,  in  1886.  For  action  of  the  Association  see  Pro- 
ceedings 1882,  pages  178  and  179 ;  Proceedings  1886,  page  68. 

Drawing  M.  C.  B.  Sheet  7  was  revised  in  1896  by  the  omission  of  standard 
wheel  gauge.     See  Sheet  M.  C.  B.  12. 

For  flange  thickness  limits  see  Sheet  M.  C.  B.  12, 

WHEEL  CIRCUMFERENCE   MEASURE. 

Sheet  M.  C.  B.  7. 

By  letter  ballot  in  1893.  the  Wheel  Circumference  Measure  shown  on 
Sheet  7  was  adopted  as  a  standard  of  the  Association.  Prior  to  that  date  it 
had  been  recommended  for  use  in  all  car  building  shops.  See  Proceedings 
1892,  page  17a. 
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BRAKE  HBAD  AND  SHOE. 

Sheet  M.  C.  B.  8. 

The  brake  head  and  shoe  shown  on  this  sheet,  known  as  the  Christie  brake 
head  and  shoe,  were  adopted  as  a  standard  of  the  Association,  by  letter  ballot 
in  1886,  with  the  exception  of  some  slight  modification  in  details  made  since 
that  date.     Drawing  revised  in  1896  and  in  1898. 

The  revision  made  in  1896  consisted  in  the  modification  of  the  designs  of 
brake  head  and  shoe  so  as  to  secure  increased  clearance  at  the  ends  of  shoe 
and  equal  clearance  both  above  and  below  the  central  lug  on  the  back  of  the 
shoe ;  also,  the  addition  of  brackets  to  support  the  lower  bridge  lug  of  brake 
head  similar  to  the  brackets  formerly  used  to  support  the  upper  bridge  lag. 
The  taper  of  the  shoe  was  altered  so  that  it  would  correspond  with  the  taper 
of  the  standard  wheel  tread,  by  increasing  the  thickness  of  the  inner  edge  of 
the  shoe  from  i^^  inches  to  i^^  inches. 

The  revision  made  in  1898  consisted  in  reducing  the  clearance  allowed  on 
either  sid«  (above  and  below)  the  central  lug  of  brake  shoe  and  adjacent  lugs 
of  brake  head  from  }i  inch  to  ^  inch  —  the  change  being  made  wholly  in  the 
head  and  no  change  in  the  shoe. 

For  action  of  the  Association,  see  Proceedings  1886,  page  72  ;  Proceedings 
1888,  pages  140,  160,  161 ;  Proceedings  1891,  pages  212  and  240. 

BRAKE    BEAM. 

Sheet  M.  C.  B.  8. 

Certain  dimensions  and  capacities  of  brake  beam  were  adopted  as  standard 
of  the  Association,  by  letter  ballot,  in  1889,  and  these  standards,  as  modified 
by  subsequent  action,  are  shown  on  this  drawing  for  iron  brake  beams. 

All  beams  must  be  capable  of  withstanding  a  load  of  7,500  pounds  at  cen- 
ter without  more  than  1-16  inch  deflection ;  where  it  is  necessary  to  use  a 
stronger  beam,  it  must  be  capable  of  standing  a  load  of  15,000  pounds  at  cen- 
ter without  more  than  1-16  inch  deflection. 

The  angle  of  brake  beam  lever  is  40  degrees  from  vertical. 

For  action  of  the  Association,  see  Proceedings  1890  and  1893. 

Standard  heights  of  brake  beams,  when  measured  from  the  tops  of  the 
rails  to  the  center  of  the  face  of  new  shoes,  were  adopted  in  1894,  as  follows : 

For  inside  hung  beams,   13  inches. 

For  outside  hung  beams,   i^^z  inches. 

AIR     BRAKES  —  GENERAL   ARRANGEMENT   AND   DETAILS. 

Sheet  M.  C.  B.  9. 

The  general  arrangement  and  details  of  brake  gear  for  aijr-brake  cars,  as 
shown  on  this  sheet,  are  standard.  See  letter  ballot  1889,  and  other  action 
1890,  1 89 1  and  1898.  At  the  same  time  the  following  standards  were  adopted 
in  this  connection : 

I.   Maximum  train-pipe  pressure,  70  pounds  per  square  inch. 
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2.  Maximum  brake  power  in  freight  cars,  70  per  cent  of  the  light  weight 
of  car. 

3.  All  levers  i  inch  in  thickness ;  all  pins  to  be  i^  inches  in  diameter ; 
all  jaws  or  clevises  made  of  X'^^^ch  by  2>^-inch  iron  ;  all  rods  ^  inch  diameter. 

4.  Angle  of  brake  beam  lever,  40  degrees  with  vertical. 
Drawing  revised  in  1896  and  1898. 

The  revision  made  in  1896  consisted  in  the  omission  of  such  detail  dimen- 
sions as  could  not  be  used  in  all  cases,  such  as  the  length  and  proportions  of 
main  levers,  and  the  omission  of  some  of  the  smaller  parts  from  the  drawing, 
such  as  the  pipe  clamps,  staples,  etc.  The  dimensions  of  the  cross-section  of  the 
malleable  iron  truck  lever  connection  were  increased,  and  the  letters  W.  I., 
M.  I.,  C.  I.,  etc..  indicating  the  material  of  which  the  parts  were  to  be  made, 
were  omitted  from  the  drawing. 

In  1898  the  following  changes  were  made  in  Sheet  M.  C.  B.  9 : 

Diameter  of  truck  lever  connection  for  outside  hung  brakes  changed  from 
J4  inch  to  Ji  inch,  and  a  note  to  this  effect  was  added  under  title  on  this  sheet. 

Diameter  of  hole  for  cotter  in  air-brake  pin  was  first  indicated  as  ^^$  inch. 

Addition  was  made  to  note  under  drawing  of  truck  lever  connection  for 
inside  hung  brakes  as  follows:  "If  made  of  round  iron  or  steel,  must  not  be 
less  than  i)i  inches  diameter." 

Dummy  coupling  was  omitted  from  drawing  and  air  hose  was  shown  as 
hanging  down. 

The  words  "33  inches  or"  were  omitted  from  height  shown  for  air-brake 
pipe  above  rail. 

Diameter  of  release-valve  rod  was  changed  from  X  iocb  to  }i  inch. 

PEDESTAL. 

Sheet  M.  C.  B.  10. 

The  pedestal  shown  on  this  sheet  was  recommended  in  1874.  See  Pro- 
ceedings 1874.  page  40 :  again  approved  as  standard  in  1881  ;  see  Proceedings 
1 88 1,  pages  14,  15  and  27.  Also  approved  by  the  Master  Mechanics*  Asso- 
ciation in  the  same  year.  Again  adopted  as  standard  in  1893.  Weight,  141 
pounds. 

AUTOMATIC    COUPLER. 

Sheet  M.  C.  B.  11. 

Form  adopted  as  standard  in  1887,  see  pages  199-208,  243  and  253.  Fur- 
ther details  adopted  in  1889  and  1893.  Action  of  the  Associatiod  in  1889  per- 
mits the  use  of  a  coupler  28  inches  long  instead  of  30  inches  as  shown,  for  use 
only  on  cars  already  in  service  and  requiring  such  length  drawbar.  In  1889 
the  Association  decided  that  the  opening  in  carrier  iron,  where  drawhead 
enters,  should  be  5 3^  inches  vertically  and  5/^  inches  horizontally. 

Drawing  revised  in  1896. 

The  revision  made  in  1896  consisted  in  the  elimination  of  the  carrier  iron 
from  Sheet  B  of  the  Recommended  Practice. 
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CONTOUR   LINB  AUD   UMIT  GAUGES,    FOR  AUTOMATIC   COUPLER. 

Sheet  M.  C.  B.  ii. 

Standard  contour  line  was  announced  by  Executive  Committee  undar 
instructions  from  the  Association  April  8.  1888.  Limit  gauges  for  preserving 
standard  contour  line  adopted  in  1891. 

These  gauges,  properly  proven  by  master  gauges,  may  be  procured  from 
Pratt  &  Whitney  Company,  of  Hartford.  Connecticut.  A  duplicate  set  of 
master  gauges  is  held  in  the  office  of  the  Secretary  for  reference  when  desired. 

VOKB  OR  POCKBT  STRAP  FOR  M.  C.  B.  COUPLERS. 

Sheet  M.  C.  B.  11. 

In  1897  the  yoke  or  pocket  strap  for  attaching  M.  C.  B.  couplers  to  cars, 
which  had  been  shown  on  Sheet  M.  C.  B. — B.  as  recommended  practice,  vras 
adopted  as  standard  of  the  Association,  with  the  addition  of  a  radius  of  V  ii^ch 
at  the  back  end  of  the  strap.  See  Sheet  M.  C.  B.  11.  Proceedings  1897, 
pages  77  to  87. 

BUFFER  BLOCKS  AND  LOCATION. 

Sheet  M.  C.  B.  ii. 

In  1897  the  buffer  block  and  location,  theretofore  shown  on  Sheet  M.  C. 
B. — B.  as  recommended  practice,  but  with  some  additional  details  of  the 
buffer  block,  were  adopted  as  standard  of  the  Association.  See  Sheet  M.  C.  B. 
II.     Proceedings  1897,  page  185. 

TERMS  AND   GAUGING    POINTS   FOR   WHEELS   AND  TRACK. 

Sheet  M.  C.  B.  12. 

Standard  terms  and  gauging  points  for  wheels  and  track  were  adopted  in 
1894  as  follows.     See  Sheet  M.  C.  B.  12  : 

I. — Track  Rails  are  the  two  main  rails  forming  the  track. 

2. — Gauge  of  Track  is  the  shortest  distance  between  the  heads  of  track 
rails. 

3. — Base  Line,  for  wheel  gauges,  is  a  line  parallel  to  the  axis  of  the  wheels 
drawn  through  the  point  of  intersection  of  tread  with  a  line  perpendicular  to 
the  axis,  and  passing  through  the  center  of  the  throat  curve. 

4. — Inside  Gauge  of  Flanges  is  the  distance  between  backs  of  flanges  of 
a  pair  of  mounted  wheels  measured  on  a  line  parallel  to  the  base  Hoe,  but  % 
inch  nearer  to  the  axis  of  the  wheels. 

5. — Gauge  of  Wheels  is  the  distance  between  the  outside  faces  of  flanges 
of  a  pair  of  mounted  wheels  measured  on  a  line  parallel  to  the  base  line,  bat 
II  inches  farther  from  the  axis  of  the  wheels. 

6. — Thickness  of  Flange  is  the  distance  measured  parallel  to  the  base 
line  between  two  lines  perpendicular  thereto,  one  drawn  through  the  point  of 
measurement  of  "  inside  gauge  of  flanges."  and  the  other  drawn  through  the 
point  of  measurement  of  "gauge  of  wheels." 
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7- — Width  of  Tread  is  the  distaace  measured  parallel  to  the  base  line 
from  a  line  perpendicular  thereto,  drawn  through  the  point  of  measurement  of 
"  gauge  of  wheels  "  to  the  outer  edge  of  tread. 

8. — Check  Gauge  Distance  is  the  distance  measured  parallel  to  the  base 
line  between  two  lines  perpendicular  thereto,  one  drawn  through  the  point  of 
measurement  of  "inside  gauge  of  flanges"  on  either  wheel,  and  the  other 
drawn  through  point  of  measurement  of  "gauge  of  wheels  "on  mate  wheel. 

9. — Over  All  Gauge  is  the  distance  parallel  to  base  line  from  outer  edge 
of  one  wheel  to  the  outer  edge  of  mate  wheel. 

The  above  mentioned  wheel  gauge  distances  are  either  directly  or  by  inference  as 
follows : 

Inside  Gauge  of  Flanges 4  feet  5^  inches. 

Gauge  of  Wheels 4     "    8V& 

Thickness  of  Flange i^ 

Width  of  Tread 4H 

Check  Gauge  Distance 4     "    6K 

Over  All  Gauge 5     "    4^ 


GUARD-RAIL  AND   FROG   WING   GAUGE. 

Sheet  M.  C.  B.   12. 

The  guard-rail  and  frog  wing  gauge  shown  in  Sheet  M.  C.  B.  12  were 
adopted  as  standard  in  1894,  to  define  the  dimensions  of  track  to  which 
M.  C.  B.  standard  wheel  and  flange  gauges  have  been  made  to  conform. 


DISTANCE  BETWEEN   THE   BACKS  OF  THE   FLANGES   OF   CAR   WHEELS. 

The  standard  distance  between  the  backs  of  flanges  of  car  wheels  is  4  feet 
5}i  inches.     See  Proceedings  1883,  pages  55.  1 18-120. 

In  1885  it  was  decided  by  letter  ballot  that  in  fltting  wheels  on  axles  a 
variation  of  ^  inch  each  way  from  the  standard  distance  of  4  feet  5^  inches 
between  flanges  would  be  allowed,  making  the  maximum  distance  4  feet  s}4 
inches,  and  the  minimum  distance  4  feet  5^  inches.  See  Proceedings  1885, 
pages  111-119.     Drawing  revised  in  1896.     See  below. 


STANDARD    REFERENCE    GAUGE    FOR    MOUNTING     AND    INSPECTING    WHEELS.     AND 

CHECK   GAUGE. 

Sheet  M.  C.  B.   12. 

In  1896  a  new  standard  reference  gauge  for  mounting  and  inspecting 
wheels  was  adopted  by  letter  ballot  to  take  the  place  of  the  check  gauge  for 
mounting  wheels,  formerly  shown  on  Sheet  M.  C.  B.  12,  and  the  gauge  for 
distance  between  wheels  formerly  shown  on  Sheet  M.  C.  B.  7.  At  same-date 
a  standard  check  gauge  was  adopted,  both  as  shown  on  Sheet  M.  C.  B.  12. 
See  Proceedings  1896. 
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WHEBL   FLANGE   THICKNESS   GAUGES   FOR   NEW   WHEELS. 

Sheet  M.  C.  B.  12. 
Maximum  and  minimum  wheel  flange  thickness  gauges  for  new  wheels 
were  adopted  as  standard  in  1894.  They  are  shown  in  Sheet  M.  C.  B.  12 along 
with  the  standard  form  of  wheel  tread  and  flange  reproduced  from  Sheet 
M.  C.  B.  7  for  easy  reference.  These  gauges  admit  a  variation  of  1-16  inch 
either  way  from  the  standard  thickness  of  i^  inches  when  measured  as  shown. 
Such  gauges  should  be  used  on  all  new  wheels  after  September  i,  1894,  to 
insure  ability  to  mount  them  properly  to  check  gauge. 

HEIGHT   OF   DRAWBARS. 

The  standard  height  of  drawbars  for  passenger  equipment  cars  is  35  inches 
from  top  of  rail  when  car  is  light.  Adopted  in  1890 ;  see  Proceedings  1890 
and  1893. 

The  standard  height  of  drawbars  for  freight  cars,  measured  perpendicalar 
from  the  level  of  the  tops  of  rails  to  center  of  drawbars,  adopted  in  1893,  is 
34>^  inches,  with  no  greater  variation  allowable  than  3  inches,  minimum  height 
^i}i  inches.  By  center  of  drawbar  is  meant  the  horizontal  line  through  the 
center  of  the  drawbar  shank.  See  Proceedings  1872,  pages  42,  43  aod  46; 
Proceedings  1879,  pages  108  and  109  ;  Proceedings  1884,  page  30  ;  Proceedings 
1896. 

M.    C.  B.    REPORTS. 

In  1893  a  standard  size  of  6  inches  by  9  inches  was  adopted  for  M.  C.  B. 
reports.     See  Proceedings  1893. 

PAMPHLETS,    CATALOGUES,    SPECIFICATIONS,    ETC. 

In  1894  standard  sizes  for  publications  of  this  nature  were  adopted  and  the 
size  of  postal  card  circular  was  changed  in  1895  so  that  they  are  now  as  follows: 
For  postal  card  circulars,  3>^  inches  by  5^  inches. 

)3^  inches  by  6  inches. 
6  inches  by  9  inches. 
9  inches  by  12  inches. 
For  specifications  and  letter  pai>er,  8%  inches  by  io3^^  inches. 
In  connection  with  these  standards  it  was  decided  that  a  standard  practice 
should  be  to  have  the  proper  standard  dimensions,  and  the  word  "standard" 
printed  on  the  upper  left-hand  corner  of  title-page  or  cover  whenever  prac- 
ticable. 

SCREW   THREADS,    BOLT   HEADS  AND   NUTS. 

The  Sellers  or  Franklin  Institute  system  of  screw  threads,  bolt  heads  and 
nuts  is  the  standard  of  the  Association,  and  repeated  action  of  the  Association 
has  deprecated  the  use  of  any  other  system  and  encouraged  the  careful  main- 
tenance of  these  standards.  See  Proceedings  1872,  pages  18  and  21 ;  Proce«i- 
ings  1879,  pages  82  and  83  ;   Proceedings  1882,  page  229. 

A  set  of  gauges  for  standard  screw  threads  and  a  standard  inch  scale.  2 
feet  long,  are  held  in  the  office  of  the  Secretary  for  reference. 
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Fin.  1«. 

Mr.  Sellers,  who  proposed  this  system  of  screw  threads,  described  it  in  an 
essay  read  before  the  Franklin  Institute  of  Philadelphia,  April  21.  1864,  as 
follows : 

"  The  proportions  for  the  proposed  thread  and  its  comparative  relation  to 
the  sharp  and  rounded  threads,  will  be  readily  understood  from  the  accompa- 
nying diagram  in  which  Figs.  11  and  12  —  the  latter  on  an  exaggerated  scale  — 
represent  a  sharp  thread.  Figs.  13  and  14  a  rounded  top  and  bottom  to  the 
English  proportion,  and  Figs.  15  and  16  the  flat  top  and  bottom,  all  of  the 
same  pitch.  The  angle  of  the  proposed  thread  is  fixed  at  60°,  the  same  as  the 
sharp  thread,  it  being  more  readily  obtained  than  55° ;  and  more  in  accord- 
ance with  the  general  practice  in  this  country.  Divide  the  pitch,  or,  which  is 
the  same  thing,  the  side  of  the  thread  into  eight  equal  parts,  take  off  one  part 
from  the  top  and  fill  in  one  part  in  the  bottom  of  the  thread,  then  the  flat  top 
and  bottom  will  equal  one-eighth  of  the  pitch  ;  the  wearing  surface  will  be 
three-quarters  of  the  pitch,  and  the  diameter  of  screw  at  bottom  of  the  thread 
will  be  expressed  by  the  formula  : 

1,299 

Diameter  — 

number  of  threads  per  inch. 

The  accompanying  tables  are  reprinted  from  Mr.  Sellers'  essay  :  they  give 
the  proportions  of  his  standard  screw  threads,  nuts  and  bolt  heads  : 
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RECOMMENDED   PRACTICE 
Originally  separated  from  the  Standards  in  i8gj. 

CAST-IRON    WHEELS. 

Specifications  and  Gtwrantee. 

In  1893  specifications  for  cast-iron  wheels  and  a  form  of  guarantee  by 
manufacturers  were  adopted  as  Recommended  Practice ;  these  had  formerly 
been  standards  of  the  Association.     See  Proceedings  1889  and  1893. 

They  are  as  follows  : 

SPECIFICATIONS   FOR   CAST-IRON    WHEELS. 

1.  "The  chills  in  which  the  wheels  of  any  one  wheelmaker  are  cast  shall 
be  of  equal  diameters,  and  the  same  chill  must  not  vary  at  dififerent  points 
more  than  one-sixteenth  of  an  inch  in  diameter." 

2.  '•  Wheels  of  the  same  nominal  diameter  furnished  by  any  one  wheel- 
maker  must  not  vary  more  than  one-fourth  of  an  inch  above  or  below  the  mean 
size  measured  on  the  circumference,  and  the  same  wheel  must  not  vary  more 
than  one-sixteenth  of  an  inch  in  diameter.  The  body  of  the  wheel  must  be 
smooth  and  free  from  slag,  shrinkage  or  blow-holes.  The  tread  must  be  free 
from  deep  and  irregular  wrinkles,  slag,  chill  cracks,  and  sweat  or  beads  in 
throat,  which  are  one-eighth  of  an  inch  or  over  in  diameter,  or  which  occur  in 
clusters  of  more  than  six  inches  in  length." 

3.  "The  wheels  broken  must  show  clean  gray  iron  in  the  plates;  the 
depth  of  pure  white  iron  must  not  exceed  seven-eighths  of  an  inch,  or  be  less 
thaik  three-eighths  of  an  inch  in  the  middle  of  the  tread,  and  shall  not  be  less 
than  three-sixteenths  of  an  inch  in  the  throat.  The  depth  of  the  white  iron 
shall  not  vary  more  than  one-fourth  of  an  inch  around  the  tread  on  the  rail 
line  in  the  same  wheel." 

4.  "For  each  hundred  wheels  which  pass  inspection  and  are  ready  for 
shipment,  one  representative  wheel  shall  be  taken  at  random  and  subjected  to 
the  following  test : 

' '  The  wheel  shall  be  placed  flange  downward  on  an  anvil  block  weighing 
not  less  than  seventeen  hundred  (1,700)  pounds,  set  on  rubble  masonry  at  least 
two  feet  deep,  and  having  three  supports  not  more  than  five  (5)  inches  wide 
for  the  wheel  to  rest  upon.  It  shall  be  struck  centrally  on  the  hub  by  a  weight 
of  one  hundred  and  forty  (140)  pounds  falling  from  a  height  of  twelve  (12) 
feet.  Should  this  wheel  stand  five  (5)  blows  without  breaking  into  two  or 
more  pieces,  the  hundred  wheels  shall  be  accepted." 

"The  above  tests  shall  apply  to  standard  weight  wheels  from  twenty-six  to 
forty-two  inches  in  diameter,  used  on  the  standard  gauge  roads." 

' '  Or,  the  wheel  shall  be  placed  flange  downward  on  a  cast-iron  ring  weigh- 
ing one  thousand  (1,000)  pounds,  the  outside  diameter  of  the  ring  being  thirty- 
six  and  one-half  (36^)  inches,  the  inside  diameter  twenty-four  (24)  inches, 
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and  thickness  eight  (8)  inches,  supported  on  rubble  masonry  at  least  two  feet 
feet  deep.  It  shall  be  struck  on  the  plate,  close  to  the  rim,  by  a  weight  of  one 
hundred  (loo)  pounds  falling  from  a  height  of  seven  (7)  feet.  When  subjected 
to  this  test  a  five  hundred  and  fifty  (550)  pound  wheel  shall  stand  twenty  (20) 
blows  ;  a  five  hundred  and  seventy-five  (575)  pound  wheel,  twenty-five  (25) 
blows,  and  a  six  hundred  (600)  pound  wheel  thirty  (30)  blows  without  breaking 
a  piece  out.  This  test  applies  to  33-inch  wheels.  26,  28  and  30  inch  wheels 
must  stand  the  twenty-five-blow  test,  and  36  and  42  inch  wheels  must  stand  the 
thirty -blow  test." 

5.  "Should,  in  either  case,  the  test  wheel  break  in  two  or  more  pieces 
with  less  than  the  required  number  of  blows,  ttien  a  second  wheel  shall  be 
taken  from  the  same  lot  and  similarly  tested.  If  the  second  wheel  stands  the 
test,  it  shall  be  optional  with  the  inspector  whether  he  shall  test  a  third  wheel 
or  not,  if  he  does  not  so  elect,  or  if  he  does  and  the  third  wheel  stands  the  test, 
the  hundred  wheels  shall  be  accepted." 

6.  • '  Wheels  shall  not  vary  from  the  specified  weight  more  than  two  per 
cent." 

7.  "The  flange  shall  not  vary  in  the  same  wheel  more  than  three-thirty- 
seconds  of  an  inch  from  its  mean  thickness. " 

8.  * '  All  wheels  shall  be  numbered  consecutively,  and  shall  have  the  num- 
ber, also  the  day,  month  and  year  when  made,  plainly  formed  on  the  inside 
plate  in  casting,  and  no  two  wheels  shall  have  the  same  number. " 

GUARANTEE  FOR   CAST-IRON   WHEELS. 

"This  Indenture,  made  this day  of 18.... 

by  and  between party  of  the 

first  part,  and party  of  the 

second  part,  Witnesseth  : 

•  •  The  party  of  the  first  part  hereby  agrees  to  furnish  to  the  party  of  the 

second  part,  free  on  board  cars  at  

chilled  cast-iron  wheels inches  in 

diameter,  for  use  under " 

2.  "The  party  of  the  second  part  hereby  agrees  to  pay  to  the  party  of 

the  first  part dollars  for  each  wheel  furnished, 

and  to  keep  an  accurate  account  of  the  mileage  made  by  the  wheels  placed  in 
service  under  cars  in  passenger  equipment  and  under  locomotives  and  tenders, 
and  an  accurate  record  of  the  number  of  months  of  service  of  the  wheels 
placed  in  service  under  cars  in  freight  equipment." 

3.  "The  party  of  the  second  part  hereby  agrees,  when  any  wheel  fur- 
nished under  the  contract  is  scrapped,  to  furnish  to  the  party  of  the  first  part 
a  statement  which  will  show  : 

1.  The  wheel  number. 

2.  The  service  in  which  the  wheel  ran. 

3.  The  amount  of  service  in  months  or  miles. 

4.  The  cause  of  failure. 
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5-    A  charge  against  the  party  of  the  first  part  of  fifty-five  per  cent  of  the 
price  of  the  wheel  mentioned  above. 

6.   A  credit  to  the  party  of  the  first  part  of 

cents  per  i.ooo  miles  for  36  in.  passenger  equipment. 

"'      "    33  " 

'         "       ••    30  " 

• "    36  "  locomotive  and  tender  equipment. 


"      "       "         *'       "  33  " 

30  " 

28  •• 

"      "  month  "  36  "  freight  equipment. 

"  33  "       •• 

••  30  ••       " 

' '  Except  in  case  of  wheels  removed  for  the  following  causes  : 

1.  Flat  by  sliding. 

2.  Chipped  Flange. 

3.  Broken   Flange,    if    the  breakage  is  not  caused   by  seams,    worn 

through  chill  or  worn  flange. 

4.  Broken  or  Chipped  Rim,  not  caused  by  rim  being  hollow.  i 

5.  Breakage  of  any  kind  caused  by  wreck  or  derailment."  1 

4.  "The  party  of  the  first  part  hereby  agrees,  on  presentation  of  the  1 
statement  above  mentioned,  to  pay  the  party  of  the  second  part  any  balance  j 
due  from  lack  of  sufficient  service  on  the  part  of  the  wheels  (with  above  excep-  j 
tions),  to  balance  the  charge,  and  the  party  of  the  second  part  hereby  agrees  ] 
to  pay  the  party  of  the  first  part  any  balance  due  as  shown  by  the  aforesaid  I 
statement,  settlements  to  be  made  quarterly."  j 

5.  "The  party  of  the  second  part  hereby  agrees  to  hold,  subject  to  the  ' 
inspection  of  the  party  of  the  first  part,  for  a  period  of  thirty  days  after  said  | 
statement  has  been  rendered,  any  wheels  (with  above  exceptions)  which  have  j 
not  earned  for  themselves  a  credit  equal  to  the  amount  charged  against  them. "  | 

6.  "It  is  understood  that  the  basis  of  settlement  shall  be  as  follows  :  i 


LIMIT  GAUGES  FOR  ROUND  IRON. 


In  1893  limit  gauges  and  diameters  for  round  iron  were  adopted  as  a  Rec- 
ommended Practice  ;  these  had  formerly  been  standard  of  the  Association. 
See  Proceedings  1883,  pages  37  and  38,  116-118  ;  Proceedings  1893. 
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36-inch  passenger  wheels 70,000  miles.  j 

33-inch  passenger  wheels 60,000  miles. 

36-inch  engine  and  tender  wheels 60,000  miles.  > 

33-inch  engine  and  tender  wheels 50,000  miles.  j 

30-inch  engine  and  tender  wheels 45.000  miles.  ! 

28  and  26  inch  engine  and  tender  wheels 40,000  miles. 

Refrigerator,  through  line  and  cattle  cars  ....        24  months. 
All  other  freight  cars 48  months." 
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Fig.  i8. 

Limit  gauges  such  as  shown  herewith  for  ij^-inch  iron  are  recommended 
for  use  in  procuring  round  iron  to  take  the  Seller's  standard  screw  threads  ; 
round  iron  used  to  be  of  such  size  as  will  enter  the  large  or  +  end  of  the  gauge 
intended  for  that  size,  in  any  way,  and  also  of  such  size  as  will  not  enter  the 
small  or  —  end  in  any  way. 

The  limiting  diameters  for  certain  nominal  sizes  of  iron,  together  with  the 
maximum  variation  allowable  by  such  use  of  these  gauges,  are  given  in  the  fol- 
lowing table : 

SIZES   OF   LIMIT  GAUGES   FOR    ROUND   IRON. 


Nominal  Diambtbr  of  Iron.— Inches. 


Large  Size, 

Small  Sire, 

•ft>  end. 

-end. 

Inches. 

Inches. 

.2550 

.2450 

.3180 

.3070 

.3810 

.3690 

.4440 

.4310 

.5070 

.4930 

.5700 

.5550 

.6330 

.6170 

.7585 

.7415 

.8840 

.8660 

1.0095 

.9905 

1. 1350 

I.1150 

1.2605 

1.2395 

Total  Vari- 
ation 
Inches. 


% 

'A 

I 


.010 
.Oil 
.012 
.013 
.014 
.015 
.016 
.017 
.018 
.019 
.020 
.021 


CHECK   CHAINS. 


In  1893  the  use  of  truck  and  car  body  check  chains,  properly  applied, 
was  adopted  as  a  Recommended  Practice.  See  Proceedings  1874,  pages  27 
and  72 ;  Proceedings  1893.  ^^  ^896  it  was  agreed  that  this  recommendation 
referred  to  passenger  equipment  cars  only. 
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MARKING   CARS. 


In  1893  a  Recommended  Practice  was  adopted  as  follows : 
That  all  railroad  companies  having  the  same  initials  as  other  railroad 
companies,  should  stencil  the  name  of  the  road  in  full  on  some  part  of  the  car 
where  it  may  be  readily  seen.     See  Proceedings  1882,  page  158  ;  Proceediogs 
1893. 


AIR-BRAKE    REPAIR    CARD. 


In  1894  a  Recommended  Practice  was  adopted  to  use  an  air-brake  repair 
card  to  report  to  division  terminals  such  defects  as  are  found  by  trainmen 
which  require  brake  to  be  cut  out.  This  was  revised  in  1898,  and  is  now  as 
below,  to  be  attached  as  near  to  the  car  number  as  possible  : 
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THE  RAILWAY  CO. 

AIR-BRAKE  CUT-OUT  CARD. 
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THE  RAILWAY  CO. 

DEFECTIVE  AIR-BRAKE  CARD. 

AppihdtoCarNo. inliiala  ^ 

Date at 

By inspector. 
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AIR    BRAKE   AND    SIGNAL   INSTRUCTIONS. 

In  1898  the  Air  Brake  and  Signal  Instructions  which  bad  been  in  use  since 
1892  were  slightly  revised  and  adopted  as  a  Recommended  Practice  of  the 
Association.  These  instructions  were  also  approved  by  the  American  Railway 
Master  Mechanics'  Association  as  originally  adopted  in  1892  and  as  revised  in 
1898.     For  instructions  in  detail,  see  Appendix  A. 

PROTECTION    OF   TRAINMEN. 

Sheet  M.  C.  B.— A. 

In  1893  a  Recommended  Practice  was  adopted  to  protect  trainmen  from 
accident,  under  the  subheads  as  given.  In  1896  some  changes  were  made, 
especially  in  regard  to  handholds,  and  by  the  elimination  of  various  details 
from  drawing. 

Position  of  Brake  Shafts. 

The  brake  shaft  to  be  placed  on  what  is  the  left-hand  corner  of  the  car  when 
a  person  is  standing  on  the  track  facing  the  end  of  the  car.  The  ratchet  wheel 
and  brake  pawl  to  be  fastened  to  a  suitable  casting  attached  to  the  roof.  The 
center  of  the  brake  shaft  to  be  20  inches  from  the  middle  of  the  car. 

See  Proceedings  1888,  pages  25  and  123  ;  Proceedings  1893  and  1896. 

Running  Boards. 

The  ends  of  the  running  boards  of  box  cars  to  be  made  to  project  over  the 
ends  of  the  cars,  and  properly  supported,  so  that  the  end  of  running  board 
shall  not  be  more  than  6  inches  back  of  face  of  buffer  block.  The  running 
board  shall  be  made  not  less  than  18  inches  wide. 

See  Proceedings  1888,  pages  24  and  123  ;  Proceedings  1893  and  1896. 

Steps. 

Two  good  substantial  steps,  to  be  made  of  wrought  iron,  about  %  by  i^ 
inches  section,  to  be  fastened,  one  to  each  side  sill,  next  to  the  comer  of  the 
car  to  which  the  ladder  is  attached.  The  steps  to  be  not  less  thaji  12  inches 
long,  measured  horizontally  between  the  sides,  and  the  tread  to  be  not  less 
than  8  inches  below  the  bottom  of  the  sill.  The  side  of  the  step  next  to  the 
corner  of  the  car  to  be  as  near  to  the  end  of  the  car  as  is  practicable.  Each 
side  of  the  step  to  be  fastened  to  the  sill  with  two  ^-inch  bolts  and  nuts. 

See  Proceedings  1888,  pages  25  and  121  ;  Proceedings  1893. 

Ladders. 

Each  box  and  stock  car  should  have  two  iron  or  wooden  ladders  with  not 
less  than  five  steps  to  each  ladder ;  steps,  if  of  iron,  to  be  not  less  than 
^  inch  diameter ;  if  of  wood,  to  be  not  less  than  i^  by  2  inches,  and  to  be 
made  of  hardwood  ;  the  steps  to  be  not  less  than  7.%,  inches  from  side  or  end  of 
car ;  each  ladder  to  have  a  handhold  on  the  roof  directly  over  top  of  ladder. 
When  iron  ladders  are  used  and  placed  on  ends  of  car,  the  bottom  step  to 
have  a  guard  or  projection  to  prevent  men  from  slipping  when  swinging 
around  the  end  of  car  to  get  on  the  step. 
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Handhcjds. 

Box  and  stock  cars  constructed  with  projecting  end  sills  with  end  ladders, 
should  be  provided  with  a  horizontal  grabiron  or  handhold  about  24  inches 
long  on  side  of  car  over  each  step,  located  about  27^  inches  above  center  line 
of  drawbar.  The  end  ladder  should  be  located  on  left-hand  side  of  end  of  car 
and  one  horizontal  grabiron  or  handhold,  about  24  inches  long,  on  right-hand 
side  of  end  of  car  about  27^^  inches  above  center  line  of  drawbar,  the  lower 
rang  of  ladder  being  a  suitable  grabiron  for  opposite  side  of. end  of  car,  as 
shown  on  Plate  A. 

Box  and  stock  cars  constructed  with  projecting  end  sills  with  side  ladders 
located  over  steps,  the  lower  rung  of  such  ladders  is  an  effective  grab.  They 
should  also  be  provided  with  two  horizontal  end  grabirons  or  handholds,  about 
24  inches  long,  located  on  each  side  of  end  of  car  about  27>^  inches  above  the 
center  line  of  drawbar,  as  shown  on  Plate  A — 2.  • 

Box  and  stock  cars  not  constructed  with  projecting  end  sills,  and  which 
have  end  ladders,  should  be  provided  with  horizontal  grabiron  or  handhold 
about  24  inches  long  on  side  of  car  over  each  step,  located  about  27^  inches 
above  center  line  of  drawbar.  The  end  ladder  should  be  located  on  left- 
hand  side  of  end  of  car  and  one  horizontal  grabiron  or  handhold  about  24 
inches  long  on  right-hand  side  of  end  of  car  about  27>^  inches  above  center 
line  of  drawbar,  the  lower  rung  of  ladder  being  a  suitable  grab  for  that  side  of 
end  of  car,  as  shown  on  Plate  A — 3.  End  ladders  constructed  without  side 
frames  should  have  the  lower  rung  provided  with  a  guard  to  prevent  the  foot 
from  slipping  off. 

On  box  and  stock  cars  not  constructed  with  projecting  end  sills,  and  which 
have  side  ladders  located  over  steps,  the  lower  rung  of  such  ladder  is  an  effect- 
ive grab.  They  should  be  provided  with  two  horizontal  end  grabirons  or 
handholds  about  24  inches  long,  located  on  right-hand  side  of  end  of  car  about 
27^  inches  above  center  line  of  drawbar,  as  shown  on  Plate  A — 4. 

All  gondolas  with  drop  ends  to  be  provided  with  horizontal  grabirons  or 
handholds  on  sides  of  car  over  each  step,  about  24  inches  long,  located  as  high 
as  possible,  but  not  exceeding  the  measurement  of  27)^  inches  above  center 
line  of  drawbar,  and  two  grabirons  or  handholds  placed  under  the  sill  at  end  of 
car  as  near  the  face  as  will  insure  a  good  safe  fastening,  the  outside  end  of  it  ta 
be  in  line  with  the  inside  face  of  the  side  sill,  and  to  be  about  18  inches  long 
with  a  space  not  less  than  3  inches  between  it  and  the  end  sill,  as  shown  on 
Plate  A — 5.  If  preferred,  the  end  handholds  may  be  placed  on  the  face  of 
the  end  sill,  as  shown  in  the  alternate  illustration,  A — 5. 

All  high-side,  fixed-end  gondolas  should  be  equipped  with  a  vertical  grab- 
iron  or  handhold  over  steps  on  the  sides  of  the  car,  about  24  inches  long,  the 
lower  end  to  be  placed  about  6  inches  above  the  floor  of  the  car,  and  two  hori- 
zontal grabirons  or  handholds  on  each  end  of  car,  about  24  inches  long,  4  inches 
from  the  outside  of  car  and  27^  inches  above  center  line  of  drawbar ;  exception 
to  be  made  where  the  car  is  provided  with  a  brake  step,  in  which  case  the 
bracket  of  the  brake  step  can  be  used  as  a  grabiron  on  that  side  of  end  of  car, 
as  shown  on  Plate  A — 6,  for  low  sides.     It  is  also  recommended  that  where  the 
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side  of  a  gondola  car  is  too  high  for  a  man  ^standing  on  the  step  to  reach  the 
top,  there  should  be  two  additional  vertical  grabirons  or  handholds  placed  on 
each  side  of  end  of  car,  extending  from  within  4  inches  of  the  top,  to  be  about 
18  inches  long,  as  shown  on  Plate  A — 6  for  high  sides. 

Tank  cars  should  be  provided  with  horizontal  grabirons  or  handholds, 
about  24  inches  long,  on  sides  over  steps  ;  but  cars  provided  with  safety  railings 
on  sides  do  not  require  side  grabirons  or  handholds,  but  should  be  provided 
with  two  end  grabirons  or  handholds,  about  18  inches  long,  located  on  under 
side  of  end  sill,  the  same  as  for  drop-end  gondolas,  and  as  shown  on  Plate  A— 7. 
If  preferred,  the  end  handholds  may  be  placed  on  the  face  of  the  end  sill,  as 
shown  in  the  alternate  illustration,  Plate  A — 7. 

All  flat  cars  to  be  provided  with  horizontal  grabirons  or  handholds  on 
sides  of  cars  over  steps,  about  24  inches  long,  and  if  not  equipped  with  step, 
one  grabiron  or  handhold  on  each  side  near  end  of  car,  where  coupler  unlock- 
ing rod  is  located,  and  two  end  grabirons  or  handholds,  about  18  inches  long, 
placed  under  the  sill  as  near  the  face  as  will  insure  a  good  safe  fastening,  the 
same  as  for  drop-end  gondolas,  and  as  shown  on  Plate  A — 8.  If  preferred,  the 
end  handholds  may  be  placed  on  the  face  of  the  end  sill,  as  shown  in  the  alter- 
nate illustration,  Plate  A — 8. 

It  is  also  recommended  that  all  grabirons  or  handholds  shall  be  secured  by 
through  bolts  of  >^-inch  diameter,  with  nuts  on  the  outside  and  riveted  over 
wherever  it  is  possible  to  do  so,  and  where  lag  screws  are  used  they  shall  be 
not  less  than  Yz  inch  diameter  and  3  inches  long,  and  screwed  into  solid  wood. 

Handholds  on  end  sills  should  have  at  least  2  inches  clearance  behind 
them,  and  all  other  handholds  should  have  at  least  2^  inches  clearance  behind 
them. 

All  handholds  should  be  made  of  iron  not  less  than  yi  inch  diameter; 
handholds  on  sides  and  ends  of  cars  should  be  about  24  inches  long  in  the 
clear;  those  on  end  sills  to  be  made  shorter  only  when  it  is  impossible  to  use 
this  length. 

See  Proceedings  1879,  pages  109,  no  and  in;  Proceedings  1893;  Pro- 
ceedings 1894  ;  Proceedings  1896. 

PLATFORM    SAFETY   CHAINS. 

In  1893  a  Recommended  Practice  was  adopted  for  location  and  details 
of  platform  safety  chains  for  passenger  equipment  cars.  See  Proceedings 
1890  and  1893.  In  1896  this  was  modified  as  follows :  Platform  Safety 
Chains  for  passenger  equipment  cars  to  be  located  i4>^  inches  each  side 
of  center ;  to  be  suitably  attached  to  under  side  of  platform  timbers,  and 
to  be  of  such  length  that  when  extended  horizontally  the  chain  with  hook  shall 
measure  12 3^  inches  from  face  of  end  timber  to  bearing  point  of  hook,  and  the 
chain  with  eye  shall  measure  2^  inches  from  face  of  end  timber  to  bearing 
point  of  eye.  The  hook  shall  not  be  more  than  \%  inches  thick  transversely, 
and  the  eye  shall  not  be  less  than  i^  inches  wide,  or  less  than  4  inches  long 
in  its  opening.  When  facing  end  of  car  the  chain  fitted  with  hook  shall  be  on 
the  left-hand  side,  and  the  chain  fitted  with  eye  on  the  right-hand  side.  See 
Proceedings  1896. 
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MARKING   FAST   FREIGHT   LINB  CARS. 

Sheet  M.  C.  B— A. 

In  1893  a  Recommended  Practice  was  adopted  for  marking  Fast  Freight 
Line  Cars  as  shown  on  Sheet  M.  C.  B. — A. 

//  was  resolved  : 

ist.  The  half  of  sides  of  car  on  which  the  doors  do  not  slide,  to  show  the 
name  of  the  "  Fast  Freight  Line."  spelled  out  in  full,  and  the  car  number,  in 
the  Fast  Freight  Line  series,  immediately  below  it.  In  the  same  panel  and 
within  two  feet  of  the  sill  shall  appear,  in  letters  not  over  four  inches  high,  the 
name  of  the  railroad  company  owning  or  contributing  the  car,  and  between 
the  same  and  the  sill  shall  appear  the  light  weight  of  the  car,  with  such  other 
information  as  it  is  found  advisable  to  give  in  connection  with  same. 

2d.  Side  doors  to  bear  the  initials  of  the  road  to  which  the  car  belongs, 
or  the  name  of  the  line  on  which  the  car  is  used,  together  with  the  number  of 
the  car. 

3d.  The  ends  to  show  the  initials  of  the  "Fast  Freight  Line,"  with  the 
car  number,  in  the  Fast  Freight  Line  series,  and  the  light  weight  just  below 
them  ;  no  other  marks  will  appear  on  ends  of  car. 

4th.  The  half  sides  of  cars  on  which  the  doors  do  slide,  to  be  reserved  for 
advertising  symbols  or  trade-marks  where  used.  The  use  of  profuse  lettering 
in  this  panel  is  to  be  discouraged,  however,  and  it  is  recommended  that  only 
the  simplest  trade-marks  or  advertising  signs  shall  be  used  ;  the  capacity  of 
the  car  to  appear  near  the  sill  in  this  same  panel. 

See  Proceedings  1884,  pages  96,  156  and  162  ;  Proceedings  1893. 

ARCH    BARS   AND   COLUMN    BOLT   FOR    8c5,000-P0UND    CAPACITY    CAR. 

Sheet  M.  C.  B.— A. 

In  1897  a  committee  on  this  subject  reported  designs  which  were  subse- 
quently adopted  by  letter  ballot  as  Recommended  Practice  of  the  Association. 
See  Sheet  M.  C.  B. — A.     Proceedings  1897,  pages  188  to  192. 

ATTACHMENT  OF  COUPLERS  TO  CARS. 

Sheet  M.  C.  B.— B. 

In  1893  a  Recommended  Practice  was  adopted  for  attaching  M.  C.  B. 
automatic  couplers  to  cars,  as  shown  on  Sheet  B,  and  by  a  separate  vote  the 
xxsc  of  a  draft  spring,  6%  inches  diameter.  8  inches  long,  with  2^  inches  motion 
-y^Bjs  recommended.  At  that  time  the  capacity  of  the  spring  was  placed  at 
22,000  pounds,  but  this  was  changed  in  1896  to  19,000  pounds  to  better  accord 
v^itti  the  facts.     See  Proceedings  1893  and  1896. 

In  j8<yj  the  yoke  or  pocket  strap  s/iown  in  detail  on  S/zt'et  Af.  C.  B. — B.  luas 
ai/i^J>l^*i  as  standard  of  the  Association^  with  the  addition  of  ^  inch  radius  at  back 
^ftt/.      See  Sheet  M.  C.  B.  11. 

In  i8qtj  the  buffer  block  and  location  shown  on  Sheet  M.  C.  B. — B.,  but  with 
sofft^  additional  details  of  buffer  block,  locre  adopted  as  standard  of  the  Association. 
Se'e  Sheet  M.  C.  B.  li. 
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UNCOUPLING  ARRANGEMENTS  FOR  M.  C.  B.  COUPLERS. 

Sheet  M.  C.  B.— B. 

In  1897  a  committee  reported  on  uncoupling  arrangements  for  M.  C.  B. 
couplers,  submitting  designs  shown  on  Sheet  M.  C.  B. — B.,  which  were  subse- 
quently adopted  as  Recommended  Practice  of  the  Association. 

The  report  of  the  committee,  also  adopted,  contained  the  following  refer- 
ence to  these  designs : 

' '  Diagram  No.  i  shows  the  application  of  the  proposed  standard  parts  to 
a  car  with  concealed  end  sills  with  the  parts  of  the  dimensions  and  located  as 
shown  on  ' '  Plate  B,  Recommended  Practice  for  Attaching  Automatic  Couplers 
to  Cars,"  arranged  to  operate  the  lock  in  a  coupler  having  the  lock  located  on 
the  vertical  center  linfe  of  the  coupler. 

' '  Diagram  No.  2  shows  the  application  to  the  same  design  of  car  with  the 
center  of  the  lock  located  three  inches  from  the  vertical  center  line  of  the 
coupler.  Within  these  limits  are  located  the  locks  on  the  great  majority  of 
couplers  in  service. 

' '  Diagram  No.  3  shows  the  application  to  a  car  having  projecting  end  sills. 
The  bracket  supporting  the  end  of  the  release  rod  farthest  from  the  coupler  is 
provided  with  a  projection  to  enable  the  lock  of  the  coupler  to  be  held  in  the 
raised  position  by  pushing  the  rod  toward  the  center  of  the  car,  after  being 
raised,  until  the  outer  arm  engages  the  projection,  a  feature  which  with  many 
designs  of  couplers  is  necessary. 

"  The  dimensions  of  the  parts  as  shown  will  be  suitable  for  all  cars  with 
dead  blocks  of  the  dimensions  as  showii  on  '  Plate  B,  Recommended  Practice,' 
and  with  end  sills  8  or  9  inches  in  depth  ;  for  cars  with  these  parts  of  different 
depths  the  proper  adjustment  can  be  made  by  changing  the  relation  of  the 
arms  of  the  lever  to  bring  the  center  of  the  eye  of  the  horizontal  arm  to  the 
proper  height  above  the  eye  of  the  lock  or  by  the  use  of  links  of  different 
lengths. 

"There  are  some  designs  of  M.  C.  B.  couplers  in  use  in  which  the  lock  is 
operated  from  the  side  or  from  beneath.  As  each  type  has  a  distinctive  method 
of  operating  the  lock,  your  committee  did  not  think  it  necessary  to  consider  them 
in  this  report,  although  some  such  types  are  used  in  considerable  quantities.*' 

JOURNAL   BEARING    AND   WEDGE   GAUGES. 

Sheet  M.  C.  B.— C. 

In  1894  a  Recommended  Practice  was  adopted  for  Gauges  for  Journal 
Bearings  and  Wedges,  to  insure  their  proper  interchangeability  and  freedom 
from  binding  when  in  place.     The  set  comprises  : 

Two  Bearing  and  Wedge  Cross-Section  Gauges. 

'•  "  "         "       Longitudinal-Section  Gauges. 

"  "        Flanged  Side  Lug  Gauges. 

Bore  Gauges. 
One        "        Thickness  Gauge,  common  to  both  sides. 
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In  1898  the  radius  of  both  bearing  bore  gauges  was  reduced  ^  inch  on 
drawing,  to  correspond  strictly  with  M.  C.  B.  Standards  shown  on  sheets  3 
and  6.  This  sheet  was  also  modified  in  1898  by  the  omission  of  the  Dummy 
coupling  previously  shown  thereon. 

SAFETY   CHAINS   FOR   FREIGHT   CARS. 

Sheet  M.  C.  B.— C. 

In  1894  a  Recommended  Practice  was  adopted  for  Safety  Chains  for 
Freight  Cars,  when  such  chains  are  used.  The  use  of  safety  chains  on  freight 
cars  was  not  recommended,  but  when  they  are  used  on  cars  for  special  service 
a  location  is  recommended  as  shown. 

MINIMUM   THICKNESS   FOR   STEEL  TIRES. 

Sheet  M.  C.  B.— C. 

In  1894  a  Recommended  Practice  was  adopted  for  Minimum  Thickness  for 
Steel  Tires  of  Car  Wheels,  to  be  i  inch,  to  be  measured  normal  to  the  tread 
and  radial  to  the  curved  portions  of  the  flange  through  the  thinnest  part  within 
4Ji^  inches  from  the  back  of  the  flange ;  the  thickness  from  the  latter  point  to 
the  outer  edge  of  tread  to  be  not  less  than  j4  inch  at  thinnest  part  as  shown  on 
Sheet  M.  C.  B.— C. 

A  further  practice  was  adopted  of  cutting  a  small  groove,  as  shown  in  the 
outer  face  of  all  tires  when  wheels  are  new,  at  a  radius  X  inch  ^^^  ^^^^  ^^^^  ^^ 
the  tread  of  tire  when  worn  to  the  prescribed  limit,  to  facilitate  inspection. 

LOADING  POLES,  LOGS  AND  BARK  ON  CARS. 

Sheet  M.  C.  B.— D. 

In  1893  a  Recommended  Practice  was  adopted  for  loading  logs  and  poles 
on  cars  and  for  racking  cars  for  loading  bark,  and  in  1896  extended  rules  gov- 
erning the  loading  of  lumber  and  timber  on  open  cars  were  adopted,  replacing 
the  former  practice  heretofore  shown  on  Sheet  M.  C.  B. — B,  with  the  excep- 
tion of  racking  cars  for  loading  bark.  At  the  same  time  rules  governing  the 
loading  of  long  structural  material,  rails,  plates,  girders,  etc.,  were  adopted. 
See  Sheet  M.  C.  B.—D. 

In  1897  some  modification  of  these  rules  was  adopted,  with  slight  changes 
in  the  illustrations  also.  In  1S9S  still  further  slight  changes  were  made  in  the 
text  and  in  some  of  the  drawings,  and  a  new  section  was  added  containing 
rules  for  loading  large  logs,  pipe  and  stone  on  open  cars.  For  present 
Recommended  Practice  see  Appendix  B. 

MOUNTING   WHEELS. 

M.  C.  B.— E. 

In  1896  it  was  decided  by  letter  ballot  that  a  gauge  for  determining  the 
center  of  the  axle  between  centers  of  journal  be  used,  and  that  all  axles  be 
carefully  centered  betweea  centers  of  journals  prior  to  mounting,  and  that  a 
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gauge  for  locating  the  wheels  equidistant  from  the  center  of  the  axle,  as  thus 
determined  and  shown  in  Plate  £,  should  be  used  in  mounting  wheels. 

In  1897  the  Recommended  Practice  for  mounting  wheels  was  modified  by 
letter  ballot  by  the  omission  of  that  part  providing,  among  other  things,  that 
wheels  with  flanges  worn  to  a  thickness  of  i>i  inches  or  less  should  not  be 
remounted,  and  the  substitution  therefor  of  the  following  : 

First. — That  wheels  with  flanges  worn  to  a  thickness  of  i^  inches  or  less 
shall  not  be  remounted. 

Second. — That  the  thickness  of  flanges  of  wheels  fitted  on  the  same  axle 
should  be  equal  and  should  never  vary  more  than  ^  inch. 

Third. — That  in  mounting  wheels,  new  or  secondhand,  the  standard  wheel 
check  gauge  should  be  used  in  the  following  manner : 

After  one  wheel  is  pressed  into  position,  place  the  stop  "A"  or  •'B"  of 
the  check  gauge  against  the  inside  of  the  flange  of  the  wheel  with  the  thinner 
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WHEEL    CHECK    GAUGE 


flange  with  the  corresponding  tread  stop  "  C  "  or  "  D  "  against  the  tread  of  the 
wheel.  Press  the  other  wheel  on  the  axle  until  the  opposite  tread  stop  comes 
in  contact  with  the  tread  with  the  corresponding  gauge  point  "E"  or  "F"  in 
contact  with  the  outside  of  the  thicker  flange. 

ADJUSTING    HEIGHT   OF    DRAWBARS. 

In  1896  it  was  decided  that  in  adjusting  the  height  of  drawbars  to  meet  the 
requirements  of  the  United  States  law  fixing  the  height  from  the  top  of  rail  to 
center  of  drawbar  for  standard  gauge  cars  in  interstate  traffic,  cars  should  be 
adjusted  when  empty,  as  far  as  possible.  In  order  to  justify  a  bill  for  work 
done  under  the  Rules  of  Interchange,  an  empty  car  should  be  adjusted  to  34^ 
inches,  or  within  ^  inch  thereof,  and  when  it  is  necessary  to  alter  a  loaded  car 
it  should  be  adjusted  to  33^  inches,  or  within  %  inch  thereof,  or  as  near  as 
possible  to  such  height  as  will  bring  it  to  34^^  inches  when  the  car  is  unloaded. 

STENCILING    CARS. 

In  1896  it  was  decided  : 

That  on  all  box  cars  standing  more  than  twelve  (12)  feet  from  top  of  rail 
to  eaves,  the  width  at  eaves  be  stenciled  in  3-inch  letters  on  side  of  car,  as  near 
the  bottom  as  convenient. 


Digitized  by 


Google 


393 

That  all  box,  stock  and  other  roofed  cars  have  the  number  and  initials  sten- 
ciled in  3-inch  letters  on  outer  face  of  outer  floor  timber  between  cross-tie 
timbers,  except  where  cars  are  ceiled  over  underneath,  in  which  case  the  sten- 
ciling shall  be  put  on  inside  face  of  each  cross-tie  timber  in  center. 

That  all  classes  of  cars  have  style  of  coupler  and  rear  attachments,  and 
style  of  brake  beams  stenciled  in  not  less  than  i>^-inch  letters  near  one  end  of 
car  on  each  side,  or  on  each  end  of  car  directly  above  the  buffer  blocks  where 
design  of  car  permits  it. 

That  where  the  construction  of  the  truck  permits,  trucks  shall  be  stenciled 
on  each  side,  giving  the  size  of  journal,  and  the  letters  "  M.  C.  B."  if  the  axle 
is  M.  C.  B.  standard  axle.  If  the  axle  is  not  M.  C.  B.  standard,  use  dimen- 
sions from  center  to  center  of  journal  in  place  of  M.  C.  B.  This  stenciling  to 
be  in  i^-inch  letters,  and  to  be  put  on  end  or  side  of  bolster  in  Diamond 
trucks,  and  on  side-truck  frame  in  center  on  pedestal  type  of  trucks. 

That  on  all  cars  equipped  with  air  brakes,  the  words  "  Air  Brake,"  in  let- 
ters not  less  than  3  inches  high,  be  stenciled  on  the  sides  or  ends  of  the  cars. 
and  that  the  make  of  air-brake  equipment  be  stenciled  (in  smaller  letters  if 
desired)  over  or  just  preceding  these  words,  to  enable  inspectors  to  detect 
repairs  made  with  wrong  material.  Initials  of  the  road  should  also  appear  in 
letters  not  less  than  2  inches  high  on  one  side  of  bolster  or  transom  of  each 
truck. 


AIR-BRAKE  TESTS. 

In  1895  a  code  for  the  guidance  of  the  Committee  on  Air-Brake  Tests  in 
testing  triple  valves  was  adopted  as  Recommended  Practice  for  such  tests, 
-which  code  is  as  follows : 

CONDITIONS   OF   TESTS. 

No.  I. —  Construction  of  Rack. —  Brakes  will  be  tested  on  a  rack  repre- 
senting the  piping  of  a  fifty  34-foot  car  train.  All  cocks,  angles  and  connec- 
tions will  be  as  nearly  as  possible  identical  with  those  in  train  service.  The 
rack  shall  conform  to  a  blue  print  which  is  in  the  hands  of  the  committee, 
vrhich  gives  the  proper  fitting,  piping,  dimensions  of  cylinder,  auxiliary  reser- 
voirs, main  reservoirs,  engineer's  valve,  etc. 

No.  2. —  Prbssurb. — Tests  will  be  made  with  a  uniform  train-pipe  pressure 
of  70  pounds. 

No.  3. —  Construction  of  Triples. —  Triples  must  be  constructed  so  that 
they  can  be  secured  and  operated  on  apparatus  conforming  to  diagrams.  Figs. 
I  and  2  (see  pages  166  and  167  of  the  1892  Annual  Report). 

No.  4. — To  secure  accuracy  in  measurement  of  time  application  and 
release  tests,  electrical  recording  apparatus  will  be  used,  arranged  to  give  an 
indicator  card  in  the  fiftieth  car. 

No.  5. — Tests  shall  be  repeated  three  times  under  the  same  general  condi- 
tions.    The  temperature  at  the  time  of  the  tests  will  be  recorded. 
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No.  6. —  Classification. — Triples  shall  be  classified  Nos.  i,  2,  3  and  out- 
lawed.   In  grading  triples  the  reasons  for  their  classification  shall  be  given. 
No.  7. — The  three  essentials  for  a  quick-action  brake  are  as  follows  : 
First.  Graduation. 
Second.  Release. 
Third.  Quick  action. 

RACK   TESTS. 

No.  I. —  Application  Test  (a)  (Service). —  Brakes  must  show  with  foil 
service  application  and  6  inches  piston  travel,  a  brake  cylinder  pressure  of  50 
pounds.  The  minimum  pressure  must  not  be  less  than  48  pounds,  nor  the 
maximum  pressure  over  52  pounds.     This  test  will  be  made  with  : 

(i)  4  inches  piston  travel. 

(2)  6  inches  piston  travel. 

(3)  12  inches  piston  travel. 

The  necessity  for  the  4-inch  and  12-inch  piston  travel  tests  will  depend 
upon  the  character  of  the  brakes  being  tested. 

Note. — The  object  of  this  test  is  to  secure  such  proportion  between  the  auxiliary 
reservoir  and  the  brake  cylinder  as  will  give  the  desired  maximum  power  in  a  full  service 
application  of  the  brake. 

No.  2. —  Application  Test  (d)  (Emergency). —  Brakes  must  be  applied  on 
the  fiftieth  car  with  at  least  45  pounds  pressure  with  6  inches  piston  travel  in 
three  seconds  from  the  first  movement  of  the  engineer's  handle.  They  should 
indicate  at  least  55  pounds  in  three  and  one-half  (3K)  seconds.  The  final 
maximum  pressure  in  this  test  must  not  be  less  than  15  per  cent,  nor  more  than 
20  per  cent,  above  the  pressure  given  by  the  same  brake  in  full  service  applica- 
tion. 

This  test  will  be  made  to  determine  that  quick  action  is  obtained  in  each 
case,  with 

(1)4  inches  piston  travel. 

(2)  6  inches  piston  travel. 

(3)  12  inches  piston  travel. 

Note.— The  object  of  this  test  is  to  secure,  as  nearly  as  possible,  uniformity  of  pres- 
sures in  the  brake  cylinders  in  an  emergency  application,  and  as  nearly  as  possible  a 
uniformity  of  time  required  to  attain  the  pressures ;  to  secure  a  minimum  length  of  stop, 
of  shock  and  of  trains  parting. 

No.  3. — Application  Test  {c). — Commencing  with  the  first  car  from  the 
engine,  the  brakes  of  three  successive  cars,  or  less,  if  they  fail  to  jump  three, 
will  be  cut  out  until  the  fifth,  sixth  and  seventh  are  cut  out,  the  brakes  in  each 
case  to  be  applied  as  per  Test  No.  2.  After  the  first  series  of  three  has  been 
tested,  in  order  to  test  the  second  series  the  first  car  must  be  cut  in,  and  so  on. 
The  quick-action  brake  should  pass  the  three  cars  cut  out  and  apply  on  the 
fiftieth  car  in  the  same  time  as  in  Test  No.  2.  Tests  will  be  made  with  piston 
travel  of  4  inches. 

In  addition,  at  least  two  other  applications  shall  be  made  with  three  suc- 
cessive triples  cut  out  in  any  portion  of  the  rack  beyond  the  fifth  car. 

Note.— In  freight-car  service  the  most  common  method  of  remedying  a  defective  brake 
is  to  cut  the  brake  out ;  hence  it  is  essential  that  a  limited  number  of  brakes  can  be  cat  oat 
successfully  without  destroying  the  quick-action  feature. 
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No.  4. — Graduating  Test  {a). — Seventy  pounds  train-pipe  pressure  hav- 
ing been  secured,  the  following  tests  will  be  made  : 

(i)  A  reduction  of  8  pounds  in  train-pipe  pressure.  This  should  apply 
lightly  the  fifty  brakes. 

(2)  A  further  reduction  of  4  to  6  pounds.  This  should  increase  the  brak- 
ing power  on  all  the  brakes.  \ 

(3)  A  reduction  to  30  pounds  should  equalize  the  pressure  between  the 
auxiliary  reservoirs  and  brake  cylinders.  The  piston  travel  in  this  test  will  be 
six  inches. 

(d). — One  or  more  triples  shall  also  be  tested,  having  substituted  for  the 
brake  cylinder  a  reservoir  having  the  capacity  of  a  cylinder  with  8-inch  stroke. 
The  first  admission  to  the  cylinder  should  be  made  with  a  reduction  of  train- 
pipe  pressure  not  exceeding  five  pounds,  each  succeeding  reduction  should 
reduce  the  pressure  in  the  auxiliary  reservoir  not  to  exceed  three  pounds,  until 
full  equalization  takes  place.  The  pressure  in  the  train  pipe  should  not  be 
more  than  three  pounds  lower  than  the  equalized  pressure  in  the  brake  cylinder 
and  reservoir  at  full  equalization. 

No.  5. — Test  to  Determine  the  Sensitiveness  of  the  Service  Valve. — 
Three  valves  selected  at  random  will  be  taken  for  this  test  and  each  tried  sep- 
arately. They  will  be  tested  on  a  train  pipe  representing  a  locomotive  and  one 
car.  the  engine  and  tender  brake  being  cut  out. 

A  train-pipe  pressure  of  70  pounds  having  been  secured,  the  air  will  be 
discharged  as  rapidly  as  it  may  through  an  opening  in  the  engineer's  valve  of 
two  sixty-fourths  to  three  sixty-fourths  (2  to  3-64)  inch  diameter.  Under  this 
condition  the  service  action  must  take  place  and  continue  to  take  place  without 
any  appearance  of  quick  action  (P  £,  Partial  Emergency)  until  the  disk  has 
been  enlarged  up  to  and  including  a  10-64  opening. 

NoTB.— The  object  of  this  test  is  to  insure  the  working  of  triples  in  "  service"  with 
practically  the  same  reduction  of  air. 

No.  6. — Test  to  Determine  the  Sensitiveness  of  the  Quick-Action 
Valve. — The  same  three  valves  as  in  No.  5,  or  others  selected  at  random,  will 
be  taken  for  this  test  and  each  tried  separately.  They  will  be  tested  under 
the  same  train-pipe  conditions  as  Test  No.  5.  Engine  and  tender  brake  cut 
out. 

A  train-pipe  pressure  of  70  pounds  having  been  secured,  the  air  will  be 
discharged  as  rapidly  as  it  may  through  disk  openings,  as  in  the  preceding  test, 
increasing  in  diameter  by  1-64.  Triples  must  not  show  a  range  of  more  than 
3-64  before  full  quick  action  is  reached.  Full  quick  action  must  not  take  place 
before  11-64,  ^^^  must  take  place  when  the  opening  is  14-64. 

Note.— The  object  of  this  test  is  to  check  the  introduction  of  triples  which  will  cause 
a  quick-action  application  when  not  wanted. 

No.  7. — Test  to  Determine  the  Holding  Power  of  the  Brake  in 
Service  Application  and  Quick- Action  Application. 

(a)  Service  Application. — Gauges  will  be  placed  on  the  cylinder  and 
auxiliary  reservoir  of  the  first,  twenty-fifth  and  fiftieth  cars  with  70  pounds 
train-pipe  pressure  ;  brakes  will  be  applied  by  admitting,  as  nearly  as  may  be. 
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15  pounds  into  the  cylinder  of  the  first  car.     Record  of  pressure  in  the  auxil- 
iary reservoirs  and  cylinders  will  be  taken  as  follows  : 
(i)   At  the  first  application. 

(2)  In  five  minutes  from  first  application. 

(3)  In  ten  minutes  from  first  application. 
14)   In  fifteen  minutes  from  first  application. 

(If)  Quick- Action  Application. — This  will  be  the  same  as  above,  except 
that  all  the  air  will  be  exhausted  from  the  train  pipe. 

{(■)  Dummy  Cylinder  Test. — A  modification  of  the  holding  test,  as  with 
the  gradua^ting  test  by  the  introduction  of  dummy  cylinders. 

No.  8. — Release  Test. — The  following  conditions  should  be  observed  in 
this  test : 

(a)   Main  air  reservoir  cut  in. 

{d)  Any  pump  or  boiler  pressure  may  be  used  that  will  maintain  a  uniform 
head  of  90  pounds  pressure. 

A  uniform  pressure  of  70  pounds  having  been  secured  in  the  train  pipe,  all 
the  air  will  be  exhausted  by  a  quick-action  application.  A  pressure  of  90  pounds 
will  then  be  maintained  against  a  diaphragm  perforated  by  a  3-32  bole,  and  a 
record  taken  of  all  brakes  that  release  inside  thirty  minutes.  In  making  this 
test  special  care  must  be  taken  to  see  that  there  is  no  leak  in  the  train  pipe. 

It  will  not  be  considered  satisfactory  if  a  greater  proportion  than  ten  per 
cent  fail  to  release  in  the  prescribed  time. 

NoTB.^This  test,  in  addition  to  testing  the  release  feature  of  the  triples,  is  intended 
as  an  equivalent  to  a  release  after  a  break-in-two  in  train  service. 

No.  9. — Test  to  Determine  the  Time  of  Charging  One  Auxiliary 
Reservoir  : 

(a)   Cut  out  the  brake  to  be  tested  by  the  cut-out  cock. 

(If)   Bleed  the  auxiliary  reservoir  empty  and  close  the  bleed  cock. 

(c)  Keep  the  pump  running  and  maintain  a  head  of  90  pounds  in  main  air 
reservoir  and  train  pipe  during  test. 

(^)  Cut  in  the  brake  to  be  tested  and  note  from  the  reading  of  the  gauge 
•the  time  occupied  in  charging  to  70  pounds.  The  time  of  charging  should  be 
55  seconds.  The  reservoir  should  not  be  charged  in  less  than  45  seconds  nor 
more  than  60  seconds. 

Note.— The  object  of  this  test  is  to  prevent  irregular  charging  of  auxiliary  reservoirs 
and  thus  insure  that  the  front  brakes  will  not  apply  after  charging. 

No.  10.  —  Test  to  Determine  whether  Quick  Action  will  Follow  a 
Service  Application  : 

Commencing  with  a  service  application  of  20  pounds  pressure  in  the  first 
cylinder  a  full  quick-action  reduction  will  follow.  It  will  be  observed  whether 
quick  action  takes  place  or  not.  The  pressure  in  the  first  cylinder  will  be 
increased  or  decreased  by  steps  of  about  5  pounds  until  the  point  at  which 
quick  action  ceases  or  commences  is  determined.  Quick  action  should  take 
place  with  not  less  than  20  pounds  in  the  first  cylinder. 

Note.— The  object  of  this  test  is  to  determine  whether,  after  a  service  application, 
quick  action  can  be  obtained  without  first  releasing  the  brakes. 
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No.  II. — Such  additional  tests  as  in  the  judgment  of  the  committee  the 
construction  of  the  triples  submitted  to  them  for  test  warrants. 

TRAIN    TESTS. 

No.  I. — In  order  to  provide  against  defects  which  a  rack  test  may  not 
^levelop,  it  is  recommended  that  railroads  make  a  50-car  train  test  in  actual 
service  before  accepting  the  result  from  the  rack  test  as  final. 

No.  2. — In  making  application  test  No.  2  with  a  train,  the  measurement  of 
time  from  the  first  car  to  the  fiftieth  car  should  be  provided  for.  This  will 
determine  the  time  occupied  by  the  engine  brake  as  against  the  car  brake. 

No.  3. — Special  care  should  be  taken  with  the  engine  and  tank  brakes  in 
order  that  they  may  do  their  share  of  the  braking  during  the  stops,  and  not 
pull  away  from  the  train. 

No.  4. — All  brake  shoes  must  have  a  proper  bearing  on  wheels,  which  is 
best  accomplished  by  giving  them  some  previous  service  before  testing,  and  all 
should  be  of  the  same  material. 

No.  5. — Tests  to  determine  the  shock  should  be  made  on  a  level  track,  with 
all  the  slack  in  the  train  pulled  out  at  the  time  the  brakes  are  applied. 

BOX    CAR   SIDE   DOOR    AND    END    DOOR    FIXTURES. 

Sheet  M.  C.  B.— F. 

In  1897  a  committee  on  this  subject  reported  with  details  which  were 
afterward  adopted  by  letter  ballot  as  Recommended  Practice  of  the  Associa- 
tion.    See  Sheet  M.  C.  B. — F.     Proceedings  1897,  page  186. 

GENERAL   DIMENSIONS   FOR   CARS   WITH   STEEL   UNDERFRAMING. 

In  1897  individual  designs  for  steel  underframing  for  freight  cars  were 
submitted,  and  the  persons  submitting  such  designs  agreed  on  general  recom- 
mendations as  follows,  which  were  submitted  to  letter  ballot  and  adopted  as 
Recommended  Practice  of  the  Association  : 

First. — That  the  inside  length  should  be  34  feet  for  a  standard  box  car  of 
60,000  pounds  capacity. 

Second. — The  inside  width  should  be  8  feet  4  inches  for  a  standard  box  car 
of  60,000  pounds  capacity. 

Third. — The  height  from  the  top  of  the  floor  to  the  top  of  the  plate  should 
be  7  feet  6  inches  for  a  standard  box  car  of  60,000  pounds  capacity. 

Fourth. — The  width  of  the  side  door  should  be  5  feet  4  inches  clear  for  all 
box  cars. 

Fifth. — The  end  doors,  if  any  are  used,  should  be  24  inches  wide  by  36 
inches  high. 

Sixth. — The  height  from  the  top  of  the  rail  to  the  top  of  the  floor  should 
be  4  feet  2  inches. 

Sei'enth, — The  design  should  show  the  end  sill  flush,  and  not  projecting 
beyond  the  siding. 

The  dimensions  above  given  for  standard  interchange  box  cars,  as  far  as 
length   of  sills,   width,   and   height  from  the  rail   are  concerned,   should   be 
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adopted  also  for  other  flat  bottom  freight  cars  of  60,000  pounds  capacity,  such 
as  stock,  gondola  and  flat  cars,  so  that  same  style  of  sills,  bolsters,  end  sills  and 
draft  gear  will  suit  for  all  these  classes  of  cars  of  the  same  capacity.  The 
cubic  capacity  for  interchange  box  cars  should  be  70  cubic  feet  per  ton  of 
2,000  pounds. 

PASSBNGER   CAR   PEDESTAL   AND   JOURNAL  BOX. 

For  Journals,  4X  by  8  inches.     Sheets  M.  C.  B.— G  and  H. 

In  1898  a  Recommended  Practice  was  adopted  for  pedestal  and  journal  box 
for  4  »^  by  8  inch  journals  for  passedger  cars.     See  sheets  M.  C.  B.— G  and  H. 

FLETCHER  JOURNAL   BOX   LID   FOR   CARS   OF   80.OOO   POUNDS   CAPACITY. 

Sheet  M.  C.  B.— I. 

In  1896  a  committee  proposed  standards  for  axle  and  journal  box  com- 
plete, with  contained  parts,  for  cars  of  80.000  pounds  capacity.  After  discussion 
of  the  report  by  the  convention,  it  was  decided  to  submit  all  the  recommenda- 
tions, as  slightly  modified  by  this  discussion,  to  letter  ballot  for  adoption  as  a 
Recommended  Practice  for  one  year,  when  they  could  be  adopted  as  standard 
if  found  satisfactory.  In  1898  this  axle  and  journal  box  were  adopted  as 
standards  (see  sheets  7.  13,  14  and  15),  but  the  details  of  Fletcher  lid  when 
used  with  this  box  remain  as  Recommended  Practice  (see  Sheet  I). 

SPRINGS   FOR    FREIGHT   CAR    TRUCKS. 

Sheet  M.  C.  B  —J. 

In  1898  detail  designs  of  spring  coils  and  caps  suitable  therefor  were 
adopted  as  Recommended  Practice.     See  Sheet  M.  C.  B. — J. 

The  following  from  the  committee's  report  is  included  for  a  clear  under- 
standing : 

Spring  A. — 5  inches  diameter,  f^  inch  diameter  steel,  5%  inches  free 
height ;  to  carry  3.500  pounds  at  5  inches ;  weight,  io|i^  pounds. 

Spring  B  — 3yV  inches  diameter,  j*'^  inch  diameter  steel,  sH  inches  free 
height ;  to  carry  1,130  pounds  at  5  inches  :  weight,  4  pounds. 

Spring  C. — 7  inches  diameter,  i^  inch  diameter  steel,  7  inches  free 
height ;  to  carry  8,000  pounds  at  6  inches  ;  weight,  24^  pounds. 

Spring  D. — 4^  inches  diameter.  J4  inch  diameter  steel,  7  inches  free 
height ;  to  carry  4.500  pounds  at  6  inches  ;  weight,  g)4  pounds. 

Spring  E. — yj^  inches  diameter,  i^  inch  diameter  steel,  yj4  inches  free 
height;  to  carry  11,000  pounds  at  6}i  inches  ;  weight,  32  pounds. 

Spring  F. — 4}^  inches  diameter,  %  inch  diameter  steel,  y}^  inches  free 
height  ;  to  carry  5,000  pounds  at  6)4  inches  ;  weight,  12)^  pounds. 

By  reference  to  the  column  headed  "Arch  Bar  Trucks,"  in  the  schedule 
submitted,  it  will  be  seen  that  the  carrying  capacities  of  the  groups  recom- 
mended increase  by  fairly  regular  gradations.  To  enable  the  recommended 
coils  to  be  most  generally  and  economically  useful,  such  groups  can  be  selected 
and  used  as  come  nearest  in  capacity  to  the  actual  load  to  be  carried,  without 
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reference  to  the  marked  carrying  capacity  of  the  car.  Thus  a  heavy  refrigera- 
tor car  of  50,000  pounds  capacity  and  a  flat  car  of  70,000  pounds  capacity  may 
use  the  same  combination  of  springs,  on  account  of  the  great  difference  in 
light  weight  of  the  bodies. 

If  this  plan  is  followed,  the  committee  would  recommend  that  the  number 
and  class  letter  of  the  coils  to  be  used  in  each  truck  should  be  stenciled  on  the 
truck  to  prevent  mistakes  being  made  by  repairmen. 

To  meet  the  greatest  possible  variety  of  conditions,  drawings  for  spring 
caf>8  are  submitted,  showing  caps  for  springs  C  and  D  or  E  and  F.  to  be  used 
in  groups  of  four,  or  in  groups  of  two,  the  smaller  coils  being  placed  inside  the 
larger  ones.  Your  committee  recommends  that  the  springs  and  caps  submitted, 
and  the  schedule  for  their  use.  be  referred  to  letter  ballot  for  adoption  as 
Recommended  Practice. 

SCHEDULE 
FOR  THE  USE  OF  RECOMMENDED  SPRINGS. 


""TcVi' 

Arch-Bar  Trucks  —  Per  Group. 

Pedestal  Trucks  — Per  Box. 

No.  of 
Coils. 

i;^- 

At. 

YS!^ 

Cap. 

Naof 
Coils. 

W' 

At. 

Wwgkt, 
Lbs. 

40,000 

Lbs. 

4  of  A 

14,000 

Inches 

5X 

43 

No.  I 

Inches 

.... 

50,000 
Lbs. 

4  of  A 
2  0f  B 

16,300 

5X 

51 

No.  I 

lof  C 

8,000 

6 

24H 

5  of  A 

17,500 

5H 

S^H 

No.  2 

i   •••  '  •••• 

60,000 
Lbs. 

4  of  A 
4of  B 

18,600 

5X 

59 

No.  I 

lof  C 
lofD 

12,500 

6       •  34 

6  of  A 

21,000 

sH 

64>^ 

No.  3 

j 

70,000 

Lbs. 

2  0f  C 

2ofD 

25,000 

6X 

68 

No.  4 
or 

No.  5 

lofE 
lof  F 

16,000 

6^4 

^Vz 

80,000     2  of  E 
Lbs.       2  of  F 

32,000 

6H 

89 

No.  6 
or 

No.  7 

lof  E 
I  of  F 

17,000 

6X 

^Vz 

Note.— Heights  given  in  above  include  spring  caps  for  arch-bar  trucks. 

Number  and  class  letter  of  springs  used  to  be  stenciled  on  the  trucks  of  cars. 

COLLECTION    OF    SALT-WATER    DRIPPINGS. 

Sheet  M.  C.  B.— J. 
In  1898  the  subject  of  rust  on  trucks  and  track  from  salt-water  drippings 
from  refrigerator  cars  was  discussed,  and  a  Recommended  Practice  for  the 
collection  of  such  drippings  was  adopted.     See  Sheet  M.  C.  B. — J. 
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MISCELLANEOUS. 

The  following  items,  formerly  among  the  Standards,  are  given  on  accoiiDt 
of  the  recommendations  of  the  Association  and  the  information  contained  : 


STORING  OF   LINE  CARS   ON   FOREIGN   ROADS. 

At  the  Seventeenth  Annual  Convention,  held  in  Chicago  in  June,  1883,  the 
following  resolutions  were  adopted  {se^  page  log  of  the  report  of  that  meeting) : 

''Whereas,  It  is  a  common  practice  to  store  line  cars  on  side  tracks  during 
summer  months  or  dull  times,  away  from  home,  after  they  have  been  in  severe 
service;  and 

''Whereas,  Many  of  the  cars,  after  being  so  stored,  are  found  to  be  more  or 
less  out  of  proper  condition,  so  that  they  need  more  or  less  repairs,  and  when 
put  into  service  cause  much  detention  to  traffic  and  many  transfers ; 

• '  Be  it  Resolved,  therefore,  That  it  is  the  sense  of  this  meeting  that  all  line 
cars  owned  by  foreign  companies  should  be  returned  to  their  owners  instead  of 
being  stored  on  foreign  tracks,  and  that  a  competent  man  should  be  detailed  to 
inspect  the  stored  cars  and  to  arrange  to  have  the  necessary  repairs  made  dur- 
ing the  time  such  cars  are  out  of  service." 

DICTIONARY   OF   TERMS. 

At  the  Fifth  Annual  Convention,  held  in  Richmond,  Virginia,  in  1872  (see 
page  18  of  the  report  of  that  meeting),  it  was 

''Resolved,  That  a  committee  be  appointed  with  power  to  publish  an  illus- 
trated book,  defining  the  proper  terms  or  names  of  each  and  every  part  used  in 
the  construction  of  railway  cars,  and  a  description  of  the  use  of  the  same." 

At  the  Fourteenth  Annual  Convention,  held  in  Detroit  in  1880  {see  pages  it 
to  20  of  the  report  of  that  meeting), 

' '  The  committee  to  which  was  assigned  the  duty  of  preparing  a  dictionary 
of  terms  used  in  the  construction  of  cars  submitted  a  copy  of  the  book  and 
reported  that  it  had  finished  its  work,  and  it  was  discharged." 

ENTERTAINMENTS. 

At  the  Ninth  Annual  Convention,  held  in  New  York  in  1875,  the  following 
resolution  was  adopted  {see  page  11  j  of  the  report  of  that  meeting): 

"IVhereas,  The  practice  of  entertaining  the  members  of  this  Association 
by  its  friends  has  become  an  established  custom,  and  has  thus  assumed  some- 
what the  character  of  an  obligation  to  which  those  who  have  so  generously  dis- 
pensed hospitality  have  in  a  measure  felt  themselves  obliged  to  conform  ;  and 

"IVhereas,  The  expenditure  of  time  and  money  for  this  purpose  has  in 
many  cases  been  very  much  greater  than  the  members  of  this  Association  have 
a  right  to  expect  should  be  devoted  to  their  enjoyment ;  and 
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''IVhereas,  The  expense  of  such  hospitality  has  in  some  cases  been  inter- 
preted as  havings  significance  which  has  been  the  cause  of  embarrassment  to 
members  ; 

''Therefore,  We  desire,  by  this  resolution,  first,  to  express  our  thanks  for 
the  liberality  of  our  friends  in  the  past ;  and,  secondly,  to  make  the  request 
in  this  public  way  that  in  the  future  there  shall  be  no  more  expenditure  of 
money  for  the  public  entertainment  of  members  of  this  Association." 

The  preamble  and  resolution  were  unanimously  adopted. 


26 
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APPENDIX   A. 


AIR-BRAKE   AND    SIGNAL    INSTRUCTIONS. 
REVISED  1898. 


GENERAL  INSTRUCTIONS. 

The  following  rules  and  instructions  are  issued  for  the  government  of  all 
employes  of  this  railroad  whose  duties  bring  them  in  contact  with  the  maintenance 
or  operation  of  the  automatic  air  brake  and  train  air  signal.  They  must  be  obeyed 
in  all  respects,  as  employes  will  be  held  responsible  for  the  observance  of  the  same, 
as  strictly  as  for  the  performance  of  any  other  duty. 

Every  employe  whose  duties  are  connected  in  any  way  with  the  operation  of 
the  air  brake,  will  be  examined  from  time  to  time  as  to  his  qualification  for  such 
duties,  by  the  Inspector  of  Air  Brakes  or  other  person  appointed  by  the  proper 
authority,  and  a  record  will  be  kept  of  such  examination. 

A  book  of  information  will  be  issued,  in  convenient  form,  giving  a  complete 
explanation  of  all  parts  of  the  air  brake  and  train  air  signal  equipment,  with  direc- 
tions for  the  care  and  operation  of  the  same.  Any  employe  of  this  railroad  whose 
duties  require  a  knowledge  of  the  operation  and  maintenance  of  the  air  brake  and 
air  signal  will  be  furnished  with  a  copy  of  the  same  upon  application  at  place 
designated  by  special  notice,  and  every  employe  will  be  held  responsible  for  a  full 
knowledge  of  his  duties  in  the  operation  or  maintenance  of  the  air  brake  or  signal 
equipment.  If  the  directions  contained  in  that  book  are  observed,  and  the  rules  and 
instructions  herewith  are  obeyed,  no  failure  of  the  air  brake  or  train  air  signal,  at  the 
time  when  it  is  needed,  should  occur.  If  such  a  failure  does  occur,  it  will  be 
assumed  that  some  employe  has  neglected  his  duty,  and  an  investigation  will  be  made 
to  ascertain  who  is  responsible  for  such  failure. 

INSTRUCTIONS    TO   ENGINEMEN. 

General. — Engineers,  when  taking  their  locomotives,  must  see  that  the  air- 
brake apparatus  on  engine  and  tender  is  in  good  working  order;  that  the  air 
pump  and  lubricator  work  properly ;  that  the  regulator  prevents  the  train-pipe  pres- 
sure exceeding  a  maximum  of  seventy  (70)  pounds ;  that  an  excess  pressure  of  not 
less  than  twenty  pounds  can  be  maintained  in  the  main  reservoir  when  the  handle 
of  the  engineer's  brake  valve  is  placed  in  position  2  (Running  Position);  that  the 
engineer's  brake  valve  works  properly  in  all  different  positions  of  the  handle;  and 
that,  when  the  brakes  are  fully  applied,  the  driver  brake  pistons  do  not  travel  less 
than  ^  nor  more  than  %  of  their  stroke,  and  the  tender  brake  piston  does  not  travel 
less  than  six  nor  more  than  nine  inches.  They  must  also  know  that  the  air  signil 
responds  properly  by  opening  the  stop  cock  of  lh«^air  signal  train  line. 
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Engineers  must  report  to  roundhouse  foreman,  at  the  end  of  the  mn,  any  defect 
in  the  air  brake  or  signal  apparatus. 

Making  Up  Trains  and  Testing  Brakes. — The  train  pipe  under  the  tender 
must  always  be  blown  out  thoroughly  before  connecting  to  the  train.     Be  sure  to 

THE  ENGINEER'S  BRAKE  AND  EQUALIZING  VALVE  AND  DUPLEX 

AIR  GAUGE. 


have  not  less  than  90  pounds  main  reservoir  pressure  on  the  engine  when  connected 
to  the  train. 

When  the  locomotive  has  been  coupled  to  the  train  and  it  has  been  charged 
with  an  air  pressure  of  70  pounds,  the  engineer  shall,  at  a  signal  from  the  inspector 
or  trainman,  apply  the  brakes  with  full  service  application  of  not  less  than  25 
pounds  reduction,  and  leave  them  so  applied  until  the  brakes  on  the  entire  train  have 
been  inspected  and  the  signal  is  given  to  release.  He  shall  then  release  the  brakes, 
and  shall  not  leave  the  station  until  it  has  been  ascertained  that  all  brakes  are 
released  and  he  has  been  informed  by  the  inspector  or  trainmen.    This  test  must  be 
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made  after  each  change  in  the  make-up  of  the  train,  and  before  starting  down  such 
grades  as  may  be  designated  by  special  instructions.  Where  the  train  air  signal  is 
used,  the  signal  to  release  the  brakes,  in  testing,  will  be  given  from  the  rear  car  of 
the  train,  to  show  that  the  signal  connections  have  been  properly  made. 

Service  Application, — In  applying  the  brakes  to  steady  the  train  upon 
descending  grades,  or  for  reducing  the  speed  for  any  purpose,  be  very  careful  not  to 


THE  ENGINEER'S  BRAKE  AND  EQUALIZING  VALVE  AND  DUPLEX 

AIR  GAUGE. 


Flg.1  b. 


make  too  great  a  reduction  of  pressure  in  the  outset,  as  the  speed  of  the  train  "will  be 
too  quickly  or  too  much  checked,  and  it  will  be  necessary  to  release  the  brakes  and 
apply  them  again  later,  perhaps  repeating  the  operation.     Apply  the  brakes 

LIGHTLY  AT  A  SUFFICIENT  DISTANCE  FROM  THE  STOPPING  POINT,  AND  INCREASE 
THE  BRAKING  FORCE  GRADUALLY,  AS  IS  FOUND  NECESSARY,  SO  AS  TO  MAKE  THE 
STOP  WITH  ONE  APPLICATION,  OR  AT  MOST  TWO  APPLICATIONS  OF  THE  BRAKES. 
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With  freight  trains  first  allow  the  slack  to  run  up  against  the  locomotive.  Great 
care  must  then  be  taken  to  apply  the  brakes  with  5  to  7  pounds  reduction  and  not 
make  a  second  reduction  until  the  effect  of  the  first  reduction  is  felt  on  entire  train, 
in  order  to  prevent  shocks  which  otherwise  may  be  serious. 

In  making  a  service  stop  with  a  passenger  train,  always  release  the  brakes 
A  SHORT  distance  BEFORE  COMING  TO  A  DEAD  STOP,  except  on  heavy  grades,  to 
prevent  shocks  at  the  instant  of  stopping.     Even  on  moderate  grades  it  is  best  to  do 

THE  ANGLE  C50CK. 


FiQ.  3.    Angle  Cock  Closed. 


this,  and  then,  after  release,  to  apply  the  brakes  lightly,  to  prevent  the  train  starting, 
so  that  when  ready  to  start  the  release  will  take  place  quickly.  This  does  not  apply 
to  freight  trains,  upon  which  the  brakes  must  not  be  released  until  the  train  has 
stopped. 

Emergency  Applications. —  The  emergency  application  of  the  brakes  must 
not  be  used,  except  in  actual  emergencies. 

Brakes  Applied  from  an  Unknown  Cause. —  If  it  is  found  that  the  train  is 
dragging  at  any  time  without  a  rapid  fall  of  the  black  pointer,  move  the  handle  of  the 
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engineer's  valve  into  the  full  release  position  for  a  few  seconds,  and  then  return  it  to 
the  running  position. 

If,  however,  the  brakes  go  on  suddenly,  with  a  fall  of  the  black  pointer,  it  is 
evidence  that  (a)  a  conductor's  valve  has  been  opened,  (d)  a  hose  has  burst  or  other 
serious  leak  has  occurred,  or  (c)  the  train  has  parted. 

In  such  an  event,  place  the  handle  immediately  in  position  3,  to  prevent  the 
escape  of  air  from  the  main  reservoir,  and  leave  it  there  until  the  train  has  stopped, 
the  brake  apparatus  has  been  examined  and  a  signal  to  release  is  given. 


THE  PLAIN  STRAIGHT- WAY  COCK. 


Fig.  5.    Cock  OPKir.^ 

Braking  by  Hand. —  Never  use  the  air  brake  when  it  is  known  that  the 
trainmen  are  operating  the  brakes  of  the  air  brake  cars  by  hand,  as  there  is  danger  of 
injury  to  the  trainmen  by  so  doing. 

Cutting  Out  Brakes. —  The  driver  and  tender  brakes  must  always  bb 

USED  AUTOMAtlCALLY  AT  EVERY  APPLICATION  OF  THE  TRAIN  BRAKES,  UnleSS  defect- 
ive —  except  upon  such  grades  as  shall  be  designated  by  special  instructions. 

When  necessary  to  cut  out  either  driver  or  tender  brake,  on  account  of  defects, 
it  shall  be  done  by  turning  the  handle  of  the  four-way  cock  in  the  triple  valve  down 
to  a  position  midway  between  a  horizontal  and  a  vertical  position,  first  releasing  the 
brake  and  leaving  the  bleed  cock  open.  With  the  special  driver  brake  triple  valve, 
close  the  cut-out  cock  in  the  branch  pipe. 
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Double  Headers. —  When  two  or  more  locomotives  are  coupled  in  the  same 
train  the  brakes  must  be  connected  through  to  and  operated  from  the  head  engine. 
For  this  purpose  a  cock  is  placed  in  the  train  pipe  just  below  the  engineer's  valve. 
The  engineer  of  each  locomotive,  except  the  head  one,  must  close  this  cock  and  place 
the  handle  of  the  engineer's  valve  in  position  2.  He  will  start  his  air  pump  and  let  it 
run,  as  though  he  were  going  to  use  the  brake,  for  the  purpose  of  maintsdning  air 


THE  PLAIN  AUTOMATIC  TRIPLE  VALVE. 


Fia.6. 


pressure  on  his  locomotive  and  enabling  him  to  assume  charge  of  the  train  brakes 
should  occasion  require  it. 

An  Extra  Air- Brake  Hose  Complete  must  always  be  carried  on  the  loco- 
motive for  repairs  in  case  of  a  burst  hose.  Upon  locomotives  having  the  air  signal  a 
signal  hose  complete  must  also  be  carried  for  the  same  purpose. 

INSTRUCTIONS   TO   TRAINMEN. 

Making  Up  Trains  and  Testing  Brakes. — When  the  locomotive  has  been 
coupled  to  the  train,  or  when  two  sections  have  been  coupled  together,  the  brake  and 
signal  couplings  must  be  united,  the  cocks  in  the  train  pipes — both  brake  and  signal 
— must  all  be  open,  except  those  at  the  rear  end  of  the  last  car,  which  must  be  closed, 
and  the  hose  hung  up  properly  in  the  dummy  coupling,  when  cars  are  so  equipped. 

After  the  engineer  has  charged  the  train  with  air  he  must  then  be  signaled  to 
apply  the  brakes,  as  provided  for  in  the  train  rules.     When  he  has  done  so  the  brakes 
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of  each  car  must  be  examined  to  see  if  they  are  properly  applied.  When  it  is  ascer- 
tained that  each  brake  is  applied  the  engineer  must  be  signaled  to  release  the  brakes. 
When  the  train  air  signal  is  to  be  used  the  signal  to  the  engineer  to  release  the  brakes 
must  be  given  by  means  of  the  air  signal  from  the  rear  car  of  the  train.  The  brakes 
of  each  car  must  then  be  examined  to  see  that  each  is  released. 

If  any  defect  is  discovered  it  must  be  remedied  and  the  brakes  tested  again— 
the  operation  being  repeated  until  it  is  ascertained  that  everything  is  right  The 
conductor  and  engineer  must  then  be  notified  that  the  brakes  are  all  right  This 
examination  must  be  made  every  time  any  change  is  made  in  the  make-np  of  the 
train  and  before  starting  down  such  grades  as  may  be  designated  by  special  instroc- 
tions.  At  points  where  there  are  no  inspectors  trainmen  must  carry  out  these  instruc- 
tions.   No  passenger  train  must  be  started  out  from  an  inspection  point  with  the 


THE  PRESSURE  RETAINING  VALVE. 


RETAINING  PRESSUfH, 


Fig37^ 


brakes  upon  any  car  cut  out  or  in  a  defective  condition  without  special  orders  ftoa 
the  proper  officers.  The  air  brakes  must  not  be  alone  relied  upon  to  control  anf 
freight  train  with  a  smaller  proportion  of  cars  with  the  air  brake  in  service  than 
provided  for  by  special  instructions.  When  hand  brakes  are  also  used  they  ma^^  "^ 
applied  upon  those  cars  next  behind  the  air- braked  cars. 

Detaching  Locomotive  or  Cars. —  First  close  the  cocks  in  the  train  pipe*  *^ 
the  point  of  separation,  and  then  part  the  couplings,  invariably  by  hand. 

Couplings  Frozen. —  If  the  couplings  are  found  to  be  frozen  together  or  cov- 
ered with  an  accumulation  of  ice,  the  ice  must  first  be  removed  and  then  the  coup- 
lings thawed  out  by  a  torch  to  prevent  injury  to  the  gaskets. 

Brakes  Sticking. —  If  brakes  are  found  sticking,  the  engineer  must  be  sig- 
naled "  brakes  sticking,"  as  provided  for  by  special  rules.  If  the  engineer  can- 
not release  the  brakes,  or  if  the  brakes  are  applied  to  detached  cars,  the  release  fl*T 
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be  effected  by  opening  the  bleed  cock  in  the  auxiliary  reservoir  until  the  air  begins  to 
release  through  the  triple  valve,  when  the  reservoir  cock  must  immediately  be  closed. 

Train  Breaking  into  Two  or  More  Parts. — First  close  the  cock  in  the 
train  pipe  at  the  rear  of  the  first  section  and  signal  the  engineer  to  release  the  brakes. 
Having  coupled  to  the  second  section,  observe  the  rule  for  making  up  trains  —  first 
being  sure  that  the  cock  in  the  train  pipe  at  the  rear  of  the  second  section  has  been 
closed,  if  the  train  has  broken  into  more  than  two  sections.  When  the  engineer  has 
released  the  brakes  on  the  second  section  the  same  method  must  be  employed  with 
reference  to  the  third  section,  and  so  on.  When  the  train  has  been  once  more  entirely 
united  the  brakes  muse  be  inspected  on  each  car  to  see  that  each  is  released  before 
proceeding.  ' 

Cutting  Out  the  Brake  on  a  Car.  — If,  through  any  defect  of  the  brake 
apparatus  while  on  the  road,  it  becomes  necessary  to  cut  out  the  brake  upon  any  car, 
it  may  be  done  by  closing  the  cock  in  the  cross-over  pipe  near  the  center  of  the  car 
where  the  quick-acting  brake  is  used,  or  by  turning  the  handle  of  the  cock  in  the 
triple  valve  to  a  position  midway  between  a  horizontal  and  vertical  where  the  plain 
automatic  brake  is  used,  first  releasing  the  brake.  When  the  brake  has  been  thus 
cut  out,  the  cock  in  the  auxiliary  reservoir  must  be  opened  and  left  open  upon  passen- 
ger cars,  or  held  open  until  all  the  air  has  escaped  from  the  reservoir  upon  freight 
cars.  The  brake  must  never  be  cut  out  upon  any  car  unless  the  appa- 
ratus is  defective,  and  when  it  is  necessary  to  cut  out  a  brake  the  conductor  must 
notify  the  engineer  and  also  send  in  a  report  stating  the  reasons  for  so  doing. 

Conductor's  Valve. —  Should  it  become  necessary  to  apply  the  brakes  from 
the  train,  it  may  be  done  by  opening  the  conductor*s  valve,  placed  in  each  passenger 
equipment  car.  The  valve  must  be  held  open  until  the  train  comes  to  a 
full  stop,  and  then  must  be  closed  again. 

This  method  of  stopping  the  train  must  not  be  used  except  in  case  of  emer- 
gency. 

Burst  Hose. —  In  the  event  of  the  bursting  of  a  brake  hose,  it  must  be 
replaced  and  the  brakes  tested  before  proceeding,  provided  the  train  be  in  a  safe 
place.  If  it  is  not,  the  train  pipe  cock  immediately  in  front  of  the  burst  hose  must 
be  closed,  and  the  engineer  signaled  to  release.  All  the  brakes  to  the  rear  of  the 
burst  hose  must  then  be  released  by  hand,  and  the  train  must  then  proceed  to  a  safe 
place  where  the  burst  hose  must  be  replaced  and  the  brakes  again  connected  and 
tested  as  in  making  up  a  train.  One  extra  air  brake  hose  complete  should  be  carried 
by  all  crews  and  one  extra  signal  hose  complete  carried  by  passenger  crews  for 
repairs. 

Brakes  Not  in  Use. —  When  the  air  brakes  are  not  in  use,  either  upon  the 
road  or  in  switching,  the  hose  must  be  kept  coupled  between  the  cars  or  hung  up 
properly  to  the  dummy  couplings,  when  cars  are  so  equipped. 

Pressure-Retaining  Valve. —  When  this  valve  is  to  be  used,  the  trainmen 
must,  at  the  top  of  the  grade,  test  the  brakes  upon  the  whole  train,  and  must  then 
pass  over  the  train  and  turn  the  handles  of  the  pressure-retaining  valves  horizontally 
(position  2)  upon  all  or  a  part  of  the  cars,  as  may  be  directed.  At  the  foot  of  the 
grade,  the  handles  must  all  be  turned  downward  again  (position  i).  Special 
instructions  will  be  issued  as  to  the  grades  upon  which  these  valves  are  to  be  used. 

Train  Air  Signal  —  In  making  up  trains,  all  couplings  and  car  discharge 
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valves  on  the  cars  must  be  examined  to  see  if  they  are  tight  Should  the  car  dis- 
charge valve  upon  any  car  be  found  to  be  defective  while  on  the  road*  it  may  be  cut 
out  of  use  upon  that  car  by  closing  the  cock  in  the  branch  pipe  leading  to  the  valve. 
The  conductor  must  always  be  immediately  notified  when  tlie  signal  has  been  cut  out 
upon  any  car,  and  he  must  report  the  same  for  repairs. 

In  using  the  signal,  pull  directly  down  upon  the  cord  during  one  full  second,  for 
each  intended  blast  of  the  signal  whistle,  and  allow  two  seconds  to  elapse  between 
the  pulls. 

Reporting  Defects  to  Inspectors. —  Any  defect  in  either  the.  air  brake  or 
air  signal  apparatus  discovered  upon  the  road  must  be  reported  to  the  inspector  at  the 
end  of  the  run;  or,  if  the  defect  be  a  serious  one  in  passenger  service,  it  must  be 
reported  to  the  nearest  inspector,  and  it  must  be  remedied  before  the  car  is  again 
placed  in  service. 


INSTRUCTIONS  TO   ENGINE-HOUSE   FOREMEN. 

General. — It  is  the  duty  of  engine-house  foremen  to  see  that  the  air  brake 
and  signal  equipment  is  properly  inspected  upon  each  locomotive  after  each  run.  It 
must  be  ascertained  that  all  pipe  joints,  connections  and  all  other  parts  of  the  appara- 
tus are  air  tight,  duplex  gauges  tested  every  thirty  days,  and  that  the  apparatus  is  in 
good  working  order. 

Air  Pump. —  The  air  pump  must  be  tested  under  pressure,  and  if  found  to  be 
working  imperfectly  in  any  respect,  it  must  be  put  into  thoroughly  serviceable  condi- 
tion. 

Pump  Governor. — The  pump  governor  should  cut  oflf  the  steam  supply  to  the 
pump,  when  the  train  pipe  pressure  has  reached  seventy  (70)  pounds,  with  D  8 
brake  valve,  and  at  90  pounds  main  reservoir  pressure  with  E  6  or  F  6  valve.  If 
it  does  not,  it  must  be  regulated  to  do  so. 

Engineer's  Brake  Valve. —  This  valve  must  be  kept  clean  and  in  perfect 
order.  With  the  handle  in  position  2,  the  main  reservoir  pressure  must  not  be  less 
than  twenty  pounds  greater  than  train  pipe  pressure.  The  valve  must  be  tested  with 
the  handle  in  positions  4  and  3,  to  note  that  the  equalizing  piston  responds  promptly, 
iuid  that  there  are  no  leaks  from  port  to  port  under  the  rotary  disk  valve. 

Adjustment  of  Brakes. —  The  driver  brakes  must  be  so  adjusted  that  the 
pistons  travel  not  less  than  one-third  nor  more  than  two-thirds  of  their  stroke. 
When  the  cam  brake  is  used  care  must  be  taken  to  adjust  both  cams  alike,  so  that 
the  point  of  contact  of  the  cams  shall  be  in  line  with  the  piston  rod.  The  tender 
brake  must  be  adjusted  by  means  of  the  dead  truck  levers,  so  that  the  piston  travels 
not  less  than  six  inches  when  the  air  brake  is  applied  and  the  hand  brake  is  released. 
This  adjustment  must  be  made  whenever  the  piston  travel  is  found  to  exceed  nine 
inches. 

Brake  Cylinders  and  Triple  Valves. —  These  must  be  examined  and 
cleaned  once  every  six  months,  and  the  cylinders  oiled  once  in  three  months.  If  the 
driver  brake  cylinders  are  in  a  position  to  be  affected  by  the  heat  of  the  boiler,  they 
must  be  oiled  more  frequently.  A  record  must  be  kept  of  the  dates  of  last  cleaning 
and  oiling  for  each  locomotive. 
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Draining. — The  main  reservoir,  and  also  the  drain  cup  in  the  train  pipe  under 
the  tender  must  be  drained  of  any  accumulation  after  each  trip.  The  auxiliary  reser- 
voin  and  triple  valves  must  also  be  drained  frequently,  and  daily  in  cold  weather, 
and  the  train  pipe  under  the  engine  and  tender  blown  out. 

Air  Signal. —  The  train  air  signal  apparatus  must  be  examined  and  tested  by 
suitable  appliances  from  both  the  head  of  the  engine  and  the  rear  of  the  tender,  to 
know  that  the  whistle  responds  properly.  A  pressure  gauge  must  be  applied  to  the 
air  signal  pipe,  once  each  month,  to  ascertain  that  the  reducing  valve  maintains 
the  proper  pressure  of  forty  pounds  per  square  inch  in  the  train  signal  pipe. 

INSTRUCTIONS    TO    INSPECTORS. 

General. —  It  is  the  duty  of  all  inspectors  to  see  that  the  couplings,  the  pipe 
joints,  the  triple  valves,  the  conductor's  valves,  the  air  signal  valves,  and  all  other 
parts  of  the  brake  and  signal  apparatus  are  in  good  order  and  free  from  leaks. 
For  this  purpose  they  must  be  tested  under  the  full  air  pressure  as  used  in  service. 
No  passenger  train  must  be  allowed  to  leave  a  terminal  station  with  the  brake  upon 
any  car  cut  out,  or  in  a  defective  condition,  vrithout  special  orders  from  the  proper 
officer. 

If  a  defect  is  discovered  in  the  brake  apparatus  of  a  freight  car,  which  cannot 
be  held  long  enough  to  give  time  to  correct  such  defect,  the  brake  must  be  cut  out 
and  the  car  properly  carded,  to  call  the  attention  of  the  next  inspector  to  the  repairs 
required. 

Special  rules  will  specify  the  smallest  proportion  of  freight  cars,  with  the  air 
brakes  in  good  condition,  which  may  be  used  in  operating  the  train  as  an  air  brake 
train. 

Making  Up  Trains  and  Testing  Brakes. —  In  making  up  trains,  the  coup- 
lings must  be  united  and  the  cocks  at  the  ends  of  the  cars  all  opened,  except  at  the 
rear  end  of  the  last  car,  where  the  cocks  must  be  closed,  the  inspector  must  know 
that  the  air  is  passing  through  the  pipes  to  the  rear  end,  and  the  couplings  properly 
hung  up  to  the  dummy  couplings,  if  so  equipped.  After  the  train  is  fully  charged, 
the  engineer  must  be  signaled  to  apply  the  brakes.  When  the  brakes  have  been 
applied,  they  must  be  examined  upon  each  car  to  see  that  they  are  applied  with 
proper  piston  travel.  This  having  been  ascertained,  the  inspector  must  signal 
the  engineer  to  release  the  brakes,  using  the  train  air  signal  from  the  rear  car,  upon 
passenger  trains.  He  must  then  again  examine  the  brakes  upon  each  car  to  note 
that  each  is  released.  If  any  defect  is  discovered,  it  must  be  corrected  and  the 
testing  of  the  brakes  repeated,  until  they  are  found  to  work  properly.  The  inspector 
must  then  inform  both  the  engineer  and  conductor  of  the  number  of  cars  with  brakes 
in  good  order. 

This  examination  must  be  repeated  if  any  change  is  made  in  the  make-up  of 
the  train  before  starting. 

Cleaning  Cylinders  and  Triple  Valves. —  The  brake  cylinders  and  triple 
valves  must  be  kept  clean  and  free  from  gum.  They  must  be  cleaned  and  oiled  as 
often  as  once  in  six  months,  upon  passenger  cars,  and  once  in  twelve  months  upon 
freight  cars.  The  dates  of  last  cleaning  and  oilnig  must  be  marked  with  white  paint 
upon  the  cylinder  in  the  places  left  for  such  dates  opposite  the  words,  which  will  be 
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Stenciled  with  white  paint,  in  one-inch  letters,  upon  the  cylinder  or  rescnroir  as 
follows: 

Cylinder  cleaned  and  oiled   

Triple  cleaned  and  oiled    

The  triple  valves  and  auxiliary  reservoirs  must  be  frequently  drained,  especially 
in  cold  weather,  by  removing  the  plug  in  the  bottom  of  the  triple  valve  and  opening 
the  bleed  cock  in  the  reservoir. 

Graduating  Springs. —  The  graduating  springs  in  the  Wcstinghouse  quick- 
action  freight  triple  valves  are  No.  15  B.  W.  G.  brass  wire,  14  coils,  3  inches  free 
height  after  taking  permanent  set;  and  in  passenger  No.  14  B.  W.  G.,  12  coils,  2^ 
inches  free  height  after  receiving  permanent  set. 

Adjustment  of  Brakes. — The  slack  of  the  brake  shoes  must  be  taken  up  by 
means  of  the  dead  truck  levers. 

In  taking  up  such  slack,  it  must  be  first  ascertained  that  the  hand  brakes  are  ofij 
and  the  slack  b  all  taken  out  of  the  upper  connections,  so  that  the  truck  levers  do 
not  go  back  within  I  inch  of  the  truck  timber  or  other  stop,  when  the  piston  of  the 
brake  cylinder  is  fully  back  at  the  release  position.  When,  under  a  full  application, 
the  brake  piston  travel  is  found  to  exceed  nine  inches  upon  passenger  or  freight 
cars,  the  brake  shoe  slack  must  be  taken  up  and  the  adjustment  so  made  that  the 
piston  shall  travel  not  less  than  six  inches.  In  taking  up  the  brake  shoe  slack  it 
must  never  be  taken  up  by  hand  brakes. 

Braking  Power. — Where  the  cylinder  lever  has  more  than  one  hole  at  the 
outer  end  the  different  holes  are  for  use  upon  cars  of  different  weights. 

It  must  be  carefully  ascertained  that  the  rods  are  connected  to  the  proper  holes, 
so  that  the  correct  braking  power  shall  be  exerted  upon  each  car. 

Repair  Parts. — Inspectors  must  keep  constantly  on  hand  for  repairs  a  supply 
of  all  parts  of  the  brake  and  signal  equipment  that  are  liable  to  get  out  of  order. 

Hanging  up  Hose. — Inspectors  must  see  that,  when  cars  are  being  switched 
or  standing  in  the  yard,  the  hose  is  coupled  between  the  cars  or  properly  secured  in 
the  dummy  coupling,  when  cars  are  so  equipped. 

RtePONSiBiLiTY  of  INSPECTORS. — Inspectors  will  be  held  strictly  responsible 
for  the  good  condition  of  all  the  brake  and  signal  apparatus  upon  cars  placed  in  trains 
at  their  stations ;  they  will  also  make  any  examination  of  brake  apparatus  or  repairs 
to  the  same,  which  they  may  be  called  upon  to  do  by  trainmen. 
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GENERAL   QUESTIONS 

REGARDING  THE  USE  OF  THE 

AIR    BRAKE   AND   TRAIN    SIGNAL. 


GENERAL  QUESTIONS. 

(All  parties  who  have  to  do  with  the  use,  adjustment,  care  or  repairs  of  air 
brakes  should  be  thoroughly  examined  on  these  questions,  in  addition  to  the  special 
questions  for  each  class  of  men  following  them. ) 

1.  Question.    What  is  an  sur  brake  ? 

Answer.   It  is  a  brake  applied  by  compressed  air. 

2.  Q.    How  is  the  air  compressed  ? 
A.  By  an  air  pump  on  the  locomotive. 

3.  Q.    How  does  the  compressed  air  apply  the  brakes  ? 

A.  It  is  admitted  into  a  brake  cylinder  on  each  car,  and  it  pushes  out  a  piston 
in  that  cylinder  which  pulb  the  brake  on. 

4.  Q.    How  does  the  piston  get  back  whin  the  brakes  are  released  ? 

A.  There  is  a  spring  around  the  piston  rod  which  is  compressed  when  the 
brakes  are  applied,  and  when  the  air  is  allowed  to  escape  to  release  the  brakes,  this 
spring  reacts  and  pushes  the  piston  in  again. 

5.  Q.  Where  is  the  compressed  air  kept  ready  for  use  in  the  automatic  air 
brake? 

A  In  the  main  reservoir  on  the  locomotive,  in  the  smaller  or  auxiliary  reservoir 
on  each  car,  and  in  the  train  pipe. 

6.  Q.  Where  does  the  compressed  air  come  fix>m  directly,  that  enters  the  brake 
cylinder  when  the  automatic  brake  is  applied  ? 

A.  It  comes  from  the  auxiliary  reservoir  on  each  car  in  service  application,  and 
from  the  auxiliary  reservoir  and  train  pipe  in  emergency  application. 

7.  Q.    How  does  it  get  into  the  auxiliary  reservoir? 

A.  It  is  furnished  from  the  main  reservoir  on  the  locomotive  through  the  train 
pipe  and  triple  valve  when  the  brakes  are  released. 

8.  Q.    How  is  the  automatic  brake  applied  and  released  ? 

A.  The  automatic  brake  is  applied  by  reducing  the  air  pressure  in  the  train  pipe 
below  that  in  the  auxiliary  reservoir,  and  is  released  by  raising  the  train  pipe  pressure 
above  that  remaining  in  the  auxiliary  reservoir. 

9.  Q.  Why  does  the  compressed  air  not  enter  directly  into  the  brake  cylinder 
from  the  train  pipe  ? 

A.  Because  the  triple  valve  used  with  the  automatic  brake  prevents  the  air  from 
entering  directly  from  the  train  pipe  to  the  brake  cylinder  when  the  pressure  in  the 
train  pipe  is  maintained  or  increased. 

10.  Q.  What  other  uses  has  the  triple  valve  ? 

A.  It  causes  the  brake  cylinder  to  be  opened  to  the  atmosphere  under  each  car, 
to  release  the  brakes  when  the  pressure  in  the  train  pipe  is  made  greater  than  that 
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in  the  auxiliary  reservoir,  and  it  opens  communication  from  the  train  pipe  to  ihe 
auxiliary  reservoir  by  the  same  movement;  when  the  pressure  in  the  train  pipe  is 
reduced,  it  closes  the  openings  from  the  train  pipe  to  the  auxiliary  reservoir  and  from 
the  brake  cylinder  to  the  atmosphere,  and  then  opens  the  passage  between  the  auxil- 
iary reservoir  and  the  brake  cylinder  by  the  same  movement,  so  as  to  admit  the  tir 
and  apply  the  brakes. 

11.  Q.  How  many  forms  of  triple  valves  are  there  in  use,  and  what  are  thej 
called  ? 

A.    Two :  the  plain  triple  and  the  quick-acting  triple. 

1 2.  Q.   How  can  you  tell  the  plain  triple  from  the  quick-acting  triple  ? 

A.  The  pkin  triple  has  a  four- way  cock  in  it,  with  a  handle  for  operating  the 
cock ;  the  quick-acting  triple  has  no  such  cock  in  it,  but  there  is  a  plug  cock  in  the 
cross-over  pipe  leading  from  the  train  pipe  to  the  triple,  when  the  quick-acting  triple 
is  used. 

13.  Q.  What  are  these  cocks  for  in  both  cases? 

A.  They  are  to  be  used  to  cut  out  brakes  on  one  car,  without  interfering  with 
other  brakes  on  the  train,  if  the  brake  on  that  car  has  become  disabled. 

14.  Q.  How  does  the  cock  handle  stand  in  the  plain  triple  valve  when  the  pipe 
is  open  for  automatic  action  ? 

A.    It  stands  in  a  horizontal  position. 

15.  Q  In  what  position  does  the  same  handle  stand  when  the  brakes  are  cm 
out  by  closing  the  cock  ? 

A.    It  stands  at  an  inclined  position  midway  between  horizontal  and  vertical 

16.  Q.  How  does  the  handle  of  the  plug  cock  in  the  cross-over  pipe,  used  with 
the  quick-acting  triple,  stand  for  automatic  action  ? 

A.    It  stands  with  the  handle  crosswise  with  the  pipe,  and  the  cock  is  then  open. 

17.  Q.  How  does  it  stand  when  the  cock  is  closed  and  the  brake  cut  cot  of 
action  ? 

A.    It  stands  with  handle  lengthwise  of  cross-over  pipe. 

18.  Q.   How  is  the  train  pipe  coupled  up  between  the  cars  ? 

A.  By  means  of  a  rubber  hose  on  each  end  of  the  train  pipe,  fitted  with  t 
coupling  at  the  loose  end. 

19.  Q.    How  is  the  train  pipe  closed  at  the  rear  end  of  the  train? 

A.   By  closing  the  cock  in  the  train  pijpe  at  the  rear  end  of  the  last  car. 

20.  Q.  How  many  such  train  pipe  cocks  are  there  to  a  car,  on  the  air  brake 
train  pipe  and  on  the  air  signal  train  pipe,  and  why  ? 

A.  Two  for  each  pipe  on  each  car,  because  either  end  of  any  car  may  soim- 
times  be  at  the  rear  end  of  the  train. 

21.  Q.  How  many  kinds  of  train  pipe  cocks  are  there  in  use  at  the  ends  of  the 
cars? 

A.    Two. 

22.  Q.  Describe  each  and  give  the  position  of  the  handles  for  open  and  closed 
in  each  case  ? 

A.  The  older  form  of  train  pipe  cock  is  a  straight  plug  cock  in  the  train  pipe, 
not  far  from  the  hose  connection ;  the  handle  stands  crosswise  with  the  pipe  when  it 
is  open,  and  lengthwise  with  the  pipe  when  closed ;  it  is  now  found  principally  on 
the  air  signal  pipe.     The  other  form  of  train  pipe  cock  now  used  on  the  air-brake 
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pipe  is  an  angle  cock  placed  at  the  end  of  the  train  pipe  and  close  to  the  hose.  The 
handle  of  the  angle  cock  stands  lengthwise  with  the  pipe  when  open,  and  crosswise 
with  the  pipe  when  closed. 

23.  Q.  What  uses  have  these  train  pipe  cocks  besides  to  close  the  pipe  at  the 
rear  end  of  the  train  ? 

A.  They  are  to  be  used  to  close  the  train  pipe  at  both  sides  of  any  hose  coup- 
ling which  is  to  be  parted,  as  when  the  train  is  cut  in  two. 

24.  Q.  Why  is  it  necessary  to  close  the  train  pipe  on  both  sides  of  the  hose 
coupling  before  it  is  parted  ? 

A.    To  prevent  the  escape  of  air  from  the  train  pipe  which  would  apply  the  brakes. 

25.  Q.  How  must  the  hose  coupling  be  parted  when  it  is  necessary  to  do  so, 
and  why? 

A.  The  air  brake  must  first  be  released  on  the  train  from  the  engine,  then  the 
adjacent  train  pipe  cocks  must  both  be  closed  and  the  coupling  must  be  parted  by 
hand,  to  prevent  the  possibility  of  injury  to  the  rubber  gasket  in  the  coupling. 

26.  Q.  Why  must  the  brakes  be  fully  released  before  uncoupling  the  hose 
between  the  cars? 

A.  Because  if  the  brakes  are  applied  upon  a  detached  car,  they  cannot  be 
released  without  bleeding  the  auxiliary  reservoir,  and  thus  wasting  air. 

27.  Q.  In  coupling  or  uncoupling  the  hose  between  cars,  what  must  be  done  if 
there  is  ice  on  the  couplings  ? 

A.  The  ice  must  first  be  removed  and  the  couplings  thawed  out,  so  as  to  pre- 
vent injury  to  the  rubber  gaskets  in  uncoupling,  and  to  insure  tight  joints  in  coupling 
the  hose. 

28.  Q.  What  must  be  done  with  a  hose  coupling  which  is  not  coupled  up,  such 
as  the  rear  hose  of  a  train,  or  any  hose  on  a  car  which  is  standing  or  running,  but 
not  in  use  ? 

A.  It  must  be  placed  in  the  dummy  coupling  if  provided  for  in  such  manner 
that  the  fiat  pad  on  the  dummy  will  close  the  opening  in  the  coupling. 

29.  Q.  What  pressure  should  be  carried  in  the  train  pipe  and  auxiliary 
reservoir  ? 

A.    Seventy  pounds  pressure  to  the  square  inch. 

30.  Q.   Why  should  this  pressure  be  70  pounds? 

A.  Because  this  pressure  is  necessary,  to  get  the  full  braking  force  which  each 
car  is  capable  of  using,  and,  if  it  be  exceeded,  there  will  be  danger  of  sliding  the 
vrheels. 

31.  Q.  How  much  pressure  can  be  obtained  in  the  brake  cylinder  by  the 
service  application  of  the  brakes  with  70  pounds  in  the  auxiliary  reservoir. 

A.  About  50  pounds  pressure  to  the  square  inch,  with  an  eight-inch  piston 
travel. 

32.  Q.  Why  can  only  50  pounds  pressure  be  obtained  under  these  circum- 
stances ? 

A.  Because  the  air,  at  70  pounds  pressure  in  the  auxiliary  reservoir,  expands 
into  an  additional  space  when  the  auxiliary  reservoir  is  opened  to  the  brake  cylinder, 
and,  when  the  pressure  has  become  equalized,  it  is  thus  reduced  to  50  pounds. 

^^.  Q.  How  much  must  the  train  pipe  pressure  be  reduced,  in  order  to  get  50 
pounds  pressure  in  the  brake  cylinder,  in  ordinary  service  ? 
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A.  Twenty  pounds ;  or  from  70  pounds  down  to  50  pounds  in  the  train  pipe 
also. 

34.  Q.  Can  the  brakes  be  applied  so  as  to  get  only  a  portion  of  this  50  pounds 
pressure  in  the  brake  cylinder,  and  how  ? 

A.  They  can  be  so  applied  by  reducing  the  train  pipe  pressure  less  than  20 
pounds. 

35.  Q.  If  the  train  pipe  pressure  be  reduced  10  pounds  what  will  the  pressore 
be  in  the  brake  cylinder  ? 

A.    About  25  pounds. 

36.  Q.    How  is  this  graduated  action  obtained  ? 

A.    By  means  of  the  graduating  valve  in  the  triple  valve. 

37.  Q.  Is  it  important  to  keep  all  the  air-brake  apparatus  tight  and  free  from 
leaks? 

A.    Yes. 

38.  Q.    Why  is  this  important  ? 

A.  In  order  to  get  full  service  from  the  air  brakes,  and  to  prevent  the  waste  of 
air,  and  also  to  prevent  the  brakes  applying  automatically  by  reason  of  leak  in  the 
train  pipe. 

39.  Q.  Is  it  important  to  know  that  the  train  pipe  is  open  throughout  the  train 
and  closed  at  the  rear  end  before  starting  out  ? 

A.    Yes ;  this  is  very  important. 

40.  Q.    Why  is  this  very  important  ? 

A.  Because  if  any  cock  in  the  train  pipe  were  closed,  all  the  brakes  back  of 
the  cock  which  is  closed  would  be  prevented  from  working. 

41.  Q.  How  can  you  know  that  the  train  pipe  cocks  are  all  open  when  the 
train  is  made  up  ? 

A.  By  testing  the  brakes ;  that  is,  by  applying  and  releasing  them,  and  obtenr- 
ing  whether  they  all  operate. 

42.  Q.  Do  you  understand  that  no  excuse  will  be  acceptable  for  starting  oot 
the  train  without  first  testing  the  air  brakes  ? 

A.    Yes. 

43.  Q.   Why  is  this  rule  absolute  ? 

A.  Because  the  safety  of  passengers  and  of  property  depends  upon  the  brakes 
being  properly  coupled  up  and  in  an  operating  condition  before  the  train  is  started. 

44.  Q.    At  what  other  times  should  the  brakes  be  tested,  and  how  ? 

A.  After  each  change  in  the  make-up  of  the  train  and  before  starting  the  train 
down  certain  designated  grades,  and  the  test  should  be  made  with  a  full  service  appU* 
cation  of  the  brakes. 

45.  Q.    From  where  does  the  air  signal  apparatus  receive  its  pressure? 
A.    From  the  main  air  reservoir  through  the  reducing  valve. 

46.  Q.    How  much  air  pressure  should  be  carried  in  the  air-signal  train  pipe? 
A.    Forty  pounds  pressure. 

47.  Q.  Is  it  important  that  this  train  pipe  and  its  connections  be  also  kept 
tight? 

A.   Yes. 
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48.  Q.  After  taking  up  the  slack  of  the  brake  shoes,  how  far  should  the  brake 
piston  travel  in  the  cylinders  on  cars  and  tenders  with  a  full  application  of  the 
bn^e? 

A.   Not  less  than  6  inches. 

49.  Q.  Whttt  would  happen  if  the  piston  traveled  less  than  6  inches  when 
brakes  are  fully  applied  ? 

A.  A  partial  application  of  the  brakes  might  not  close  the  leakage  groove  in 
the  brake  cylinder  provided  for  the  escape  of  small  amounts  of  air. 

50.  Q.  Why  should  the  piston  travel  not  be  permitted  to  exce^  nine  inches 
on  passenger  cars,  tenders,  or  freight  cars  ? 

A.  Because,  if  it  travels  farther  than  this  when  sent  out,  a  little  wear  of  the 
brake  shoes  will  cause  the  piston  to  travel  far  enough  to  rest  a|;ainst  the  back  cylin- 
der head  when  the  brakes  are  applied,  and  this  cylinder  head  would  then  take  the 
pressure  instead  of  its  being  brought  upon  the  brake  shoes. 

51.  Q.  How  far  should  the  driver  brake  piston  travel  with  a  full  application  of 
the  brakes,  and  why  ? 

A.  Not  less  than  one-third  of  the  full  stroke  of  the  piston  nor  more  than  two- 
thirds  of  its  full  stroke,  for  reasons  similar  to  those  given  for  cars  and  tenders. 

52.  Q.  If  the  brakes  stick  upon  any  car  so  that  the  engineman  cannot  release 
them  at  any  time,  how  should  they  be  released  ? 

A.  By  opening  the  release  cock  in  the  auxiliary  reservoir  and  holding  it  open 
until  air  begins  to  escape  from  the  triple  valve  and  then  closing  it  again. 

53.  Q.   What  is  the  pressure-retaining  valve,  and  what  is  its  use? 

A.  The  pressure-retaining  valve  is  a  small  valve  placed  at  the  end  of  a  pipe 
from  the  triple  valve,  through  which  th6  exhaust  takes  place  from  the  brake  cylin- 
der. It  is  used  to  retard  the  brake  release  on  heavy  grades,  and  hold  the  brakes 
partiaUy  applied,  so  as  to  allow  more  time  for  the  engineman  to  recharge  the  aux- 
iliary reservoir. 

54.  Q.  What  precautions  are  necessary  on  every  train  in  regard  to  hose  coup- 
lings? 

A.  Every  train  must  carry  at  least  two  extra  hose  and  couplings  complete,  for 
use  in  replacing  any  hose  couplings  which  may  fail  or  become  disabled.  These  extra 
hose  and  couplings  to  be  carried  on  such  part  of  the  train  as  is  required  by  the  rules 
and  regulations. 

SPECIAL  FOR  ENGINEMEN. 

55.  Q.    How  should  the  air  pump  be  started  ? 

A.  It  should  be  started  slowly,  so  as  to  allow  the  condensation  to  escape  from 
the  steam  cylinder  and  prevent  pounding,  which  is  more  likely  to  occur  when  the  air 
pressure  is  low. 

56.  Q.  Why  should  the  piston  rod  on  the  air  pump  be  kept  thoroughly 
packed? 

A.  To  prevent  the  waste  of  air  and  steam. 

57.  Q.  How  should  the  steam  cyUnder  of  the  air  pump  be  oiled,  and  what  kind 
of  oil  should  be  used  ? 

A.    It  should  be  oiled  as  little  as  necessary  through  a  sight  feed  lubricator,  and 
cylinder  oil  should  be  used. 
27 
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5^  Q  ^ovr  should  the  air  cylinder  of  the  air  pump  be  oiled ;  what  kind  of 
oil,  and  why  ? 

A.  It  should  be  oiled  very  little  by  once  filling  the  oil-cup  with  a  good  quility  of 
well  oil  daily.  Cylinder  oil,  lard  oil  and  other  animal  or  vegetable  oils  should  not  be 
used,  as  their  use  causes  the  engineer's  brake  valve  and  the  triple  valves  to  gum  up. 
The  oil  must  never  be  introduced  through  the  air  inlet  ports,  as  this  practice  would 
cause  the  pump  valves  to  gum  up. 

59*  Q-    What  regulates  the  train  pipe  pressure  ? 

A.  The  pump  governor,  with  D  8  valve,  and  the  feed  valve  attachment  with 
the  E  6  or  F  6  valve. 

60.  Q.   Why  should  the  train  pipe  pressure  not  exceed  70  pounds  ? 

A.  Because  70  pounds  train  pipe  pressure  produces  the  strongest  safe  pressure 
of  the  brake  shoes  upon  the  wheels.  A  higher  train  pipe  pressure  is  liable  to  cause 
the  wheels  to  slide. 

61.  Q.    Why  is  an  equalizing  engineer's  valve  better  than  the  older  forms? 

A.  Because  it  enables  the  engineer  to  apply  the  brakes  more  uniformly  through- 
out the  train,  and  with  less  shock  to  the  train,  especially  when  the  quick-acting  triple 
valves  are  used.  It  also  prevents  the  brakes  from  being  kicked  off  on  the  forward 
end  of  the  train  when  the  engineer  closes  the  valve  after  applying  the  brakes. 

62.  Q.  Why  does  an  equalizing  engineer's  valve  produce  these  results  in  ordi- 
nary service  stops  ? 

A.  Because  the  engineer  does  not,  in  such  cases,  open  the  train  pipe  to  the 
atmosphere  direct,  but  he  only  reduces  the  air  pressure  above  the  piston  in  the  engi- 
neer's valve,  which  causes  that  piston  to  open  the  train  pipe  to  the  atmosphere,  and 
to  close  the  opening  gradually  when  the  train  pipe  pressure  has  been  correspondingly 
reduced. 

63.  Q.  What  does  the  excess  pressure  valve  in  the  D  8  brake  valve  accomplish, 
and  do  you  regard  it  important  to  have  it  working  properly  ? 

A.  It  maintains  an  excess  pressure  in  the  main  reservoir  above  the  pressure  io 
the  train  pipe,  and  it  is  important  that  it  be  kept  clean  and  in  working  order  so  as  to 
have  this  excess  pressure  to  insure  release,  and  for  use  in  recharging  the  train  quickly 
after  the  brakes  are  released. 

64.  Q.  What  does  the  feed  valve  attachment  of  the  E  6  or  F  6  engineer's  valve 
accomplish? 

A.  When  properly  adjusted  it  restricts  the  train  pipe  pressure  to  a  maximum  of 
70  pounds  with  the  engineer's  valve  in  running  position.  When  this  valve  is  used, 
the  pump  governor  is  attached  to  main  reservoir  pressure  and  may  be  set  to  carry 
whatever  pressure  is  desired  therein. 

65.  Q.    How  often  should  the  brake  valve  be  thoroughly  cleaned  and  oiled? 
A.    At  least  once  every  two  months. 

66.  Q.  If  the  rotary  disk  valve  in  the  engineer's  valve  is  unseated  by  dirt  or  by 
wear,  what  may  be  the  result,  and  what  should  be  done  ? 

A.  It  may  be  impossible  to  get  the  excess  pressure ;  when  the  brakes  have  been 
applied  they  may  keep  applying  harder  until  full  on,  or  when  they  have  been  applied 
they  may  go  off.  The  rotary  disk  valve  should  be  thoroughly  cleaned,  and  if  worn 
it  should  be  faced  and  ground  to  a  seat. 


Digitized  by 


Google 


419 

67.  Q.  If  the  piston  in  the  engineer's  valve  becomes  gummed  up  or  corroded 
from  neglect  to  clean  it,  what  will  be  the  result? 

A.  It  will  be  necessary  to  make  a  large  redaction  of  pressure  through  the  pre- 
liminary exhaust  port  before  the  brakes  will  apply  at  all,  and  then  the  brakes  will  go 
on  too  hard,  and  will  have  to  be  released. 

.   68.  Q.   When  the  locomotive  is  standing  alone  and  the  pump  is  running,  why 
must  the  D  8  engineer's  valve  not  be  left  standing  in  the  lap  position  (No.  3)? 

A.  Because  the  main  reservoir  pressure  may  become  so  high  that,  when  the 
handle  of  the  engineer's  valve  is  again  placed  in  the  release  position,  it  will  cause 
the  train  pipe  and  tender  auxiliary  reservoir  to  be  charged  witli  too  high  pressure, 
which  might  injure  the  adjustment  of  the  pump  governor  as  well  as  cause  the  tender 
wheels  to  be  slid  with  the  first  application  of  the  brakes. 

69.  Q.  How  and  why  should  the  train  pipe  under  the  tender  always  be  blown 
out  thoroughly  before  connecting  up  to  the  train? 

A.  By  opening  the  angle  cock  at  the  rear  end  of  the  tender  and  allowing  the  air 
from  the  main  reservoir  to  blow  through.  This  blows  out  the  oil,  water,  scale,  etc., 
which  may  accumulate  in  the  pipe,  and  which  would  be  blown  back  into  the  train 
pipe  and  triple  valves  if  not  removed  before  coupling  to  the  train. 

70.  Q.  When  the  engine  is  coupled  to  the  train,  why  is  it  necessary  to  have  90 
pounds  or  more  pressure  in  the  main  reservoir  ? 

A.  So  that  the  brakes  will  all  be  released  and  the  train  quickly  charged  when 
the  engineer's  valve  is  placed  in  the  release  position. 

71.  Q.  Why  should  the  driver  brakes  always  be  operated  automatically  with 
the  train  brake? 

A.  Because  it  adds  greatly  to  the  braking  force  of  the  train,  and  the  brakes  can 
be  applied  alike  to  all  the  wheels  for  ordinary  stops,  and  in  an  emergency  the  greatest 
possible  braking  force  is  at  once  obtained  by  one  movement  of  the  handle. 

72.  Q.  In  making  a  service  application  of  the  brakes,  how  much  reduction  of 
the  train  pipe  pressure  from  70 pounds  does  it  require  to  get  the  brakes  full  on? 

A.   About  25  pounds  reduction. 

73.  Q.   What  should  the  first  reduction  be  in  such  an  application,  and  why  ? 
A.   From  five  to  seven  pounds,  so  as  to  insure  moving  the  pistons  in  the  brake 

cylinders  past  the  leakage  groove,  yet  not  apply  the  brakes  too  hard,  until  the  slack 
in  drawbars  and  drawsprings  is  first  taken  up. 

74.  Q.  What  is  the  result  of  making  a  greater  reduction  of  pressure  than  25 
pounds? 

A.  A  waste  of  air  in  the  train  pipe,  without  getting  any  more  braking  force, 
and  therefore  requiring  more  air  to  release  the  brakes. 

75.  Q.    How  many  applications  of  the  brakes  are  necessary  in  making  a  stop  ? 
A.  Generally  only  one;  by  applying  them  lightly  at  first  with  five  to  seven 

pounds  reduction  of  air  in  the  train  pipe,  and  afterward  gradually  increasing  the 
force  of  the  application.     Two  applications  are  as  many  as  should  ever  be  required. 

76.  Q.  Why  is  it  dangerous  to  apply  and  release  the  brakes  repeatedly  in 
making  stops? 

A.  Because  every  time  the  brakes  are  released  the  air  in  the  brake  cylinders  is 
thrown  away,  and  if  it  is  necessary  to  apply  them  again  before  sufficient  time  has 
elapsed  to  recharge  the  auxiliary  reservoirs  the  application  of  the  brakes  will  be  weak, 
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and  after  a  few  such  applications  the  brakes  are  almost  useless  on  account  of  the  air 
having  been  exhausted  from  the  auxiliary  reservoirs. 

77.  Q.  In  releasing  and  recharging  the  train,  how  long  should  the  handle  of 
the  engineer's  valve  be  left  in  the  release  position  ? 

A.   Until  the  train  pipe  pressure  has  risen  nearly  to  70  pounds  again. 

78.  Q.  In  making  service  stops  with  passenger  trains,  why  should  you  release 
the  brakes  a  little  before  coming  to  a  full  stop? 

A.  So  as  to  prevent  stopping  with  a  lurch ;  it  also  requires  less  Xmt  for  the  fall 
release  of  the  brakes  after  stopping. 

79.  Q.  In  making  stops  with  freight  trains,  why  should  the  brakes  not  be 
released  until  after  the  train  has  come  to  a  full  stop  ? 

A.  Because  long  freight  trains  are  apt  to  be  parted  by  releasing  the  brakes  at 
low  speed. 

80.  Q.  In  making  service  stops,  why  must  the  handle  of  the  engineer's  valve 
not  be  moved  past  the  pontioii  for  service  applications  ? 

A.  So  as  to  prevent  unnooessary  jerks  to  the  train,  and  the  emergeacy  action  of 
the  triple  valve  when  not  necessary. 

81.  Q.  If  you  find  the  train  dragging  from  the  failure  of  the  brakes  to  release, 
how  can  you  helease  them  ? 

A.  By  placing  the  handle  on  the  engineer's  valve  in  full  release  poiitioB,Ka  i, 
for  a  few  seconds,  and  returning  it  to  the  running  position,  No.  2. 

82.  Q.  When  the  brakes  go  on  suddenly  when  not  operated  by  the  enfiaeer's 
valve,  and  the  gauge  pointer  falls  hack,  what  is  the  cause,  and  what  should  yon  do? 

A.  Either  a  hose  has  burst,  or  a  conductor's  valve  has  been  opened,  or  the  train 
has  parted.  In  any  event,  the  handle  of  the  engineer's  valve  must  be  immediately 
placed  in  the  lap  position  to  prevent  the  escape  of  air  from  the  reservoir. 

83.  Q.  Are  the  brakes  liable  to  stick  on  after  an  emergency  application,  and 
why? 

A.  The  brakes  are  harder  to  release  after  a  severe  applicatioii,  bccanse  they  are 
on  with  full  force,  and  it  requires  higher  pressure  than  usual  in  the  train  pipe  to 
release  them  again.  In  this  case  it  is  necessary  always  to  have  in  reserve  the  excess 
pressure  on  the  main  reservoir  to  aid  in  releasing  the  brakes.  With  the  quick-acting 
triple  valve  this  isi  especially  necessary,  because  air  from  the  train  pipe  as  well  as 
from  the  auxiliary  reservoir  is  forced  into  the  brake  cylinder  when  a  quick  t^^^' 
tion  of  the  brake  is  made,  thus  increasing  tfae^  pressure  in  the  brake  cylinder  wUhoat 
the  usual  reduction  of  pressure  in  the  auxiliary  reservoir,  and  requiring  a  high  pres- 
sure in  the  train  pipe  afterward  to  cause  the  brakes  to  be  released. 

84.  Q.  In  using  the  brakes  to  steady  the  train  while  descending  grades,  why 
should  the  air  pump  throttle  be  kept  well  open  ? 

A.  So  that  the  pump  may  quickly  accumulate  a  full  pressure  in  the  main  reser- 
voir for  use  in  recharging  the  train  when  the  brakes  have  been  released  again. 

85.  Q.   In  descending  a  grade  how  can  you  best  keep  the  train  under  control  ? 
A.   First,  by  commendng  the  application  of  the  brakes  eariy,  so  as  to  (aeveot 

too  high  a  speed  being  reached.  Second,  by  applying  the  brakes  lightly  at  first,  then 
increasing  the  brake  pressure  as  needed,  and  by  slowing  the  train  down  just  before 
it  is  necessary  to  release  the  brakes  for  recharging,  so  as  to  give  time  enough  to  re611 
the  auxiliary  reservoirs  before  much  speed  is  again  attained. 
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86.  Q.  If  the  train  is  being  drawn  by  two  or  more  locomotives,  upon  which 
engine  should  the  bn^es  be  controlled^  tmd  what  must  the  enginemen  of  the  otbar 
locomotive  do  ? 

A.  The  brakes  must  be  controlled  by  the  leading  locomotive,  and  the  engine- 
men  of  the  following  locomotives  nuist  close  the  cock  in  the  train  pipe  just  below 
the  engineer's  valves.  The  latter  must  always  keep  his  pump  running  and  in 
order,  and  main  reservoir  charged,  with  the  engineer's  valve  in  the  running  position^ 
so  that  he  may  quickly  operate  the  biakes  if  called  upon  to  do  so. 

S7.  Q.  If  the  air  signal  whistle  only  give»  a  weak  blast,  what  is  the  probable 
can«e? 

A.  Either  the  reducing  valve  is  out  of  order  so  that  the  pressure  is  less  than  40 
pounds  or  the  whistle  itself  is  filled  with  dirt  or  not  properly  adjusted  or  the  port 
under  the  end  of  signal  valve  is  partially  closed  by  gfim  or  dirt 

SS.  Q.  If  the  reducing  valve  for  the  air  signal  is  allowed  to  become  clogged 
up  with  dirt,  what  will  the  result  probably  be  ? 

A.  The  signal  pipe  might  get  the  full  main  reservoir  pressure,  and  the  whistle 
will  Mow  when  the  brakes  are  released. 

89.  Q.  If  you  discover  any  defect  in  the  air  brake  or  signal  apparatus  while  on 
the  road,  what  must  be  done? 

A.  If  it  is  something  that  cannot  be  readily  remedied  at  once,  it  must  be  reported 
to  the  engine-house  foreman  as  soon  as  the  run  is  completed. 

90.  Q.  What  is  the  result  if  water  be  allowed  to  collect  in  the  main  reservoir 
of  the  brake  apparatus  ? 

A.  The  room  taken  up  by  the  water  reduces  the  capacity  for  holding  air,  and 
the  brakes  are  more  liable  to  stick.  In  cold  weather  also  the  water  may  freeze  and 
prevent  the  brakes  from  working  properly. 
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91.  Q.  -How  often  must  the  air  brake  and  signal  apparatus  on  locomotive  be 
examined  ? 

A.    After  each  trip. 

92.  Q.    Under  what  pressure  must  it  be  examined  ? 

A.  Under  full  pressure,  i.  e.,  70  pounds  on  the  air  brake  train  pipe,  20  pounds 
excess  in  the  main  reservoir,  and  40  pounds  pressure  upon  th«  air  signal  train  pipe. 

93.  Q.  How  will  you  be  sure  that  proper  pressures  are  upon  the  two  train 
pipes? 

A.  By  regulating,  and,  if  necessary,  cleaning  the  pump  governor  so  that  it  will 
shot  off  steam  from  the  pump  when  70  pounds  train  pipe  pressure  is  reached,  and 
by  exsunining,  and,  if  necessary,  cleaning  the  pressure  reducing  valve  for  the  signal 
train  pipe,  so  that  it  maintains  40  pounds  pressure  in  the  train  pipe. 

94.  Q.  If  you  do  not  obtain  20  pounds  excess  pressure  in  the  main  reservoir 
when  the  handle  of  the  D  8  engineer's  valwe  is  in  the  running  position,  what  is  the 
cause? 

A.  Either  the  excess  pressure  valve  needs  cleaning,  or  the  rotary  disk  valve  in 
the  engineer's  valve  is  unseated  and  allows  air  to  leak  from  one  port  to  another. 
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95-  Q-  Should  the  train  pipe  pressure  exceed  the  maximum  of  70  poaods, 
where  would  you  look  for  the  cause  of  the  trouble  in  the  Westinghouse  F  6  brake 
valve  ? 

A.  Either  the  supply  valve  needs  cleaning,  the  rotary  disk  valv^  is  unseated,  or 
the  gasket  between  the  main  reservoir  connection  and  chamber  D  is  defective;  or  the 
feed  valve  attachment  case  gasket  is  defective ;  or  the  regulating  spring  below  the 
piston  needs  adjusting. 

96.  Q.   Why  must  the  air  pomp  piston  rod  be  kept  well  packed  ? 
A.    To  prevent  leakage  of  steam  and  air. 

97.  Q.  How  often  must  the  main  reservoir  and  the  drain  cup  under  the  tender 
be  drained  ? 

'   A.    After  each  trip. 

98.  Q.  How  often  must  the  triple  valves  and  the  cylinders  of  the  driver  and 
tender  brakes  be  cleaned  and  oiled  ? 

A.  They  must  be  thoroughly  cleaned  and  oiled  with  a  small  amount  of  mineral 
oil  once  every  six  months,  and  the  cylinders  must  be  oiled  every  three  months.  If 
the  driving  brake  cylinders  are  so  located  that  they  become  hot  from  the  boiler,  they 
may  require  oiling  more  frequently. 

99.  Q.  If  there  are  any  leaks  in  the  pipe  joints  or  anjrwhere  in  the  apparatus, 
what  must  yon  do  ? 

A.    Repair  them  before  the  locomotive  goes  out. 

100.  Q.  How  is  the  brake  shoe  slack  of  the  cam  driver  brake  taken  up,  and 
what  precautions  are  necessary  ? 

A.  By  means  of  the  cam  screws,  and  it  is  necessary  to  lengthen  both  alike,  so 
that  when  the  brake  is  applied  the  point  of  contact  of  the  cams  will  be  in  a  Hne  with 
the  piston  rod. 

loi.  Q.  How  is  the  brake  shoe  slack  of  driver  brakes  on  a  locomotive  with 
more  than  two  pairs  of  driving  wheels  taken  up? 

A.  By  means  of  a  turn-buckle  or  screw  in  the  connecting  rods. 

102.  Q.    How  is  the  slack  of  the  tender  brake  shoes -taken  up? 

A.  By  means  of  the  dead  truck  levers;  if  they  will  not  take  it  up  enough,  it 
must  be  taken  up  in  the  underneath  connection,  and  then  adjusted  by  the  dead  lever. 

103.  Q.    How  far  should  the  driver  brake  piston  travel  in  appl3ring  the  brakes? 
A.  Not  less  than  one-third  nor  more  than  two-thirdi  of  the  full  stroke  of  the 

piston. 

104.  Q.    What  travel  of  piston  should  the  tender  brakes  be  adjusted  for  ? 

A.  Not  less  than  five  inches  nor  more  than  six  inches,  and  such  adjustment 
must  be  made  whenever  the  piston  travel  is  found  to  exceed  eight  inches. 


SPECIAL  FOR  TRAINMEN. 

105.  Q.  How  should  you  proceed  to  test  the  air  brakes  before  starting  out, 
after  a  change  in  the  make-up  of  a  train,  or  before  descending  certain  specially 
designated  grades? 

A.  After  the  train  has  been  fully  charged  with  air,  the  engineman  must  be  sig- 
naled to  apply  the  brakes ;  when  he  has  done  so,  the  brakes  must  be  examined  upon 
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each  car  to  see  that  the  air  is  applied  and  that  the  piston  travel  is  not  less  than  Bve 
inches  nor  more  than  eight  inches,  on  a  passenger  Car,  or  nine  inches  on  a  freight 
car.  The  engineman  must  be  then  signaled  to  release  the  brakes,  and  this  signal 
mvst  be  given  by  the  train  air  signal  from  the  rear  car,  if  it  is  in  use  upon  the  train; 
after  he  has  done  so,  each  brake  must  be  examined  again  to  see  that  all  are  released. 
The  engineman  and  conductor  must  then  be  notified  that  the  brakes  are  all  right,  if 
they  are  found  so. 

io6.  Q.  In  starting  out  a  passenger  train  from  an  inspection  point,  how  many 
cars  must  have  the  brakes  in  service  ? 

A.    Every  car  upon  the  train. 

107.  Q.   When  might  you  cut  out  a  brake  upon  a  passenger  car? 

A.  Never;  unless  it  gets  out  of  order  while  on  the  run,  in  which  case  it  must 
be  reported  to  the  inspector  at  the  end  of  the  run,  or  upon  the  first  opportunity  which 
may  give  sufHcicnt  time  to  repair  it. 

108.  Q.  If  a  hose  bursts  upon  the  run  what  must  be  done,  if  the  train  is  in  a 
safe  place  ? 

A.  The  hose  must  first  be  replaced  by  a  good  one,  and  the  engineman  then 
signaled  to  release  the  brakes.  The  train  must  not  proceed  until  the  brakes  have 
been  reconnected  and  tested  upon  the  train  to  see  that  all  are  working  properly. 

109.  Q.  If  the  train  is  not  in  a  safe  place  when  the  hose  bursts,  what  must  be 
done  ? 

A.  The  train  pipe  cock  immediately  ahead  of  the  burst  hose  must  be  closed 
and  the  engineer  signaled  to  release  the  brakes.  The  brakes  at  the  rear  of  the  burst 
hose  must  then  be  released  by  bleeding  the  auxiliary  reservoirs,  and  the  train  must 
then  proceed  to  a  safe  place  to  replace  the  hose  and  connect  up  the  brakes,  after 
which  the  brakes  must  be  tested. 

no.  Q.    If  the  train  breaks  in  two,  what  must'be  done? 

A.  The  cock  in  the  train  pipe  at  the  rear  end  of  the  first  section  must  be 
closed,  and  the  engineman  signaled  to  release  the  brakes.  The  two  parts  of  the 
train  must  then  be  coupled,  the  hose  connected  and  the  brakes  again  released  by  the 
engineman.  When  it  is  ascertained  that  the  brakes  aie  all  released,  the  train  may 
proceed. 

111.  Q.  Explain  how  the  pressure-retaining  valves  are  thrown  into  action  or 
thrown  out  of  action,  and  when  this  must  be  done. 

A.  The  pressure-retaining  valve  is  thrown  into  action  by  turning  the  handle  of 
the  valve  to  a  horizontal  position,  and  it  is  thrown  out  of  action  again  by  placing 
this  handle  in  a  vertical  position  pointing  downward.  This  handle  should  be  placed 
in  a  horizontal  position  at  the  top  of  a  heavy  grade,  and  it  should  always  be  returned 
to  a  vertical  position  at  the  foot  of  the  grade,  as  otherwise  the  brakes  will  drag  on 
any  cars  which  still  have  the  handle  of  the  pressure-retaining  valve  in  the  horizontal 
position. 

112.  Q.  If  the  brake  of  any  car  is  found  to  be  defective  on  the  run,  how 
should  you  proceed  to  cut  it  out  ? 

A.  By  closing  the  cock  in  the  cross-over  pipe  of  the  quick-acting  brake,  or  in 
the  triple  valve  of  the  plain  automatic  brake,  and  then  opening  the  release  cock  in 
the  auxiliary  reservoir  upon  that  car,  leaving  it  open,  if  a  passenger  car,  or  holding 
it  open  until  all  the  air  has  escaped  from  it,  if  a  freight  car. 
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113.  Q.  When  it  is  nccesiary  to  cut  oat  a  defective  brake  upon  a  car,  wby 
should  il  always  be  cut  out  at  the  triple  valve  and  never  by  the  train  pipe  cock  at  the 
end  of  the  car,  even  if  it  is  the  last  car  of  the  train  ? 

A.  The  train  pipe  should  always  be  open  from  the  locomotive  to  the  rear  cfkd  of 
the  Ust  car,  so  that  if  the  train  breaks  in  two  the  brakes  will  be  automatically 
applied  before  the  parts  of  the  train  have  separated  sufficiently  to  permit  damage  to 
be  done  by  their  coming  together  again,  and  so  that  the  brakes  may  be  applied 
with  the  conductor's  valve  upon  any  car. 

114.  Q.  Should  the  train  pipe  burst  under  any  car,  what  must  be  done? 

A.  The  train  must  proceed  to  the  nearest  switching  point,  using  the  brakes  upon 
the  cars  ahead  of  the  one  with  the  burst  pipe,  where  the  car  with  the  buist  pipe  must 
be  switched  to  the  rear  of  the  train;  the  hose  must  then  be  coupled  up  to  the  rear  car 
and  the  cock  at  the  rear  end  of  the  next  to  the  last  car  opened  and  the  cock  at  the 
forward  end  of  the  last  car  closed,  so  that  if  the  train  sho^Ud  part  between  the  latt 
two  cars  the  brakes  will  be  applied. 

115.  Q.   What  is  the  conductor's  valve,  and  what  is  its  use? 

A.  It  is  a  valve  at  the  end  of  the  branch  pipe  leading  from  the  train  brake  pipe 
upon  each  passenger  car;  it  is  to  be  opened  from  the  car  in  any  emeigency  when  it 
is  necessary  to  stop  the  train  quickly,  and  only  then.  When  used  it  should  be  hald 
open  until  the  train  is  stopped,  and  then  it  should  be  closed. 

116.  Q.    What  is  the  air  signal  for,  and  how  is  it  operated? 

A.  It  is  to  signal  the  engineman,  in  place  of  the  old  gong  signal,  and  it  if 
operated  by  pulling  directly  downward  on  the  cord,  and  releasing  immediately, 
allowing  two  full  seconds  to  elapse  between  pulls. 

117.  Q.  If  the  car  discharge  valve  on  the  air  signal  system  is  out  of  order  or 
leaking  on  any  car,  how  can  you  cut  it  out? 

A.  By  closing  the  cock  in  the  branch  pipe  leading  from  the  train  signal  pipe  to 
the  discharge  valve;  to  do  so  the  handle  of  this  cock  should  be  placed  lengthwise 
with  the  pipe. 

118.  Q.  How  is  the  slack  taken  up  so  as  to  secure  the  proper  adjustment  of 
piston  travel? 

A.  By  means  of  the  dead  truck  lever,  and  if  that  is  not  sufficient,  one  or  oKife 
boles  must  be  taken  up  in  the  underneath  connection  and  the  adjustment  then  made 
by  the  dead  truck  lever. 

SPECIAL  FOR   INSPECTORS. 

119.  Q.  Do  you  understand  that  no  passenger  train  may  be  started  out  with  any 
of  the  brakes  cut  out  of  service  ? 

A.    I  do. 

120.  Q.   Why  is  it  important  that  no  leaks  should  exist  in  the  air  brake  service? 
A.    Because  they  would  interfere  with  the  proper  working  of  the  brakes  and 

might  cause  serious  damage. 

121.  Q.  What  must  be  done  with  the  air  brake  or  air  signal  couplings  when  not 
united  to  other  couplings,  on  cars  equipped  with  dummy  couplings? 

A.  They  must  be  secured  in  the  dummy  coupling,  so  that  the  face  of  the  duBuny 
coupling  will  cover  the  opening  of  the  hose  coupling  so  as  to  prevent  dust  and  diit 
from  entering  the  hose. 
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122.  Q.  If  air  issues  from  the  release  port  of  the  quick-action  triple  valve  when 
the  brakes  are  off,  what  is  the  cause  ? 

A.  It  is  probably  due  to  dirt  on  the  rubber-seated  emergency  valve. 

123.  Q.  How  often  ipust  the  cylinder  and  triple  valves  be  examined,  cleaned 
and  oiled  ? 

A.  As  often  as  once  every  six  months  on  passenger  cars  and  once  in  twelve 
months  on  freight  cars,  and  the  cylinders  must  be  oiled  once  every  three  months  with 
a  small  quantity  of  mineral  oil.  The  dates  of  the  last  cleaning  and  oiling  must  be 
marked  with  white  paint  on  the  cylinders. 

124.  Q.  What  is  the  difference  between  the  Westinghouse  quick-action  passen- 
ger  and  freight  triple  valve? 

A.   The  passenger  triple  valves  have  larger  ports  and  slide  valves. 

125.  Q.    How  may  a  passenger  triple  valve  be  distinguished? 

A.  By  having  but  one  exhaust  outlet  and  a  raised  letter  '*  P  '*  cast  on  the  body. 

126.  Q.   How  may  a  freight  triple  valve  be  distinguished? 
A.   By  its  two  exhaust  outlets,  one  being  plugged. 

127.  Q.  When  should  the  brass  graduating  spring  of  the  Westinghouse  freight 
triple  valve  b«  rephuted  with  a  new  one  ? 

A.    When  it  is  found  to  be  less  than  3  inches  in  length. 

128.  Q.  When  should  a  brass  passenger  triple  valve  spring  be  replaced  with 
a  new  one  ? 

A.  When  it  is  found  to  be  less  than  2%  inches  in  length. 

129.  Q.    To  what  travel  of  pistoe  must  the  brakes  be  adjusted  ? 

A.  Not  less  than  five  inch^  nor  more  than  six  inches,  and  this  adjustment  must 
be  made  whenever  the  piston  travel  is  found  to  exceed  eight  inches  on  a  passenger 
car  or  nine  inches  on  a  freight  car. 

130.  Q.    How  is  the  slack  taken  up  so  at  to  secure  this  adjustment  ? 

A.  By  means  of  the  dead  truck  lever,  and  if  that  is  not  sufficient  one  or  more 
holes  must  be  taken  up  in  the  underneath  connection  and  the  adjustment  then  made 
by  the  dead  truck  lever. 

131.  Q.  What  are  the  different  holes  in  the  outer  end  of  the  cylinder  levers  for, 
and  why  must  the  connections  be  pinned  to  the  proper  hole  for  each  car? 

A.  These  holes  are  to  enable  the  adjustment  of  the  brake  pressure  to  be  made 
according  to  the  weights  of  different  cars.  The  connection  must  be  made  to  the 
proper  hole  in  each  case,  according  to  the  weight  of  the  car,  so  as  to  give  proper 
braking  power,  otherwise  the  brake  will  be  inefficient,  or  the  wheels  may  be  slid 
under  the  cars.  -     • 
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APPENDIX   B. 


RULES  GOVERNING  THE  LOADING  OF  LUMBER  AND  TIMBER  ON 

OPEN  CARS. 

Detailed  Instructions. 

The  loading  of  all  classes  of  lumber  and  timber  on  open  cars  must  be  in  general 
conformity  with  the  folloMring  diagrams  : 

Material  Loaded  on  a  Single  Car. 


Material  must  be  so  loaded  as  to  permit  the  brake  at  one  end  to  be  accessible 
and  operative,  and  the  lading  at  the  other  end  must  not  project  beyond  the  end  of  the 
car.  Four  stakes  must  be  placed  on  each  side  of  the  car,  and  the  tops  of  the  opposite 
stakes  must  be  held  together  by  two  boards,  as  specified.  When  the  length  of  lumber 
will  admit,  it  must  be  similarly  loaded  in  two  piles.  The  marked  capacity  of  the  car 
taust  not  be  exceeded  more  than  ten  per  cent. 

Loading  Part  Cars  of  Lumber  Not  Less  Than  40  and  Not  Over  65  Feet  Long. 


n<f.2. 


When  long  pieces  are  to  be  loaded  on  top  of  two  cars  of  short  pieces,  they  must 
rest  on  bearing  pieces  not  less  than  10  by  10  inches  in  section,  securely  fastened  across 
the  top  lading  of  each  car,  and  the  stakes  must  extend  up  as  shown  and  be  securely 
fastened  at  the  middle  with  wire,  and  both  they  and  the  short  stakes  must  be  held 
together  at  the  top  with  either  wire  or  boards,  as  per  Rule  7.  The  short  lumber  must 
be  placed  centrally  on  each  car,  and  the  bearing  pieces  must  be  placed  between  the 
stakes  and  as  near  the  middle  of  the  car  as  possible,  with  the  following  distances 
from  center  to  center :  For  lumber  65  feet  long,  43  feet ;  lumber  60  feet  long,  4° 
feet;  lumber  50  feet  long,  35  feet;  lumber  40  feet  long,  30  feet.  The  maximum 
aggregate  weight  must  not  exceed  ninety  per  cent  of  the  marked  capacity  of  the  cars, 
and  the  amount  of  long  lumber  must  not  exceed  one-half  the  lading. 
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Matkrial  Not  Over  42  Feet  Long. 
h — mronB/s' f2H 


rif  3. 


rt^.3A 


Description  of  Loading  as  per  Figs.  3  and  3- A. 

This  material  must  be  carried  on  one  car,  either  in  the  manner  shown  in  Fig.  3, 
when  all  the  material  is  of  nearly  equal  length,  or  as  shown  in  Fig.  3-A,  when  part  of 
the  material  is  long  and  part  of  the  material  is  short ;  the  second  car  in  both  instances 
being  simply  an  idler.  When  the  material  is  loaded  in  accordance  with  Fig.  3,  the 
idler  must  invariably  be  a  flat  car,  while  the  car  carrying  the  load  may  be  either  a  flat 
car  or  a  drop-end  gondola  car.  When  the  material  is  loaded  as  per  Fig.  3- A,  the 
idler  may  be  a  gondola  car,  provided  there  is  a  clearance  of  at  least  four  (4)  inches 
between  the  bottom  side  of  overhanging  material  and  the  top  of  sides  or  brake  shaft 
of  the  idler.  The  material  on  carrying  car,  when  loaded  as  per  Fig.  3,  must  rest  on 
bearing  pieces  not  less  than  eight  inches  wide,  and  of  sufficient  thickness  to  keep  the 
ends  of  lumber  at  least  four  (4)  inches  above  the  floor  of  the  idler,  and  in  length 
equal  to  the  full  width  of  the  car,  to  prevent  the  lading  from  touching  the  idler  so  that 
the  cars  can  curve  freely.  These  bearing  pieces  should  be  placed  directly  above  the 
bolster,  or  as  near  to  it  as  possible,  but  nfever  between  it  and  the  end  of  the  car. 
When  the  material  is  loaded  as  in  Fig.  3-A,  no  extra  bearing  pieces  are  required  on 
the  floor  of  the  carrying  car,  as  the  short  material  loaded  underneath  the  long  material 
will  take  the  place  of  the  bearing  pieces.  The  lading  overhanging  the  idler  must 
not,  with  either  style  of  loading,  project  more  than  fifteen  (15)  feet  from  the  center 
of  the  car  bolster,  so  that  the  ends  will  not  project  too  far  beyond  the  side  of  the  car 
in  curving.  Short  material  may  be  loaded  on  the  idler  to  the  extent  of  two-thirds  of 
its  marked  capacity,  or  the  idler  may  be  utilized  in  accordance  with  General  Instruc- 
tions, paragraph  3.  The  five  stakes  on  each  side  of  the  carrying  car  should  be  placed 
as  near  the  bolster  as  possible,  and  no  stakes  whatever  should  be  used  on  the  idler  to 
sustain  the  overhanging  part.  The  only  stakes  permitted  on  the  idler  will  be  such  as 
may  be  required  for  the  short  lumber  loaded  on  the  idler.  All  stakes  should  be  fas- 
tened as  described  in  General  Instructions,  paragraph  7,  and  there  must  be  a  space  of 
at  least  two  (2)  feet  between  the  lading  of  the  two  cars.  As  the  load  on  one  truck 
of  the  carrying  car  is  in  excess  of  that  on  the  other,  and  in  direct  proportion  to  the 
load  on  bearing  pieces  and  the  overhang,  care  should  be  taken  in  all  cases  to  load  as 
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near  to  the  brake  shaft  on  the  carrying  car  as  possible,  but  leaving  the  brake  accessi- 
ble and  operative.  When  loaded  in  this  manner  the  following  are  the  maximum 
lengths  and  weights  which  may  be  carried  on  cars  of  given  length  and  capacity: 


MAXIMUM  WlEIGHT  OF  LOAD. 

Length  of 

Length  of 

Cars. 

Lumber. 

Capacity  of  Cars, 

Capacity  of  Cars, 

Capacity  of  Cars, 

40,000  lbs. 

50,000  lbs. 

60,000  lbs. 

r 

30  feet. 

38,000  lbs. 

46,000  lbs. 

57.000  lbs. 

30  feet ... . 

32    " 

35.000  « 

42,000  " 

53,000  " 

34    " 

32,000  " 

39,000  « 

49,000  " 

. 

36    " 

30,000  ** 

37.000  «* 

45,000  « 

r 

32    " 

38,000  " 

47,000  " 

58,000  " 

32  feet .... . 

34    " 

35,000  " 

44.000  " 

54,000  " 

36    " 

32.000  " 

41,000  " 

50,000  " 

. 

38    " 

30,000  " 

38.000  « 

47,000  « 

36    « 

36,000  «' 

45,000  ^ 

55.000  " 

34  feet .... . 

38    " 

34,000  " 

42,000  " 

51.000  " 

40    « 

i  32,000  " 

39,000  « 

48,000  " 

^ 

42    " 

30,000  " 

37,000  " 

45,000  « 

Material  40  to  70  Feet  Long. 
-/5'—r-i^-r ^  NOT  Oven  40'  -     ,    j*    ,  /5'  ^T-^ 


nq.  5. 


-^C 


Description  of  Loading  as  per  Figs.  4,  5  and  6. 

This  material  may  be  loaded  on  two  or  three  cars  of  any  length,  as  per  Figs.  4, 
5  or  6,  according  to  the  quantity  and  lengths  of  material  to  be  loaded,  provided  that 
the  two  end  brakes  are  kept  accessible,  and  the  same  relative  proportions  in  the  spac- 
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ing  of  bearing  pieces,  distance  between  the  ladings  and  overhang  of  material  are 
maintained,  as  per  the  following  tables,  which  refer  to  Fig.  6  exclusively.  The 
application  of  these  tables  will  allow  of  the  loading  of  lumber  60  feet  long- at  one  end 
and  40  feet  at  the  other,  or  with  intermediate  lengths ;  bat  when  so  loaded  the  maxi- 
mum aggregate  weight  of  load  must  be  reduced  to  10,000  pounds  less  than  given  in 
the  tables : 


WHEN  LOADED  ON  CARS  34  FEET  LONG. 

Marked 
Capacity 

OF 

Cars. 

Maximum 

Aggregate 

Length  of 
Lumber. 

A 

B                C 

D 

10  ft. 
6  ft.  6  in. 
2  ft.  6  in. 

2  ft. 

Weight 

TO  BE 

Carried. 

40  ft. 

45  ft. 
SO  ft. 
60  ft. 

10  ft.  3  in. 

1 1  ft.  9  in. 

13  ft- 
17  ft. 

24  ft. 
27  ft. 
30  ft. 
33  ft. 

5  ft.  9  in. 

6  ft.  3  in. 

10  ft. 

40,000  lbs. 
50,000  lbs. 
60,000  lbs. 

90,000  lbs. 
105,000  lbs. 
120,000  lbs. 

WHEN  LOADED  ON 

CARS  30  TO  32  FEET  LONG. 

40  ft. 
45  ft. 

10  ft.  3  in.  1    24  ft. 

1 1  ft.  9  in.  I    27  ft. 

5  ft.  9  in. 

6  ft.  3  in. 

8  ft. 
4  ft. 

When  loaded  as  per  Figs.  4  or  5,  the  loading  must  not  exceed  two-thirds  of  the 
marked  capacity  of  the  two  carrying  cars.  When  loaded  as  per  Fig.  4,  short  mate- 
rial may  be  loaded  on  the  idler  to  the  extent  of  two-thirds  the  marked  carrying 
capacity  of  that  car.  The  stakes  should  be  fastened  together,  as  described  by  Gen- 
eral Instructions,  paragraph  7,  except  that  the  short  lading  may  be  secured  as 
described  in  Fig.  i. 

Material  70  to  too  Feet  Long. 


Fi<i  7. 


This  material  must  be  loaded  on  three  cars.  The  lading  must  rest  on  bearing 
pieces  not  less  than  10  by  10  inches' in  section,  placed -equally  distant  from  the  center 
of  bolster  on  both  carrying  cars,  and  the  lading  equally  divided  on  them.  There 
must  be  at  least  three  stakes  placed  as  near  together  as  possible  on  each  side  of  the 
carrying  car,  securely  fastened  together,  as  described  in  General  Instructions,  para- 
graph 7.  These  stakes  should  either  be  made  of  material  eight  (8)  inches  wide,  and 
of  sufficient  thickness  to  fill  the  stake  pockets,  and  gained  at  the  bottom  so  that  they 
will  extend  onto  the  flooring  of  the  car,  or,  after  the  standard  stakes  are  in  place, 
pieces  4  by  4  inches  in  section  must  be  securely  fastened  to  the  inside  of  each  stake. 
This  narrows  the  space  for  lading  eight  (8)  inches,  and  permits  a  greater  overhang 
at  both  the  ends  and  middle  of  the  lading,  without  a  dangerous  projection  beyond  the 
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sides  of  the  cars  when  they  are  passing  around  curves.  Stakes  or  bearing  pieces 
must  not  be  used  on  the  idler,  and  the  lading  must  not  be  allowed  to  touch  it.  The 
following  table  of  proportional  distances  between  the  bearing  pieces,  and  the  proper 
overhang  for  lumber  of  different  lengths,  must  be  observed ;  and  when  so  loaded  the 
maximum  load  for  lumber  of  less  than  ninety  (90)  feet  must  not  exceed  one-half  the 
marked  capacity  of  the  two  end  cars,  but  for  lumber  of  ninety  (90)  feet  and  over, 
two-thirds  of  the  marked  capacity  of  these  two  cars  will  be  allowed  : 

Length  of  lumber,    70  feet A,  10  feet.  B,  50  feet.  A,  10  feet. 

"  "  80    "    A,  14    "  B,  52    «*  A,  14    " 

"  "  90    "    A,  16    "  B,  58    "  A,  16    " 

"  "         100    **    A,  18    "  B,  64    "  A,  18    " 

Loading  Material  on  Gondoij^s. 


nq.8. 


Long  material  may  be  loaded  on  gondola  cars  that  have  drop  end  gates,  provided 
that  when  loaded  on  two  cars,  bearing  pieces  of  not  less  than  8  by  8  inches  are  used 
to  keep  the  lading  clear  of  the  end  gates  and  Boor  by  at  least  three  (3)  inches,  and  in 
addition  to  the  bearing  pieces  on  the  floor  there  is  a  clearance  of  at  least  eighteen  (18) 
inches  between  the  load  and  the  car  sides  to  provide  for  curving.  This  clearance 
may  be  obtained  by  the  use  of  stanchions,  not  less  than  4  by  5  inches  in  section, 
placed  in  a  vertical  position,  and  securely  fastened  by  cleats  to  the  floor  bearing  pieces 
in  such  a  manner  as  to  make  the  floor  bearings  serve  as  a  brace  between  them,  and  be 
fastened  together  as  described  in  General  Instructions,  paragraph  7.  Not  more  than 
two  gondolas  must  be  used  together,  and  the  lading  must  not  exceed  two-thirds  of 
the  marked  capacity  of  the  two  cars. 

Chaining  of  Cars  when  Loaded  with  Long  Lumber. 


™Fr 


The  use  of  chains  is  optional.  On  such  roads  as  require  their  use,  cars  must  be 
chained  together  with  chains  made  of  not  less  than  three-quarter  (Ji^)  inch  iron 
passing  over  body  bolsters  and  across  under  sills,  forming  a  loop  back  of  bolster  and 
doubling  to  point  of  coupling  between  the  two  cars,  as  per  Fig.  9,  unless  can  are 
provided  with  safety  chains.    These  chains  should  be  made  as  short  as  possible  with- 
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out  taking  the  strain  off  of  drawbars  when  springs  are  compressed.  At  interchange 
points  chains  will  either  be  removed,  or  the  receiving  road  will  furnish  the  delivering 
road  with  chains  of  the  same  quality  and  dimensions  as  those  received. 

Method  of  Blocking  Cars  Apart. 

Whenever  the  lading  is  carried  on  more  than  one  car,  all  slack  between  the  cars 
must  be  removed  by  the  use  of  spacing  blocks,  as  shown  in  Figs.  lo,  ii,  12  and  13. 
In  blocking  cars  apart  they  must  be  separated  until  all  slack  is  taken  up.  The 
spacing  blocks  must  then  be  neatly  fitted  between  the  cars  and  secured  in  the  manner 
shown.     All  wood  must  be  sound  yellow  pine  or  its  equivalent  as  a  hardwood. 
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General  Instructions. 

1.  When  two  or  more  cars  are  required  to  cany  the  lading,  the  consignee  and 
destination  of  all  the  material  must  be  the  same.  When  more  than  one  car  is  osed, 
the  lading  must  alwa3rs  be  kept  clear  of  the  floor  of  the  cars,  whether  a  carrying  car 
or  an  idler.  Both  cars  carrying  the  load  must  be  considered  of  the  same  capacity  as 
the  one  of  lesser  capacity.  Flat  cars  must  always  be  used  for  loading  lumber  too 
loBg  for  one  car,  except  as  specified  in  Figs.  3»  3- A  and  8.  On  single  cars,  or  in 
the  end  cars  of  a  group  of  cars,  the  lading  must  not  extend  beyond  the  end  sills. 

2.  If  the  lading  consists  of  piles  or  telegraph  poles  or  other  round  timber,  they 
must  be  loaded  with  the  butts  and  tops  alternating,  and  if  the  lading  occupies  two  or 
more  cars,  it  must  rest  on  bearing  pieces  of  not  less  than  8  by  8  inches  in  section,  and 
each  tier  must  be  separated  by  strips  over  the  bearing  pieces  and  be  well  wrapped 
with  wire  around  the  middle  and  both  ends  to  prevent  shifting.  In  all  cases  there 
must  be  at  least  three  pairs  of  stakes  at  each  end  of  lading,  securely  fastened  with 
wire,  as  described  in  General  Instructions,  paragraph  7. 

3.  Where  the  lading  projects  so  as  to  necessitate  the  use  of  an  idler,  and  there 
is  sufficient  material  in  one  consignment,  another  car  may  be  loaded  in  reverse  order 
and  one  idler  serve  for  both  cars,  and  the  space  between  the  projecting  ends  may  be 
utilized  to  load  the  idler  with  short  lumber ;  but  in  all  cases  there  must  be  at  least 
two  feet  between  the  ends  of  such  ladings.  The  lading  of  the  idler  must  not  exceed 
two-thirds  its  marked  capacity. 

4.  Where  the  dimensions  of  bearing  pieces  are  not  otherwise  specified  they 
must  be  not  less  than  8  inches  wide  and  of  sufficient  thickness  to  keep  the  lading  at 
least  four  inches  clear  from  the  floor,  and  extend  the  full  width  of  the  car.  When 
the  height  of  the  bearing  pieces  are  specified  as  over  5  inches,  the  additional  height 
may  be  obtained  by  the  use  of  a  plank  securely  nailed  to  the  upper  side  of  bearing 
pieces.  The  bearirig  pieces  must  never  be  placed  between  the  bolster  and  the  end  of 
the  car,  but  either  between  the  bolsters  or  direaly  above  them.  When  there  is  but 
one  bearing  piece  on  the  car,  it  must  be  placed  at  a  distance  of  at  least  12  inches 
from  center  of  bolster  toward  center  of  car. 

5.  Where  the  maximum  weights  are  not  specified  in  these  instructions,  the 
usual  ex6ess  will  be  allowed. 

6.  All  stakes  must  be  sound,  straight-grained  lumber,  free  fix>m  knots  that 
would  materially  impair  their  strength  (hardwood  preferred),  and  of  full  size  to 
reasonably  fit  the  stake  pockets.  All  spacing  blocks  between  cars  to  be  made  of  hard- 
wood, and  sound  in  every  way.  Care  must  be  taken  to  keep  the  stakes  from  spread- 
ing at  the  top  while  cars  are  being  loaded,  and  in  no  case  must  the  load  exceed  the 
width  of  the  car. 

7.  Opposite  stakes  must  always  be  fastened  together  at  the  top  with  either  wire 
or  boards.  In  cases  where  the  lumber  is  confined  to  one  car,  and  does  not  project 
beyond  the  end  more  than  one  foot  or  is  less  than  three  and  one-half  feet  high  and 
does  not  project  beyond  the  bearing  pieces  more  than  nine  feet,  the  stakes  should  be 
secured  at  the  tops  only.  In  cases  where  the  load  is  more  than  three  and  one-half 
feet  high  and  projects  beyond  the  bearing  piece  more  than  six  and  less  than  nine  feet, 
the  stakes  at  the  projecting  end  must  be  secured  at  the  tops  with  wire.  When  the 
load  is  more  than  three  and  one-half  feet  high  and  projects  beyond  the  bearing  piece 
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more  than  nine  feet,  or  where  the  load  is  more  than  four  feet  high  and  projects 
more  than  six  feet  beyond  the  bearing  piece,  or  is  carried  in  two  or  more  cars,  the 
stakes  must  be  secured  in  the  middle  with  wire,  and  at  the  top  with  either  wire  or 
boards.  The  wire  used  should  be  equal  to  six  strands  or  three  wrappings  of  No.  8 
telegraph  wire,  and  the  stakes  must  be  notched  to  prevent  the  wire  from  slipping. 
When  boards  are  used  there  must  be  two  to  each  pair  of  stakes  i  by  4  inches  in 
section,  securely  nailed  to  each  side  of  the  stakes  with  not  less  than  two  tenpenny 
nails  on  each  side  and  end.  When  stakes  are  wired  at  the  middle  there  should  be  a 
bearing  piece  across  the  lading  of  such  size  as  to  keep  the  material  apart  sufficiently 
to  protect  it  from  injury  by  these  wires. 

8.  All  cars  must  be  so  loaded  as  to  leave  the  brake  accessible  and  operative. 
There  must  be  a  clearance  of  at  least  four  inches  between  the  brake  wheel  and  the 
lumber  —  one  brake  for  one  or  two  cars,  and  two  brakes  for  three  or  Bve  cars. 
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RULES  FOR  LOADING  LARGE  LOGS,   PIPE  AND  STONE  ON 
OPEN  CARS. 


1  -n 
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All  logs  or  pipes  twenty-four  inches  and  over  in  diameter  must  be  loaded  in 
pyramidal  form,  as  shown  in  Fig.  No.  i-B,  with  the  large  ends  of  the  first  course 
toward  the  end  of  car,  and  securely  blocked  with  three  pieces  on  each  side  of  each 
pile  not  less  than  eight  (8)  inches  thick  and  one-third  the  diameter  of  the  logs  or 
pipe  in  height,  neatly  fitted  to  and  driven  under  the  outside  of  the  logs  or  pipe, 
shouldered  or  beveled  at  the  outer  end  and  securely  fastened  to  the  floor  of  the  car 
and  stakes  with  four  (4)  twenty-penny  nails  to  each  block,  two  through  the  end,  aod 
one  properly  toe-nailed  through  each  side  of  the  block.  Blocking  of  more  than 
fourteen  (14)  inches  in  height  will  not  be  required,  but  on  ladings  of  material  three 
feet  and  over  in  diameter  there  must  be  an  additional  blocking  formed  by  a  plank  of 
not  less  than  two  (2)  inches  thick,  fitted  under  the  outside  of  lading  and  spiked  to 
each  stake  with  four  (4)  twenty-penny  nails,  as  shown  at  A.  There  must  be  stakes 
of  not  less  than  fifteen  inches  high  above  the  floor  of  the  car,  placed  near  the  ends  of 
each  pile  of  lading  on  both  sides  of  car,  the  quality  and  fitting  of  such  stakes  to  con- 
form to  rules  for  loading  of  lumber. 
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Logs  or  pipes  of  less  than  twenty-four  inches  in  diameter  may  be  loaded  as  per 
Hg.  No.  2-B.  The  first  course  must  be  loaded  as  per  Fig.  No.  i-B,  except  the 
wedges  may  be  only  six  (6)  inches  thick.  Each  course  above  this  must  have  bearing 
pieces  of  not  less  than  6  by  6  inches  in  section,  extending  across  the  lading  and 
secured  to  the  stakes  with  two  (2)  twenty-penny  nails  at  each  stake.  Upon  top  of 
these  bearing  pieces,  blocking  of  the  same  description  as  those  on  the  floor  must  be 
placed  and  secured  in  the  same  manner.  There  must  be  a  pair  of  stakes  near  each 
end  of  each  pile,  and  when  the  material  is  more  than  twelve  and  less  than  eighteen 


Digitized  by 


Google 


435 

feet  long,  or  more  than  four  feet  high,  there  must  be  an  intermediate  pair  of 
stakes.  When  over  eighteen  feet  long  there  must  be  four  pairs  of  stakes.  All  stakes 
must  be  fastened  together  at  the  tops  with  wire. 

The  methods  of  fastening  and  quality  of  stakes  to  conform  to  the  rules  for  same 
governing  the  loading  of  lumber. 

Cleating  of  Stone. 

All  stone  loaded  on  flat  cars  must  be  cleated  with  strips  of  not  less  than  one  and 
one-half  inches  thick  by  four  inches  wide,  securely  fastened  to  the  floor  of  the  car 
with  one  (i)  twelve-penny  fence  nail  to  every  nine  Inches,  such  nails  to  be  staggered 
so  as  to  be  within  one  inch  of  the  edge  of  the  strip  alternately. 
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REGULATIONS  IN  REGARD  TO  THE  LOADING  AND  CARRYING  OF 
LONG  STRUCTURAL  MATERIAL,  PLATES,  RAILS,  GIRDERS,  ETC. 

General  Instructions. 

1.  On  account  of  the  great  variety  of  form  and  weight  of  long  structural  mate- 
rial, no  general  rules  can  be  made  to  suit  all  cases.  The  following  regulations  are, 
therefore,  intended  to  cover  only  the  most  common  forms.  When  material  cannot  be 
loaded  in  accordance  with  these  regulations,  special  instructions  must  be  asked  for. 

2.  Cars  to  be  used  for  shipments  of  this  character  must  be  carefully  examined 
before  loading  and  all  defects  must  be  remedied  before  the  cars  are  loaded.  Great 
care  must  be  taken  not  to  overload  cars,  and  in  the  case  of  very  long  or  very  heavj 
material  the  truss  rods  should  be  screwed  up  tight.  The  weight  of  the  lading  carried 
on  any  car  must  be  governed  not  only  by  the  marked  capacity  of  the  car  but  also  by 
its  general  construction,  as  well  as  by  the  number  and  location  of  the  bearing  pieces 
upon  which  the  load  rests.  The  regulations  covering  these  points  are  given  in  the 
Detailed  Instructions  for  each  form  of  lading  and  must  be  strictly  adhered  to.  The 
only  exceptions  are  for  cars  which  have  been  specially  prepared  for  the  shipment  of 
particular  forms  of  material. 

3.  Material  over  forty  feet  long  carried  on  two  or  three  cars  must  always  be 
examined  by  a  competent  inspector  before  the  cars  are  moved  from  the  loadmg  point. 
If  an  inspector  is  not  stationed  at  the  loading  point,  the  agent  must  give  notice  to  the 
proper  authority  when  the  cars  are  loaded,  so  that  proper  inspection  may  be  arranged 
for.  The  object  of  such  inspection  is  to  see  that  these  regulations  have  been  com- 
plied  with. 

3^.  Cars  intended  to  carry  twin  and  triple  loads,  as  per  Figs.  10, 11, 12,  I2-A» 
I2-B,  13  and  14,  when  weight  of  lading  will  equal  half  capacity  of  car  or  over,  most 
have  the  bolster  side  bearings  carefully  examined  before  loading  in  order  that  when 
loaded  the  trucks  may  curve  freely. 

4.  All  cars  must  be  so  loaded  as  to  leave  the  brake  accessible  and  operative. 
There  must  be  a  clearance  of  at  least  4  inches  between  the  brake  wheel  and  the  mate- 
rial ;  one  brake  for  one  or  two  cars  and  two  brakes  for  three  cars. 

When  a  single  car  is  used  the  lading  at  the  opposite  end  from  the  brake  must 
not  project  beyond  the  end  sill,  except  in  the  following  case :  When  the  lading  is  too 
long  to  go  inside  the  car  but  will  not  extend  more  than  six  inches  beyond  the  end  sill,, 
such  method  of  loading  will  be  permitted,  providing  the  projecting  ends  of  the  mate- 
rial will  clear  six  feet  six  inches  above  the  rail. 

When  several  cars  are  loaded  with  material  requiring  idlers,  as  in  Figs.  5  and  6, 
there  must  not  be  any  more  of  these  cars  close  together  in  a  train  than  that  there  will 
be  one  brake  operative  for  one  or  two  cars  and  two  brakes  for  three  or  five  cars. 

5.  In  all  other  cases  when  the  lading  extends  beyond  the  end  sills  of  the  car  an 
idler  must  be  used  (which  may  be  loaded  as  specified  in  paragraph  16),  or  the 
material  must  be  loaded  on  two  or  three  cars  as  the  case  may  demand,  and  as 
explained  under  Detailed  Instructions  below. 

6.  Long  iron,  rails,  bridge  material,  channels,  angle  iron,  etc.,  should,  when- 
ever possible,  be  loaded  on  single  gondola  cars  inside  the  end  gates,  which  must  in 
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all  cases  be  raised  and  securely  fastened.  Single  flat  cars  must  not  be  used  lor  rails 
or  bar  iron,  unless  furnished  with  substantial  end  boards  to  prevent  shifting  of  the 
load. 

When  plates  are  loaded  on  the  floor  of  .single  high-side  gondola  cars,  bearing 
pieces  must  be  placed  on  the  floor  to  facilitate  the  removal  of  the  lading.  These 
bearing  pieces  should  be  not  less  than  3  by  4  inches  in  section,  extending  the  width 
of  the  car.    There  should  be  not  less  than  two  bearing  pieces  to  a  car. 

7.  Whenever  the  lading  is  carried  on  more  than  one  car,  all  slack  between  cars 
must  be  removed  by  the  use  of  spacing  blocks  in  the  manner  described  in  Detailed 
Instructions.  Cars  must  also  be  chained  together  in  order  to  prevent  parting  in  case 
of  failure  of  the  couplings.  When  cars  are  used  which  are  not  permanently  equipped 
with  safety  chains,  chains  made  of  not  less  than  ^-inch  iron  must  be  passed 
around  the  body  bolsters  and  across  under  sills,  forming  a  loop  back  of  bolster  and 
doubling  to  point  of  coupling  between  two  cars,  and  so  tie  them  together.  These 
long  chains  must  only  have  a  suflicient  amount  of  slack  to  permit  the  cars  to  curve. 
At  interchange  points  the  chains  will  either  be  removed  or  the  receiving  road  must 
furnish  the  delivering  road  with  chains  of  the  same  quality  and  dimensions  as  those 
received. 

8.  Bearing  pieces  must  never  be  placed  between  the  bolster  and  the  end  of  the 
car,  but  either  between  the  bolsters  or  directly  above  the  bolsters.  When  only  one 
bearing  piece  is  used  on  a  car,  as  in  Pigs.  13  and  14,  it  must  be  placed  at  a  distance 
of  at  least  12  inches  from  center  of  bolster  toward  center  of  car. 

Bearing  blocks  which  are  placed  flat  on  the  floor  of  the  car  may  be  composed  of 
built-up  lumber  if  securely  nailed  together  to  prevent  displacement  of  the  parts. 

9.  All  spacing  blocks  between  cars,  clamping  pieces,  swinging  bolsters,  stakes, 
when  over  four  feet  high,  and  bearing  pieces  located  on  top  of  sides  of  cars,  with 
loads  of  half  capacity  and  over,  as  in  Figs.  6,  10, 12  and  12- A,  must  be  of  hardwood 
and  sound  in  every  way.  Bearing  pieces  for  twin  loads  as  in  Fig.  9,  if  made  of 
built-up  lumber  as  described  in  paragraph  8,  must  have  the  top  piece  of  hardwood. 
Dimensions  are,  however,  intended  to  be  general  only,  but  represent  the  least  allow- 
able sizes  which  must  be  used  for  loads  exceeding  one-half  the  capacity  of  the  car. 
For  lighter  loads  the  dimensions  may  be  proportionately  decreased,  except  where  the 
size  of  timbers  given  is  governed  by  the  required  clearance ;  however,  any  material 
that  may  be  suitable  for  blocking  which  differs  from  th^  figures  given,  but  which  is  of 
equal  strength  or  stronger,  may  be  utilized. 

10.  Height  and  width  of  lading  must  be  governed  by  tunnel  and  bridge  limits 
of  roads  over  which  lading  is  to  pass. 

1 1 .  When  two  or  three  cars  are  used,  cars  carrying  load  must  be  considered  of 
the  same  capacity  as  the  one  of  lesser  capacity. 

Detailed  Instructions, 
loading  of  single  cars  without  idlers. 

12.  Large  girders,  loaded  on  flat  side  on  flat  cars,  must  always  be  carried  upon 
bearing  blocks  not  less  than  4  by  12  inches,  which  must  be  placed  one  over 
each  bolster  and  secured  to  the  floor  with  two  ^-inch  bolts.  When  two  or  more 
large  girders  are  carried  on  a  flat  car  the  bearing  blocks  must  be  not  less  than  6 
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by  12  inches,  and  fastened  in  the  same  manner  to  the  floor.  In  addition,  spacing 
blocks  not  less  than  3  by  12  inches  must  be  placed  between  each  girder.  Lateral 
motion  must  be  prevented  by  means  of  upright  iron  stanchions,  driven  into  holes  in 
the  bearing  pieces  and  held  together  at  the  top  by  not  less  than  2  by  6  inch  planks, 
as  shown  in  Fig.  2,  or  it  may  be  prevented  by  fitting  planks  between  flanges  of  the 
girders,  as  shown  in  Fig.  3.  To  prevent  longitudinal  motion,  angle  plates,  five  inches 
or  six  inches  wide  by  one-half  inch  thick,  must  be  bolted  firmly  to  the  lower  girden 
close  to  the  bearing  pieces,  as  shown  in  Fig.  i,  or  if  rivet  holes  are  not  available  it 
may  be  prevented  by  clamps,  as  shown  in  Fig.  4.  The  upper  girder  must  be  held  to 
the  lower  girder  by  diagonal  flat  iron  braces  bolted  to  both  girders,  as  shown  in  Fig. 
I.  If,  however,  girders  are  clamped  together,  as  shown  in  Fig.  4,  the  diagonal  fiat 
iron  braces  need  not  be  applied. 
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Loading  of  Single  Cars  with  Idlers. 

'*— "13.  When  the  lading  is  too  long  to  go  inside  of  a  car  and  extends  more  thin  six 
inches  beyond  the  end  sill,  such  loading  will  be  permitted  if  an  idler  or  idlers  are 
provided  to  protect  the  overhanging  part  of  the  loads,  as  in  Figs.  5,  6  and  8;  but  in 
these  cases  the  length  of  the  permissible  overhang  must  be  governed  by  the  width  of 
the  lading  and  its  height  above  the  rail,  and  it  must  in  no  case  exceed  the  figures 
given ^below,  which  are  based  on  clearance  required  on  a  twenty-degree  curve,  it 
being  understood  that  the  load  must  be  placed  centrally  on  the  car  and  the  amount  of 
overhang  measured  from  center  of  bolster  of  the  carrying  car. 
For  loading  in  accordance  with  Figs.  5,  6  and  8 : 

8  feet  wide 10  feet  overhang. 

7  feet  wide 14  feet  overhang. 

6  feet  wide  or  less 18  feet  overhang. 
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14.  To  prevent  overloading  of  the  truck  under  the  overhanging  end,  as  shown 
in  Figs.  5  and  6,  the  carrying  capacity  of  the  car  will  decrease  in  the  following 
manner  as  the  length  of  the  overhang  increases : 

For  overhang  not  exceeding  5  feet,  car  may  carry  full  marked  capacity. 

For  overhang  not  exceeding  10  feet,  car  may  carry  three-fourths  of  the  marked 

capacity. 
For  overhang  greater  than  10  feet,  car  may  carry  one-half  the  marked  capacity. 
However,  should  the  overhanging  material  consist  of  a  few  pieces  only,  with  a 
total  weight  not  exceeding  2,000  pounds,  the  car  may  carry  full  marked  capacity. 

15.  {a)  The  idlers  used  with  loads,  as  shown  in  Figs.  5  and  8,  must  be  flat 
cars,  unless  the  width  of  the  overhanging  part  of  the  lading  is  at  least  3  feet  less  than 
the  width  given  for  each  length  of  overhang  in  the  table  in  paragraph  13,  in  whi(^ 
case  drop-end  gondola  cars  may  be  used. 

(b)  The  idler  used  with  loads  as  shown  in  Fig.  6  may  be  a  low-side  gondola 
car,  but  must  not  be  a  high-side  gondola  car. 

16.  Ths  idlers  may  be  loaded  with  any  suitable  material,  provided  the  con- 
signee and  the  destination  of  the  material  on  all  the  cars  are  the  same.  There  must 
be,  however,  a  space  of  at  least  2  feet  between  the  ladings  on  the  carijj^ing  car  and  on 
the  idler.  The  carrying  capacity  of  the  idler  depends  upon  how  far  the  overhang 
extends  over  the  idler,  and  must  not  exceed  the  following  figures,  except  with  ladings 
as  in  Fig.  6,  in  which  the  overhang  may  be  so  far  above  the  floor  of  the  idler  as  not 
to  interfere  with  its  lading.     In  such  cases  the  idler  may  carry  full  marked  capacity. 

When  overhang  does  not  extend  over  idler  more  than  5  feet,  full  marked 

capacity. 
When  overhang  does  not  extend  over  idler  more  than  10  feet,  three- fourths  of 

the  marked  capacity. 
When  overhang  extends  over  idler  more  than  10  feet,  one-half  of  the  marked 

capacity. 

17.  When  large  girders  are  loaded,  as  shown  in  Fig.  5,  they  must  be  secured 
to  carrying  car  as  explained  in  paragraph  1 2. 
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1 8.  When  material  is  loaded  on  gondola  cars  and  is  longer  than  the  body  of 
the  car,  as  shown  in  Fig.  6,  one  end  must  rest  on  a  bearing  piece  not  less  than  lo 
inches  wide  and  of  sufficient  depth  to  prevent  the  lading  at  end  of  car  from  touching 
the  floor.  The  bearing  piece  to  be  placed  on  the  floor  above  the  bolster  and  extend- 
ing the  width  of  the  car,  and  must  be  secured  from  shifting  by  cleats  nailed  to  the 
floor.  The  end  boards  at  this  end  of  the  car  must  be  protected  by  blocking  fitted 
between  the  side  boards  so  as  to  prevent  all  parts  of  the  load  from  injuring  the  end 
boards  of  the  car.  The  thickness  of  the  blocking  may  vary  according  to  the  weight 
of  the  lading,  but  should  never  consist  of  less  than  one  3-inch  plank  set  on  edge  for 
load  of  less  than  one-half  the  capacity,  nor  less  than  two  3-inch  planks  or  their 
equivalent  for  loads  of  more  than  one-half  of  the  capacity  of  the  car.  If,  however, 
the  lading  which  butts  against  the  end  boards  consists  of  only  a  single  piece  or  two  of 
a  weight  not  exceeding  a  total  of  6,ooo  pounds,  no  end  blocking  is  required.  When 
the  lading  consists  of  very  flexible  material,  as  plates,  no  bearing  piece  is  required  on 
the  floor  of  the  car,  but  blocking  must  be  used  to  protect  the  end  boards.  The  other 
end  of  the  load  must  rest  upon  a  bearing  piece,  square  or  round,  preferably  sqoare, 
not  less  than  8  by  lo  inches  if  square  cornered,  nor  less  than  lo  inches  in  diameter  if 
round,  for  loads  of  over  half  the  capacity,  and  proportionately  smaller  to  less  weight 
of  lading.  This  bearing  piece  must  rest  upon  the  side  boards  of  the  car,  within  one 
foot  on  either  side  of  the  center,  above  the  bolster,  and  must  have  the  ends  notched 
for  the  side  boards  and  be  securely  braced  to  prevent  both  lateral  and  longitndinal 
motion,  as  well  as  bending  and  rolling.  Figs.  6  and  7  show  substantially  how  both 
bearing  pieces  are  to  be  secured.  If  the  overhanging  material  is  very  flexible  and 
interferes  with  the  end  boards  of  the  adjacent  car,  a  suitable  bearing  piece  protected 
by  a  strip  of  iron  must  be  placed  on  the  adjacent  car  to  support  the  material.  To 
prevent  the  load  from  shifting  in  a  lateral  direction  on  the  bearing  pieces,  iron  stan- 
chions tied  together  at  their  upper  ends  must  be  used  on  both  bearing  pieces,  as 
described  in  paragraph  12. 

19.  A  method  of  loading  especially  adapted  to  long  lattice  girders,  which  may 
be  injured  if  loaded  on  more  than  one  car,  is  shown  in  Fig.  8.  For  loads  of  this 
character  four  bearing  pieces  must  be  placed  in  pairs  on  the  carrying  car,  each  pair 
being  placed  centrally  above  the  bolster,  with  a  distance  apart  of  not  over  5  ^^^ 
nor  less  than  3  feet;  they  must  be  fastened  to  the  floor  with  bolts,  as  explained 
in  paragraph  12,  and  the  upright  supports  must  have  side  braces.  Braces  or  tie-rods 
must  be  secure^d  to  the  overhanging  ends  and  to  the  bearing  pieces,  as  shown  in  Fig. 
17.  Longitudinal  motion  must  be  prevented  by  the  use  of  plates  or  clamps,  as 
explained  in  paragraph  12. 

Loading  of  Two  or  Three  Cars  With  or  Without  Idlers. 

20.  Material  which  in  length  exceeds  the  limits  given  for  the  loading  of  one  car 
must  be  loaded  on  two  or  three  cars,  as  shown  in  Figs.  9,  10,  ii,  12,  I2-A,  I2-B,  13 
and  14.  With  loads  of  this  character  the  lading  must  never  exceed  the  maximums 
given  in  paragraph  26,  the  carrying  cars  must  always  have  all  slack  between  them 
removed  by  the  use  of  spacing  blocks,  as  described  in  detail  in  paragraph  28,  and  the 
cars  must  be  chained  together,  as  explained  in  the  General  Instructions,  paragraph  7. 
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21.  Material  loaded  on  gondola  cars  with  drop  ends  or  open  ends  or  on  flat 
cars,  as  shown  in  Fig.  9,  must  have  one  bearing  piece  not  less  than  10  inches  wide  by  12 
inches  deep  secured  to  the  floor  of  each  car  with  two  %-inch  bolts.  Lateral  and 
longitudinal  motions  must  be  prevented  in  the  manner  described  in  paragraph  12. 
In  the  case  of  gondola  cars,  a  clearance  of  at  least  18  inches  between  the  load  and  car 
sides  must  always  be  provided  for  curving.  The  clearance  must  be  measured  at  the 
narrowest  part  of  the  car. 

22.  Material  loaded  on  gondola  cars  without  drop  ends,  as  shown  in  Figs.  10 
and  12,  must  have  bearing  pieces  placed  on  the  top  of  the  side  boards,  of  the  same 
size  and  secured  in  the  same  manner  as  described  in  paragraph  18.  The  lading  must 
be  secured  from  lateral  and  longitudinal  motion  as  described  in  paragraph  12. 

23.  Long  flexible  material,  like  plates,  etc.,  which  cannot  be  loaded  as  shown 
in  Fig.  6,  must  be  loaded  on  four  or  more  bearing  pieces,  as  shown  in  Figs.  1 1 , 
12  and  12-A.  If  loaded  on  four  bearing  pieces,  as  in  Figs.  11  and  12,  the  two  center 
bearing  pieces  must  be  4  inches  lower  than  the  end  pieces  and  have  flat  iron  %  inch 
by  4  inches  secured  to  their  upper  sides,  either  with  spikes  or  lag  screws  at  each  end. 
These  iron  pieces,  which  are  intended  to  facilitate  curving,  must  extend  at  least  16 
inches  beyond  each  side  of  the  lading  AND  MUST  BE  COATED  WITH  GREASE 
BEFORE  THE  LADING  IS  PLACED  UPON  THEM.  The  bearing  pieces  must 
be  secured  to  the  car  and  the  material  clamped  together  to  prevent  it  from  shifting,  in 
the  manner  described  in  paragraphs  12  and  18.     The  bearing  pieces  at  each  end  of 
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the  load  are  the  only  ones  to  be  provided  with  stanchions.  When  the  bearing  pieces 
are  located  near  the  center  of  the  cars,  as  is  the  case  with  the  end  pieces  in  Fig.  12, 
and  when  the  load  so  carried  is  equal  to  one-half  of  the  capacity  or  over,  the  bearing 
pieces  must  be  secured  with  lateral  bracing  pieces,  as  shown  in  Fig.  13- A,  to  pre- 
vent the  breaking  down  of  the  sides  when  going  around  curves.  When  material  is 
loaded  on  four  bearing  pieces  on  gondola  cars  with  drop  ends,  the  same  clearance  must 
be  provided  between  the  lading  and  the  car  sides,  as  specified  in  paragraph  21.  If 
more  than  four  bearing  pieces  are  required  to  properly  support  the  lading,  the  center 
pieces  only  on  each  car  must  be  provided  with  upright  stanchions,  as  described  in 
paragraph  12  and  as  shown  in  Fig.  1 2- A,  all  other  bearing  pieces  to  have  flat  iron 
secured  to  their  upper  sides  to  allow  for  curving,  as  provided  for  above.  The  spacing 
of  the  bearing  pieces  on  the  cars  must  be  so  arranged  that  the  distance  between  the 
two  center  bearing  pieces  b  about  three-fifths  of  the  total  length  of  the  lading,  and 
the  overhangs  at  each  end  one-fifth  of  the  lading,  as  shown  in  Fig.  12- A.  For  loads 
of  this  kind  the  overhang  is  measured  from  the  center  bearing  pieces  to  the  end  ot 
the  material,  and  must  not  exceed  in  length  the  figures  specified  in  paragraph  13, 
for  the  respective  width  of  the  load.  If,  in  order  to  make  up  the  allowable  carrying 
capacity  of  the  cars,  short  material  is  loaded  on  the  fk>or,  with  loads  as  per  Figs.  10, 
12  and  1 2- A,  such  material  must  be  loaded  in  equal  amounts  on  both  sides  of  the 
car,  so  as  to  be  properly  balanced  and  not  interfere  with  the  curving  of  the  trucks. 

*'  T  "  and  girder  rails  60  to  65  feet  long  may  be  loaded  on  four  bearing  pieces, 
if  desired.  When  so  loaded  the  height  of  the  center  bearing  pieces  must  be  governed 
according  to  the  flexibility  of  the  material,  as  follows : 

For  material  less  than  6  inches,  center  bearing  pieces  to  be  4  inches  lower  than 
end  pieces. 

For  material  6  inches  or  over,  center  bearing  pieces  to  be  2  inches  lower  than 
end  pieces. 

Flat  iron  must  be  placed  on  center  bearings,  and  other  conditions  to  be  followed 
described  above,  and  as  shown  by  Fig.  12-B. 

24.  Large  girders  loaded  on  edge,  as  shown  in  Figs.  13  and  14,  on  two  or  three 
cars,  either  with  or  without  idler,  must  be  supported  on  two  swiveling  bolsters.  The 
construction  of  the  bolster  should  be  governed  according  to  the  shape  or  weight  of  the 
girders. 

Thus,  girders  50  feet  long  and  over  and  8  feet  high  and  over  should  invariably 
rest  on  crib  bolsters  firmly  bolted  together,  and  to  have  double  upright  braces  on  each 
side,  as  shown  in  Figs.  13,  14  and  14- A. 

Girders  which  do  not  exceed  the  above  dimensions  do  not  require  crib  bolsters, 
but  may  be  supported  on  single  bearing  pieces  with  one  upright  brace  on  each  side  of 
bolster,  as  shown  in  Figs.  15  and  16. 

When  loading  girders  which  exceed  in  weight  one-half  the  marked  capacity  of 
the  cars,  and  when  the  location  of  the  bearing  pieces  is  over  three  feet  away  from 
cither  cross  bearers  or  car  bolsters,  the  car  floor  should  be  reinforced  by  bearing 
pieces  immediately  underneath  the  bolsters,  as  shown  in  Fig.  15.  These  beanng 
pieces  must  be  securely  fastened  to  car  floor,  as  described  in  paragraph  12,  and  must 
be  not  less  than  6  inches  deep  by  18  inches  wide. 

King  bolts,  center  bearings  and  side  bearings  must  be  used  for  either  kind  of 
bolster,  and  both  center  bearings  and  side  bearings  for  the  upper  bolster  must  move 
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on  corresponding  bearings,  secured  cither  to  the  lower  bolster  or  to  the  floor  of  the 
car,  as  the  case  may  be.  When  wrought-iron  plates  are  used  for  side  bearings  the 
lower  plate  must  be  fastened  to  the  car  floor  with  countersunk  screws,  or  with  two 
lag  screws  at  each  end,  placed  at  least  12  inches  away  from  sides  of  bobters. 

Girders  which  are  not  loaded  on  crib  bolsters  must  be  secured  to  the  upper  bolster 
with  diagonal  tie-rods  or  braces,  as  shown  in  Fig.  17.  If  braces  are  used  they  most 
be  not  less  than  3  by  8  inches.  The  diagonal  side  braces  between  the  top  flange  of 
the  girder  and  the  outer  ends  of  the  bolster  must  be  secured  in  either  of  the  methods 
shown  in  Figs.  14- A,  15  and  16.  When  the  lading  consists  of  two  or  more  girders 
standing  side  by  side  or  lying  on  their  sides,  they  must  be  securely  fastened  to  each 
other,  as  described  in  paragraph  12. 

25.  The  location  of  the  bolsters  depends  upon  the  length  and  the  width  of  the 
girders,  as  well  as  upon  their  stability,  and  they  should,  if  possible,  be  so  placed  that 
the  length  of  each  overhanging  end  is  not  more  than  one-fifth  and  the  distance 
between  the  bolsters  not  less  than  three-fifths,  of  the  total  length  of  the  girder.  The 
following  table  gives  locations  of  bolsters  for  girders  of  maximum  length  and  width 
based  on  clearance  required  on  a  twenty-degree  curve : 

60  feet  long  by  8  feet  wide  or  less,  bolsters  not  less  than  36  feet  between  ccnten. 
70  feet  long  by  7^  feet  wide  or  less,  bolsters  not  less  than  42  feet  between  centeis. 
80  feet  long  by  6yi  feet  wide  or  less,  bolsters  not  less  than  48  feet  between  centen. 
90  feet  long  by  5  j^  feet  wide  or  less,  bolsters  not  less  than  54  feet  between  centers. 
In  cases  of  material  of  less  width  than  5^  feet  but  of  greater  length  than  90 
feet,  application  must  be  made  to  the  proper  authority  for  special  instructions. 

26.  To  prevent  overloading,  the  following  regulations  must  be  adhered  to : 
{a. )     For  loads  carried  on  one  bearing  piece  per  car  located  near  the  center  of 

car,  as  in  Fig.  9 :  On  flat  cars  having  only  two  truss  rods  the  weight  of  lading  most 
not  exceed  one-half  of  the  marked  capacity  of  car.  On  flat  cars  having  more  than 
two  truss  rods,  and  on  low-sided  gondola  cars,  the  weight  of  lading  must  not  exceed 
two-thirds  of  the  marked  capacity  of  car. 

(b. )  For  loads  carried  on  one  bearing  piece  per  car  located  about  equal  distance 
from  center  of  car  and  center  of  truck,  as  on  end  car  in  Fig.  13 :  On  flat  cars  having 
only  two  truss  rods  the  weight  of  lading  must  not  exceed  two-thirds  of  the  marked 
capacity  of  car.  On  flat  cars  having  more  than  two  truss  rods,  and  on  low-sided 
gondola  cars,  the  weight  of  lading  must  not  exceed  three-fourths  of  the  marked 
capacity  of  car. 

(c.)  For  loads  carried  on  one  bearing  piece  per  car  located  at  or  near  center  of 
the  truck,  as  on  center  car  in  Fig.  13,  and  on  end  cars  as  in  Fig.  14,  or  on  top  sides 
of  high-sided  gondola  cars  as  in  Fig.  10,  the  weight  of  lading  must  not  exceed  one- 
half  of  the  marked  capacity  of  car. 

(d.)  For  loads  of  long  flexible  material  carried  on  two  bearing  pieces  on  each 
car,  as  in  Figs.  11  and  12,  the  weight  of  the  lading  must  not  exceed  three- fourths  of 
the  marked  capacity  of  the  car. 

For  «*  T"  and  girder  rails  60  to  65  feet  long  loaded  on  flat  cars,  or  on  gondda 
cars  with  drop  ends,  in  accordance  with  paragraph  23  and  Fig.  12-B,  the  weight  of 
the  lading  may  be  equal  to  the  marked  capacity  of  the  car.  For  loads  carried  co 
three  bearing  pieces  on  each  car,  as  in  P'ig.  12- A,  the  weight  of  the  load  so  carried 
must  not  exceed  one-half  of  the  marked  capacity  of  the  car,  but  short  material  may 
be  carried  in  addition  on  the  floor  of  the  cars,  providing  the  total  weight  of  the  load 
does  not  exceed  three-fourths  of  the  marked  capacity  of  each  car. 
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Blocking  Cars  Apart. 
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27.  The  method  of  blocking  cars  apart  to  be  used  when  a  load  is  carried  on 
two  adjacent  cars,  or  when  it  is  carried  on  two  cars  separated  by  an  idler,  is  shown  in 
Figs.  18  to  21,  inclusive.  Figs.  18  and  19  represent  both  the  cars  with  ordinary 
drawheads.  Fig.  20  represents  one  car  with  M.  C.  B.  coupler  and  the  oiher  car  with 
ordinary  drawhead.  Fig.  21  represents  both  cars  with  M.  C.  B.  couplers.  In  block- 
ii^  cars  apart  they  must  first  be  separated  by  means  of  jacks  until  all  the  slack  in  the 
springs,  couplers  or  links,  if  the  latter  are  used,  has  been  taken  up;  the  spacing  blocks 
must  then  be  neatly  fitted  between  the  cars  and  secured  in  the  manner  shown.  All 
wood  used  must  be  sound  oak. 
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FRANCIS  J.  FERRY. 

Francis  J.  Ferry,  Master  Mechanic  of  the  Loubville,  Henderson  &  St  Louis 
Railway,  was  bom  at  Villenova,  Chautauqua  County,  New  York,  September  5, 
1845,  and  died  Thursday  morning,  November  4,  1897,  jusj  at  dawn  of  day,  at  Clover- 
port,  Kentucky.     His  wife  and  six  children  survive  him. 

Mr.  Ferry  was  for  years  locomotive  engineer  on  the  Grand  Rapids  &  IndiaoA 
Railroad,  and  for  several  years  Traveling  Engineer  for  the  same  company,  and  later 
he  was  for  a  number  of  years  Master  Mechanic  of  the  Toledo,  Saginaw  &  Muskegon 
Railway,  now  a  part  of  the  Grand  Trunk  Railway  System.  He  left  the  Toledo, 
Saginaw  &  Muskegon  Railway  about  ten  years  ago,  and  since  that  time  and  until  the 
time  of  his  demise  he  was  Master  Mechanic  of  the  Louisville,  Henderson  &  St 
Louis  Railway,  with  headquarters  at  Cloverport,  Kentucky,  rendering  valuable 
service  to  the  company  and  giving  its  interests  his  undivided  attention. 

He  was  a  perfect  gentleman,  a  faithful  husband,  an  affectionate  father,  and 
an  honorable  and  upright  citizen,  being  esteemed  by  all.  His  funeral  was  one  of  the 
largest  ever  held  in  the  city  of  Cloverport,  being  conducted  by  the  Methodist  Church, 
of  which  he  was  a  member.  After  the  church  services  the  body  was  taken  in  charge 
by  the  Masonic  Lodge,  of  which  he  had  been  a  member  since  May  30, 1892,  and 
was  laid  to  rest  in  the  Cloverport  cemetery,  under  the  beautiful  ceremony  of  that 
order. 

Mr.  Ferry  became  a  member  of  the  Master  Car  Builders'  Association  in  1893^ 
and  was  a  member  at  the  time  of  his  death. 

D.  Van  Alstine, 
P.  Leeds, 
Charles  Waughop, 

CommitUe. 
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Address  of  Ashlev  W.  Cole,  27-30. 
"         A.  P.  Knapp,  23- a6. 
**        J.  H.  McConnell.  31. 

Adjournment,  237. 

Adjusting  height  of  drawbars,  recommended 
practice,  3^. 

Air-brake  details,  topical  discussion  of,  216- 
218. 

Air-brakes,  general  arrangement  and  details, 
standard,  372,  373. 

Air-brake  repair  card,  recommended  prac- 
tice, 385. 

Air-brake  and  signal  instructions,  report  of 
committee  on  revision  of,  189-192. 

Air-brake  and  si(;nal    instructions,  recom- 
mended practice,  386,  402-425. 

Air-brake    hose    specifications,   report    of 
committee,  154-174. 

Air-brake  tests,  recommended  practice,  393- 

Amendment  of  constitution  proposed,  202. 

••  *•  by-laws  adopted,  202. 

Arbitration  Committee,  report  on  report  of 
committee  on  con- 
ference with  au- 
ditors, 92-93 ;  deci- 
sions approved, 
a35.  236. 
••  ••         report  of,  2j8 ;  cases 

arbitrated,  243-321. 
Arch  bars  for  80,000-pound  capacity  cars, 

recommended  practice,  389. 
Associate  members,  W.  D.  Grossman,  £.  A. 
Phillips,  elected,  44 ;  C.  F.  Street,  pro- 
posed, 234- 
Attachment  of  couplers  to  cars.  389. 
Auditing    committee,   election   of,    43,    44; 

report  of.  132. 
Axles,  topical  discussion  of,  2x8-222. 
Axle,  witn  journals,  3H  by  7-in., standard,  371. 

4Hby8-in.,        "         371. 

••  ••         5     by9-in.,        "         371. 

B. 

Bolt  heads,  376-379. 
Brake  beam,  standard,  372. 

'*      bead,  •'        372. 

••      shoe,  ••        372. 

Brake  shoe  testing  apparatus,  transfer  of  to 

Purdue  University,  8a,  83. 
Brake  shoe  tests,  report  of  committee,  81,  82. 
Bufifer  blocks  and  location.  374. 
By-laws.  23,  24 ;  amendment  of,  202. 


Car  repairs  done  west  of  105th  meridian, 
compensation  for,  105-108  ;  111-134. 

Catalogues,  standard  size  of,  376. 

Chamberlain,  J.  T..  elected  first  vice-presi- 
dent. 2^6. 

Check  chains,  recommended  practice,  383. 

Check  gauge,  standard.  375. 

Cole,  Ashley  W.,  address  of,  27-30. 

Collection  of  salt-water  drippings,  recom- 
mended practice,  399. 


Column  bolt  for  8o,ooo-lb.  capacity  cars,  389. 
Committee,  auditing,  election  of,  43,  44 ;  re- 
port of,  132. 
"  correspondence     and     resolu- 

tions,   appointment  of,  120; 
report  of,  235. 
'*  nominating,    appointment    of, 

45 ;  report  of.  104,  105. 
Committee  on  arbitration,  report  of,  238-242. 
"  brake  shoe  tests,  report   of, 

81,82. 
"  care  of  journal  boxes,  report 

of,  I32-I4I. 
"  conference  with  auditors,  re- 

port of,  55-60 ;    referred    to 
arbitration    committee,  60; 
committee  discharged,  93. 
"  correspondence    and    resolu- 

tions, report  of,  235. 
'*  light  weight  of  cars,  appoint- 

ment of,  91 ;  report  of,  133. 
**  passenger  car   pedestal    and 

journal     box    for     journal 
4 54  by  8-in.,  report  of,  198, 
199. 
••  prices  in  M.  C.  B.  rules,  re- 

port of,  108-111. 
"  revision  of  air  brake  and  sig- 

nal instructions,  report  of, 
189-192. 
•'  rust  from  salt-water  drippings, 

83-87  ;  discussion  on,  87,  88. 
**  specifications    for    air-brake 

hose,  report  of.  154-173. 
"  springs  for  freight  car  trucks, 

report  of,  175.  176. 

"  square  bolt  heads  and  nuts, 

standards  for  pipe  fittings, 

report  of,  152-154. 

"  standard     wheel     and    track 

gauges,  81. 
"  steel  car  framing,  report  of, 

193-197. 
•*  subjects  for  1899,  report  of, 

234. 
"      •      supervision  of  standards  and 
recommended  practice,  re- 
port   of,  45-52;    discussion 
of,  52-55- 
"  thermal  tests  for  car  wheels, 

report  of,  182-188. 
"  triple  valve  tests,  report  of, 

60,  61 ;    discussion  on,  61-64. 
Committees,  for  18^8-9.  5, 6. 

"  standing,  4. 

Compensation  for  car  repairs  done  Vest  of 
105th  meridian,  discussion  on,  105-108; 
X11-X34. 
Conference  with  auditors,  report  of  com- 
mittee on,  55*6o ;  referred  to  arbitration 
committee,  60. 
Constitution,   iS-22;  amendment   proposed, 

202. 
Contour  lines,  automatic  coupler,  standard, 

374. 
Conventions,  places  of,  a. 
Coupler,  automatic,  standard,  373. 
Crone,  S.  A.,  address  of,  32-34. 
Crossman,  W.  D.,  elected  associate  member, 
44. 
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D. 

Decisions  of  arbitration  committee,  243-321 ; 

approved,  235,  236. 
Deroarest.  G.  W.,  elected  treasurer,  236. 
Dictionary  of  terms,  400. 

Discussion  of  Reports  of  Committee  : 
Care  of  journal  boxes,  142-152. 
Conference  with  auditors,  60. 
Passenger  car  pedestal  and  journal  box 

for  journal  4^^  by  8  inches,  190-201. 
Proposed  modification  of  rules  for  loading 

long  lumber,  213-215. 
Rust  from  salt-water  drippings,  87,  88. 
Standards  and  recommended  practice,  52- 

Steel  car  framing,  discussion  on,  197,  198. 
Triple  valve  tests,  report  of  committee, 
61-64. 

Discussion  on  Topical  Subjects  : 
Air-brake  details  for  freight  cars,  216-217. 
Air-brake  testing  plant  for  large  terminals, 

72-74.   „ 
Axles,  218-222. 
Drawbars,  modification  of  present  limits 

of  height,  222-226. 
Durability  of  paint  applied  by  compressed 
air  and  by  brush,  topical  discussion  of, 
230-233. 
Limit  gauges  for  allowable  wear  in  M.  C. 

B.  couplers,  71-72. 
Lumber  specifications  for  freight  cars,  64- 

70. 
M.  C.  B.  journal  boxes,  wedges,  brasses 

and  lids,  7o-7»- 
Present  limits  of  height,  222-226. 
Proper  maintenance  of  triple  valves,  233. 
Running  boards  and  ladders,  226-230. 
Side  bearings,  216. 

Standard   trucks   for  60,000,    80,000   and 
100,000  lb.  capacity  cars.  74-80. 
Distance  between  backs  of  flanges  of  car 

wheels,  375- 
Door  fixtures,  recommended  practice,  397. 
Drawbars,  height  of,  standard,  376. 
Dues,  annual,  assessment  of,  43. 

"     collected  from  members,  details  of, 
38-42. 


Election  of  oflBcers.  236. 
Entertainments,  ^00. 

Executive  committee,  minutes  of  meetings, 
354.  356. 

F. 

Fletcher  journal  box  lid  for  8o.ooo-lb.  ca- 
pacity cars,  recommended  practice,  398. 
Friday's  session,  132. 
Frog  wing  gauge,  375. 

Galbraith,  R.  M.,  letter  from,  on  light  weight 
of  cars,  89 

Gauge  for  determining  wear  of  M.  C.  B. 
couplers  —  Thomas  Fildes,  103. 

Guarantee  for  cast-iron  wheels,  recom- 
mended practice,  381,  382. 

Guard  rail  gauge,  standard.  375. 

H. 

Handholds,  recommended  practice,  387. 
Height  of  drawbars,  standard,  376. 
Hennessey,  J.  J.,  elected  second  vice-presi- 
dent, 236. 


International  correspondence  school,  inviu- 
tion  of,  44. 

J. 

Journal  bearing  and  wedge  gauges,  recom- 
mended practice,  300. 

Journal  box  and  details,  for  3^  by  7-incli 
journal,  standard.  370. 

Journal  box  and  details,  for  43^  by  7-iDch 
journal,  standard,  370. 

Journal  box  and  details,  for  5  by  9-incb  jonr- 
nal,  standard,  3  i. 

Journal  boxes,  care  of,  report  of  committee 
on,  1^3-141. 

Journal  box,  passenger  car.  recommended 
practice,  398. 

K. 

Knapp,  A.  P.,  address  of,  25,  26. 

L. 

Ladders,  recommended  practice,  386. 
"        topical  discussion  on,  226-230. 

Letter  ballot,  circular  relating  to,  357-367: 
result  of,  36S. 

Light  weight  of  cars,  letter  from  R.  M.  Gal- 
braith, 89;  discussion  on,  89-91 ;  appoint* 
ment  of  committee  on,  91. 

Limit  gauges,  automatic  coupler,  374. 
"  "      for  round  iron,  recommended 

practice.  382.  383. 

Loading  logs,  poles  and  bark  on  cars,  391, 
426-447. 

Lumber  specifications  for  freight  cars,  top- 
ical discussion,  64-70. 

M. 

Marking  cars,  recommended  practice.  384- 

Marking  fast  freight  line  cars,  389. 

McConnell,  J.  H.,  address  of,  31. 

Members,  list  of,  7-17. 

Members  present,  list  of,  35,  56. 

Minimum  thickness  for  steel  tires,  recom- 
mended practice.  391. 

Mosel]r.  Edward  A.,  letter  of,  91.  02. 

Mounting  wheels,  recommended  practice. 
39a. 

N. 

Nominating  committee,  appointment  of,  43; 

report  of,  104,  105. 
Nuts,  standard.  376-379. 


Obituary,  F. 
Officers  for  li 


O. 

Ferry,  448. 
~  I,  list  of,  3. 


P. 


Pamphlets,  standard  size  of.  376. 

Passenger  car  pedestal  and  journal  box  for 
journal  4K  by  8  inches,  report  of  com- 
mittee on,  198,  190. 

Painting,  compressea  air  vs.  brush,  durabil- 
ity of,  discussion  of,  230-233. 

Pedestal,  passenger  car,  recommendc<l 
practice,  398. 

Pedestal,  standard,  373. 

Phillips,  E.  A.,  elected  aissociate  member.  44. 

Platform  safety  chains,  recommended  prac- 
tice, 388. 
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Pocket  strap,  M.  C.  B.  conpler,  374. 

Position  of  Drake  shafts,  386. 

President's  address,  32-34. 

Prices  in  M.  C.  B.  rules,  report  of  commit- 
tee, 108-111. 

Protection  of  trainmen,  recommended  prac- 
tice. 386. 

R. 

Recommended  Practice  op  the  Associa- 
tion : 

Adjusting  height  of  drawbars,  39a. 

Air  brake  and  signal  instructions,  386,  402- 
425. 
•'         repair  card,  385. 
tests.  393-3?7. 

Arch  bars  for  8o,ooo-lb.  capacity  cars,  389. 

Attachment  of  couplers  to  cars,  389. 

Check  chains,  383. 

Collection  of  salt-water  drippings,  399. 

Column  bolt  for  8o,ooo-lb.capacity  cars,  389. 

Dictionary  of  terms,  400. 

Door  fixtures.  397. 

Entertainments,  400. 

Fletcher  journal-box  lid  for  80.000-lb.  ca- 
pacity cars.  398. 

General  dimensions  of  cars  with  steel 
underframing,  397. 

Guarantee  for  cast-iron  wheels,  381,  382. 

Handholds,  387. 

ionrnal  bearing  and  wedge  gauges,  390. 
.adders,  386. 

Limit  gauges  for  round  iron,  382.  383. 
Loading  logs,  poles  and  bark  on  cars,  391. 

426-447. 
Marking  cars.  38^. 

**        fast  freight  line  cars,  389. 
Minimum  thickness  for  steel  tires,  391. 
Mounting  wheels,  392. 
Passenger  car  pedestal  and  journal  box, 

398. 
Platform  safety  chains,  388. 
Position  of  brake  shafts.  386. 
Protection  of  trainmen,  386. 
Running  boards,  386. 
Safety  chains  for  freight  cars,  391. 
Specifications  for  cast-iron  wheels,  380,381. 
Sprin|{s  for  freight  cars,  39S,  399. 
Stenciling  cars,  393. 
Steps,  386. 

Storing  of  line  cars  on  foreign  roads,  400. 
Uncoupling    arrangement   for    M.    C.   B. 
couplers.  390. 
Recommended  practice,  report  of  committee 

on,  45-52;  discussion,  52-55. 
Reference  gauge  for  mounting  and  inspect- 
ing wheels,  standard,  375. 
Report  of  Arbitration  Committee,  238-242. 
"         secretary,  36-42. 
•*         treasurer.  42. 
Reports.  M.  C.  B.,  standard  size  of,  376. 

Reports  of  Committee  on  : 

Auditing.  132. 

Cafe  of  journal  boxes,  133*141 ;  discussion 
of.  142-152. 

Conference  with  auditors,  55-60 ;  referred 
to  Arbitration  Committee,  60. 

Correspondence  and  resolutions,  235. 

Light  weight  of  cars,  133. 

Passenger  car  pedestal  and  journal  box  for 
journal  4%  by  8  inches,  198,  199;  discus- 
sion on,  199-201. 

Revision  of  air  brake  and  signal  instruc- 
tions, 189-102. 

Rust  from  salt-water  drippings,  83-87;  dis- 
cussion on,  87,  88. 


Specifications  for  air-brake  hose,  154-174^. 
Springs  for    freight    car   trucks,   175-181; 

discussion  on.  181. 
Standards  and  recommended  practice,  45- 

52  :  discussion  of,  52-55. 
Steel  car  framins,  193-197. 
Square  bolt  beads  and  nuts  :*  standards 

for  pipe  fittings,  152-154. 
Subjects  for  1899,  234. 
Thermal  tests  for  car  wheels,  182-188;  dis- 
cussion on,  188. 
Triple  valve  tests,  60,  61 ;  discussion  on, 
61-64. 
Rhodes.  G.  W.,  remarks  on  trains  parting, 

93-96. 
Robertson,  W.  J.,  elected  third  vice-presi- 
dent, 236. 
Rules  of  interchange,  freight,  322-349 ;  pas- 
senger,  350-353.  _,  ^  •        o< 

Running  boards,  recommended  practice,  386. 
Running  boards,  topical  discussion  on,  226> 

230. 
Rules  for  loading    long  lumber,  proposed 
modification  of,  202-213;  discussion  on, 
213-216. 

S. 

Safety  chains,  recommended  practice.  391. 

Salt-water  drippings,  rust  from,  report  of 
committee,  83-87 ;  discussion  on,  87,  88. 

Schroyer,  C.  A.,  elected  president.  236. 

Screw  threads,  standard,  376-379. 

Secretary's  report,  36-42. 

Side  bearings,  topical  discussion  on,  216. 

Specifications  for  air-brake  hose,  report  of 
committee  on,  154-174. 

Specifications  for  cast-iron  wheels,  380, 381. 

Specifications,  standard  size  of,  376. 

Square  bolt  heads  and  nuts,  report  of  com- 
mittee on,  152-154. 

Standards  for  pipe  fittings,  report  of  com- 
mittee on,  1-52-154. 

Standards  of  the  Association  : 
Air  brakes,  general  arrangement  and  de- 
tails. ^72. 373.  .     . 
Axle,  with  journals  3^  by  7  inches,  370. 

4J4by8        "       371. 

5      by  9        "       371. 
Bolt  heads,  376-379. 
Brake  beam,  372. 
"       head,  372, 
'*       shoe,  372. 
Buffer  blocks  and  location.  374. 
Catalogues,  standard  size  of,  376. 
Check  gauge.  375. 

Contour  lines,  automatic  coupler,  374. 
Coupler,  automatic,  373. 
Distance  between  backs  of  flanges  of  car 

wheels,  375. 
Gauge,  frog  wing,  375. 
*•        guard  rail,  375. 

"        reference,  for    mounting    and   in- 
specting wheels,  375. 
"        wheel  flange  thickness.  376. 
Gauges,  limit,  automatic  coupler,  374. 
Height  of  drawbars.  376. 
Journal  box  and  details,  3K  by  7  inch  jour- 
nal, 370. 
"         "     "        "         iYt  by  8  inch  jour- 
nal, 370. 
*•         •'      •'        ••         5  by  9  inch  jour- 
nal, 371. 
Nuts,  376-379- 

Pamphlets,  standard  size  of,  376. 
Pedestal,  373. 
Pocket  strap,  M.  C.  B.  couplers,  374. 
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Reports,  M.  C.  B.,  376. 

Safety  chains  for  freight  cars,  recom- 
mended practice.  391. 

Screw  threads,  376-379. 

Specifications  for  cast-iron  wheels,  recom- 
mended practice,  380,  381. 

Specifications,  standard  size  of,  376. 

Springs  for  freight  car  trucks,  398,  399. 

Steel  nnderframing,  general  dimensions 
for,  recommended  practice,  397. 

Stenciling   cars,  recommended   practice. 

393- 
Steps,  recommended  practice,  386 
Storing  of  line  cars  on  foreign  roads,  40a 
Terms  and  gauging  points  for  wheels  and 

track,  374. 
Yoke,  M.  C.  B.  couplers,  374. 
Wheel  circumference  measure,  371. 
flange,  371- 
*'      tread,  371. 
Standards,  report  of  committee  on,  45-sa; 

discussion,  52-5^. 
Standard  wheel  and  track  gauges,  report  of 

committee  on,  81. 
Springs  for  freight  car   trucks,  report    of 
committee  on,  175-181,  discussion  on,  181. 
Steel  car  framing,  report  of  committee  on, 

193*197 :  discussion  on,  197,  198. 
Street,  C.  F.,  proposed  as  associate  member, 

234- 
Subjects  for  1898-9,  5,  6. 

"         "    1899,  report  of  committee  on, 
234. 

T. 

Terms  and  gauging  points  for  wheels  and 
track,  374. 

Tests  of  triple  valves  by  standing  commit- 
tee, authorized,  64. 

Thermal  tests  for  car  wheels,  report  of  com- 
mittee. 182-188. 

Thursday's  session,  89-134.     • 

Topical  Subjects: 
Air-brake  details  for  freight  cars,  2x7,  tx8. 


Air-brake  testing  plant  for  large  terminals, 

72-74. 
Axles,  2x8-222. 
Durability  of  paint  applied  by  compressed 

air  and  by  brush,  230-233 
Limit  gauges  for  safe  allowable  wear  in 

M.  C.  B.  couplers,  70, 71. 
Lumber  specifications  for  freight  cars,  64- 

70. 
M.  C.  B.  journal  boxes,  brasses,  wedges 

and  lids,  70,  71. 
Modification  of  limits  for  height  of  draw' 

bars.  222-226. 
Proper  maintenance  of  triple  valves,  233. 
Running  boards  and  ladders,  226-230. 
Side  bearings.  2x6. 
Standard  trucks  for  60,000,  80,000  and  xoo,- 

ooo-lb.  capacity  cars,  74-80. 
Trains  parting,  remarks  of  G.  W.  Rhodes, 

"    A?^  M*.    Waitt. 
97-X04. 
Treasurer's  report,  42. 
Triple  valve  tests,  report  of  committee  on, 

60,  6x  ;  discussion  on,  61-64. 
Triple  valves,  proper  maintenance,  topical 
discussion  on,  233. 

Uncoupling    arrangement    for    M.     C.    B. 
couplers,  390. 

W. 

Waitt,  A.  M.,  remarks  on  trains  parting,  97- 

104. 
Wednesday's  session,  x-88. 
Wheel  circumference  measure,  371. 

"      flange,  thickness  gauges,  376. 

"      tread  and  flange,  standard,  37X. 


Yoke,  M.  C.  B.  coupler,  standard.  374. 
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M.  C.  B.-13. 

Standard  Journal  Box  and  Contained  Parts. 
For  Journal  5  by  9  inches. 
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M.  C.  B.-14. 

Standard  Journal  Box. 
For  Journal  5  by  9  inches. 
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M.  C.  B.-15. 

Standard  Bearing,  Wedge  and  Lid. 
For  Journal  5  by  9  inches. 
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M.  C.  B.-A. 

Recommended  Practice 

for 

Protection  of  Trainmen. 

Marking  Fast  Freight  Line  Cars. 

Arch  Burs  and  Column  Bolt 

for 

8o,ooo-lb.  Capacity  Cars. 
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M.  C.  B.-B. 

Recommended  Practice 

for 

Attaching  Automatic  Couplers  to  Cars. 

Uncoupling  Attachments. 
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M.  C.  B.-C. 

Recommended  Practice 
for 
Journal  Bearing  and  Wedge  Gauges. 
Safety  Chains  for  Freight  Cars. 
Minimum  Thickness  of  Steel  Tires. 
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M.  C.  B  -D. 

Recommended  Practice  s 

for 

Loading  Lumber  and  Timber  on  Cars. 

Racking  Cars  for  Loading  Bark. 

Loading  Structural  Material  on  Cars. 

Loading  Large  Logs,  Pipe  and  Stone  on  Cars. 
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M.C.  B.-E. 

Recommended  Practice 

for 

Gauge  for  Locating  Wheels  Equidistant  from 

Center  of  Axle. 
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M.  C.  B.-F. 

Recommended  Practice 
for 
Hox  Car  Side  and  End  Doors. 
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M.  C.  B.-G. 

Recommended  Practice 
for 
Journal  Box  and  Contained  Parts, 
For  Journal  4%  ^Y  ^  inches  for  Passenger  Cars. 
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M.C.  B.-H. 

Recommended  Praclice 

for 

Passenger  Car  Pedestal, 

For  Journal  4^  by  8  inches. 
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Recommended  Practice 
for 
Springs  and  Spring  Caps  for  Freight  Car  Tracks. 
Collection  of  Salt- Water  Drippings. 
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